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PREFACE 


/,In  the  creatioii  and  development  of  Socialist  industry 
and  agriculture  in  Uzbekistan,  a  one-time  backward  agrarian- 
colonial  Russian  borderland,  transportation  has  played  a 
tremendous  part.  Each  stage  of  Socialist  construction  in 
Uzbekistan  is  closely  connected  with  transportation,  i  In 
addition,  the  modern  level  of  development  of  the  productive 
forces  of  the  Republic  and  the  creation  of  a  material-techni¬ 
cal  basis  for  Communism  are  unthinlcable  without  well-organized 
transport,.  The  economic  literature  bf  „the  republic  contains’ 
significant  monographic  research  oh  the  economic  structure 
of  many  branches  of  industry,  agriculture,  and  culture,  but 
works  shedding  light  on  the  developm,eht  of  all  typbs  ’of 
transport  in  Uzbekistan,  their  modern  development,  and  future 
prospects,  do  not  exist.  This  gap  will  be  filled' in  to  a 
great  extent  by  this  monograph.  The  present  work  deals  with 
stages  of  the  development  of  transport  during  the  years  of 
Soviet  authority  in  Uzbekistan  in  close  connection  with  the 
complex  development  of  the  republic's  productive  forces. 

We  show  the  role  played  by  transport  in  the  changes  which  have 
taken  place  in  the  distribution  of  plants,  as  well  as  the  de¬ 
velopment  of  transport  itself.  Studying  the  stages  of  devel¬ 
opment  of  trade'  in  t.h  e  republic,  we  have  established 
the  general  laws  for  the  development  of  transport,  taking 
into  consideration  specific  features  of  the  republic.  The 
technical  reconstruction  of  transport  and  the  construction  of 
new  railroads  and  highways,  as  well  as  an  increase  in  the  total 
length  of  waterways  and  airlines  have  determined  the  basic 
direction  in  the  development  of  transpcrb. 

The  present  state  of  transport  and  its  shortcomings  have 
been  sufficiently  well  shown.  Analysis  of  the  structure  of 
freight  hauling  and  the  passenger  transport,  freight  turnover 
dynamics,  use  indices  for  rolling  stock  and  other  interesting 
data  on  the  present  state  of  transport  not  only  reflect  the 
development  of  transport  but  can  also  be  used  for  mobilizing 
transport  reserves. 

The  central  and  most  important  section  of  the  monograph 
is  the  chapter  "Basic  Trends  in  the  Development  of  Transport", 
which  points  out  the  radical  technical  reorganization  of  trans¬ 
port  and  the  construction  of  new  railroads  and  highways,  the 
extensive  use  of  large-capacity  fast  jet  aircraft,  as  well 
as  the  laying  of  gas  mains.  Here  considerable  space  is  taken 
up  by  the  problem  of  new  railroad  construction  both  running 
from  Uzbekistan  to  the  European  part  of  the  USSR  and  Kazakhstan, 


as  well  as  within  the  republic  itself.  The  solution  of  this 
problem,  proceeding  from  Interrayon  and  intrarayon  transport- 
economic  ties  between  the  republic  and  other  economic  rayons, 
is  a  new  one  and  will  make  it  possible  to  carry  out  more  accu¬ 
rate  calculations.  The  ‘tremendous  capital  investment  directed 
toward  the  creation  of  a  material- technical  basis  for  Commu¬ 
nism  and  the  Incorporation  of  new  equipment  in  all  branches 
of  the  economy,  as  is  Well  known,  has  required  the  elaboration 
of  the  problem  of  the  economic  effectiveness  of  this  invest¬ 
ment  in  the  economy.  In  this  problem  railroad  transport  can¬ 
not  be  an  exception,  on  the  contrary  requiring  determination 
of  the  economic  effectiveness  of  capital  investment  in  new 
railroad  construction  and  new  equipment*  The  attempt  by  the 
author  to  elaborate  methods  of  determining  the  economic 
effectiveness  of  capital.. ih-^estmOnt  in  new  railroad  construc¬ 
tion,  although  it  does  not  claim  to  be  ah  exhaustive  answer, 
nevertheless  improves  upon  the  existing  method.  The  construc¬ 
tion  of  new  railroads  in  Uzbekistan  (in  Surlthandar’inskaya 
Oblast  for  farming  the  Karshinskaya  Steppe,  along  the  lower 
reaches  of  the  Amh  Dar*ya  for  vrorking  the  -Dzhumurtau  Quarry 
and  farming  the  SUltan'^Uiz-Dag,  in  the  Fergana  Valley  the  lay¬ 
ing  of  double  traOks)  meets  the  interest  of  the  development 
of  'the  economy  of  Uzbekistan,  The  reconstruction  and  construc¬ 
tion  of  new  highways  and  other  man-made  structures,  and  enlarge 
ment  of  small-scale  truck  depots,  specialization  in  rolling 
stock,  the  development  of  motor  vehicle  repair  bases,  the 
extensive  use  of  trailers  and  the  centralized  hauling  of  loads 
and  many  other  problems  brought  up  in  ■this  work  are  of  great 
importance  for  cutting  down  motor  vehicle  transport  expendi¬ 
tures  for  hauling  freight  in  our  economy.  In  recent  years 
gas  transfer  has  begun  to  develop  extensively ,  making  it 
possible  to  shift  to  gas  industrial  enterprises  and  utilities. 
The  further  development  of  gas  transfer  will  not  only  lighten 
railroad,  river  and  motor  vehicle  transport  from  hauling  coal, 
but  will  also  expand  the  economic  ties  of  Uzbekistan.  This; 
work  contains  a  number  of  moot  questions  on  the  further 
development  of  transport.  We  hope  that  the.  publication  of 
this  monograph  will  cause  discussion  among  the  scientific 
community,  which  will  make  ■  it  possible  to  solve  these  prob¬ 
lems  in  a  more  detailed  manner.  The  work  contains  a  number 
of  serious  proposals  for  the  further  development  of  transport. 
Therefore  it  can  be  useful  for  planning  organs  of  Gosplan, 
the  sovnarkhoz,  employees  of  a  number  of  scientific  research 
institutes,  students  and  graduate  students  of  the  geographical 
faculty  of  Tashkent  State  University,  Samarkand  State  Univer¬ 
sity,  pedagogical  institutes  and  the  transport  organization 
and  economics  faculty  of  the  Tashkent  Transport  Scientific 
Research  institute  and  practical  economists  working  in  the 
transport  system. 

Doctor  of  Economical  Science,  Professor  A.  M.  Aminov 

-2- 


INTRODUCTIOK 


All  types  of  transport  in  the  Soviet  Union,  including 
Uzbekistan,  constitute  a  single  communications  network  which 
is  developing  in  a  planned  and  symmetrical  manner,  according 
to  a  single  economic  plan.  A  close  intercoordination  between 
all  types  of  transport,  effected,  in-  the  planned  Socialist 
economy,  makes  it  possible  to  utilize,  these  means  of  communi¬ 
cation  most  efficiently  and  to  d.eve.lop  them  in  a  comprehen¬ 
sive  manner,  correctly  distributing',  loads  among  Individual 
types  of  transport,  carrying  out  , in,. addition  mixed  hauls. 

The  organizational  activity  of  the  party  and  government  at 
all  stages  of  Socialist  constructioni  in  l^he  USSR,  particularly 
in  Uzbekistan,  have  made  it., possible,,  to  ;recpns.tf*uct  transport 
in  the  republic  in  a  radical  manner.  During  the  Soviet 
Five-Year  plans,  in  the  place  of  Ithe  .brolcen-dovrn  and  technically 
poorly  equipped  transport  system  inberit,ed  by  the  Soviet 
authorities  from  pre-revolutionary  Turkestan,  a  modern,  rail¬ 
road  and  water  transport  system  was  created  in  the  republic, 
furnished  with  first-class  equipment,  and  the  formerly 'lack¬ 
ing  highways,  air  routes,  and  gas  lines  were  developed  ex¬ 
tensively.  Transport  constitutes  an  essential  condition  for 
effecting  an  efficient  geographical  division  of  labor, 
specialization  and  cooperation  among  enterprises,  the  secur¬ 
ing  of  reliable  and  stable  transport-economic  ties  between 
Industry  and  agriculture,  between  various  regions  throughout 
the  country.  Transport  has  played  an  important  part  in  th© 
development  of  the  productive  forces  of  Uzbekistan.  Consti¬ 
tuting  one  of  the  basic  constituents  of  the  Socialist  econo¬ 
mic  system,  transport  was  an  important  factor  in  creatirg 
the  material  basis  for  Socialism  in  the  repu’‘lic  and  is 
playing  an  important  part  in  creating  the  material- technical 
basis  for  Communism. 

Transport  does  not  create  new  ma.terial  products. 

The  transfer  of  cargoes  and  passengers,  satisfying  the  needs 
of  society,  constitutes  the  product  of  transport.  Lenin 
pointed  out  that  "railroads  constitute  one  of  the  manifes¬ 
tations  of  the  close  ties  between  city  and  village,  between 
industry  and  agriculture,  upon  which  Socialism,  is  entirely 
based.  The  Communist  Party  and  Soviet  government,  proceed¬ 
ing  from  the  instructions  of  Lenin  on  transport,  have  con¬ 
stantly  focused  attention  on  the  problem  of  transport,  v/hlch 
is  one  of  the  central  problems  in  developing  the  national 
economy.  The  21st  Party  Congress  outlined  the  means  for  a 


further  development  of  transport  In  the  USSR.  In  the  control 
figures  for  1959-1965  in  the  field  of  transport  a  radical  tech¬ 
nical  reconstruction  has  been  provided  for  the  basic  types 
of  transport,  particularly  railroad  and  air.  In  1959-1965 
transport  in  Uzbekistan  together  with  the  entire  economy  will 
b®  raised  to  a  new  and  higher  'level  both  in  respect  to  sup¬ 
plying  modern  equipment  and  volume  and  quality  of  cargo  trans¬ 
fers.  As  the  new  Party  program  Indicates  *’The  growth  in  the 
national  economy  will  require  an  accelerated  development  of 
all  types  of  transport.  E3?ctremely  important,  tasks  in  the 
area  of  transport  are  the  following;  an  e35pansipn  of  transport- 
road  construction  andi  full  satisfaction  of  the  requirements 
of  the  national  economy  and^  the  public  for  all  types  of  trans¬ 
fers;  further  technical  retooling  of  raiinoad  and  other  types 
of  transport;  a  significant  increase  in  rates  of  speed  on 
railroads,  maritime  .and, river  waterways;  the  coordinated  devel¬ 
opment  pf  all  types  bf  transport,  as  constituent  parts  of  a 
single  transport  network^”  1'^®  ^'^^thOr  development  of  cotton, 
the  gas,  petroleum,  bhemicai,  power  engineering,  machine- 
building  Industry,  building  materials  industry,  farming  new 
lands  in  the  Central  Fergana  Valley,  Eyeravshan,  Karshinskaya 
Steppe,  the  rapid  development  of  the  public  utilities  and 
housing  construction,  light  industry  and  the  food  industry 
require  timely  and  regular  delivery  of  freight  from  produc¬ 
tion  points  to  consumer  areas,  presenting  tremendous  demands 
on  the  republic's  transport  capabilities. 

The  author  takes  on  the  job  in  this  vrork  of  presenting 
the  development  of  railroad,  motor  vehicle,  river,  air  and 
gas  line  transport  in  Uzbekistan  in  various  stages  of  Social¬ 
ist  construction,  pointing  up  the  significance  of  transport 
in  the  development  of  the  economy ,  as  well  as  exanmining  prob¬ 
lems  of  dealing  with  the  development  of  transport  within  the 
Seven  Year  plan.  The  book  deals  with  technical  progress  in 
all  types  of  transport  in  the  republic  and  the  problems  of 
its  further  development,  shovfing  for  the  first  time  the  cor¬ 
relation  between  various  types  of  transport  in  transferring 
freight  and  passengers.  In  addition,  we  shov;  the  methods 
of  determining  the  economic  effectiveness  of  capital  invest¬ 
ment  in  new  railroad  construction.  The  present  work  consti¬ 
tutes  the  first  part  of  a  research  project  by  the  author  in 
the  problems  of  transport  and  economic  ties  in  Uzbekistan. 

The  second  part  will  examine  problems  of  economy  in  transport- 
economic  ties  in  Uzbekistan.  In  the  writing  of  this  book, 
in  addition  to  results  of  personal  expeditionary  research, 
the  author  has  utilized  materials  from  the  archives  of  the 
Central  State  Archives  of  the  Uzbek  SSR,  the  materials  from 
the  Tashkent  and  Ashkhabad  Railroads,  the  Mechanized  Calcu¬ 
lation  Plant  of  the  Tashkent  Railroad,  the  Council  for 


studying  productive  forces  in  the  republic  of  the  Academy  of 
Sciences  Uzbek  SSR,  the  Uzbek  SSR  Ministry  of  Highways  and 
the  Central  Asia  State  Favigation  Company,  the  Economics 
Institute  of  the  Academy  of  Sciences  Uzbek  SSR,  the  Central 
Mechanized  Calculation  Plant  of  the  Ministry  of  Communica¬ 
tions,  results  of  scientific  research  by  the  author,  as  well 
as  statistical  materials  and  articles  from  various  journals. 
The  author  expresses  his  gratitude  to  eol^-eagues  from  the 
"Economic  Ties  and  Transport"  sector  of  the  economics  insti¬ 
tute  of  the  academy  of  sciences  Uzbek  SSR,  who  were  of  aid 
in  collecting  the  necessary  materials. 


CHAPTER  ONE  . 

TRAl'TSPORT  DURIH3-  THE  REVOLUTION  AND  THE  BEGIKIflNG  OF 
SOCIALIST  TRANSFORMATION  OF  THE  UZBEK  ECONOMY 
(NOVEi:iBi,R  19i7  -  JUra  1918) 


The  new  Soviet  state  inherited  from  pre-revolutionary 
Turkestan  a  broken-down  and  teehnlcdlly  Imperfect  transport 
system.  Railroad  transport  had 'at  its  disposal  insignificant 
reserves  of  rolling  stock.  Railroad- lines,  locomotives  and  : 
railroad  cars  as 'well- as  other  equipment.,  signal  systems  and 
communications  were  at  a  low  •'  technical  level.  .  Railroad  open 
lines  passed  2-12  pairs  of  trains  every  24  hours,^,the  weight 
of  which  averaged  540  tons.  Farm  product  cargoes  were  chiefly 
transported  by  railroads  outweighing  industrial  products  at 
that  time.  Loading  and  unloading  were  handled  chiefly .man¬ 
ually.  The  area  of  present-day  Uzbekistan  contained  1300  km 
of  railroad  lines,  which  meant  1.1  km  for  each  1000  square  km. 
The  area  of  Central  Asia  and  Kazakhotan  contain  two  -railroads, 
one  of  which,  which  included  the  railroad  lines  from' Krasno- 
vodsk  to  Tashkent,  including  the  Fergana  Railroad,  was  called 
the'  Central  Asian.  A  second  line,  including  the  Tashkent- 
Orenburg  Railroad,  although  a  large  section  of  it  passed, 
through  Kazalchstan,  nas  called  the  Tashkent  Railroad.  Present- 
day  Uzbekistan  contains  such  privately  owned  railroads  as 
the  one  built  in  1906- 190t  by  the  Amir  of  Bukhara,  the  Kagan- 
Bukhara  spur,  by  the  private  company  of  the  Fergana  Road  , — 
Kokand-Namangan  (1911-1913)',  Namangan-Dzhalalabad  (1916),  by 
the  pjrivate  company  Buchara  Road-Kagan-Samsonovo  and  Karshi- 
Kltab.  In  1917  total  inflow  of  freight  by  railroad  to  Uzbeki¬ 
stan  was  1.7  million  tons  of  -cargo,  and  shipments  out  —  1.1 
million  tons,  which  totalled  1.3  and  0.8^  respectively  of  the 
total  incoming  and  outgoing  cargoes  in  the  USSR. 

An  important  position  in  incoming  freight  shipments 
were  such  cargoes  as  coal  (92,000  tons) ,  petroleum  products 
(78,000  tons),  ferrous  metals  (97,000  tons),  lumber  (:136, 000 
tons),  grain  (279,000  tons);  for  outgoing  shipments  —  cotton 
fiber,  karakul,  fruits,  vegetable  oil,  cottonseed,  petroleum 
and  sill:.  Primary  transport-economic  ties  by  railroad  were 
effected  with  the  European  part  of  the  USSR,  particularly 
with  the  central  Industrial  region,  with  the  Caucasus  and  the 
Urals,  while  the  transport-economic  ties  betvreen  Uzbekistan 
and  the  Altai  in  Siberia  were  effected  as  formerly  by  cara¬ 
van  and  cart  roads.  1, 745,400  tons  of  freight  and  4,770,000 
passengers  were  hauled  by  the  Central  Asian  Railroad  in 
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1913  t  totalling  722s 600, 000  ton-kilometers  and  580,500,000 
pas aenger-kilome tens*  Cargo  transfer  volume  on  the  Central 
Asian  Railroad  before  the  Revolution  is  shovm  in  Table  1. 

It  is  apparent  from  Table  1  that  freight  shipments 
Increased  74.45b  between  1907  and  1913*  An  increase  in  freight 
shipments  took  place  through  the  development  of  eottori  raising 
and  connected*  contiguous  branches  of  the  economy.  The  primary 
use  indices  for  rolling  stoOl^  on  the  Central  Asian  Railroad 
in  1913  were  characterized  by  the  following  figures:  freight 
car  turnover  j —  7.2  days,  load  per  car  —  6.8  tons,  average 
daily  locomotive  run  --  ,125  km*  average  gross  train  v;eight  -- 
540  tons.  Commercial  trdin  movement  speed  —  13*63  km/hr* 
train  length  —  69  axles* ' 

The  low  utilization  rate  of  roiiijig  stock  is  explained 
by  the  poor  material- technical  basis  of  railroad  transport, 
the  lack  of  a  clear-cut  train  movements  schedule,  insufficient 
coordination  in  the  operation  of  two  neigliboring  railroads, 
the  lack  of  express  trains,  etc.  Both  in  freight  turnover  and 
technical  condition  the  Central  Asian  Railroad  before  the 
revolution  occupied  one  of  the  lowest  positions  among  Russian 
railroads.  With  its  mileage  totalling  5*6^  of  all  railroads, 
freight  turnover  totalled  only  I.25S  of  total  Russian  railroad 
freight  turnover.  Cargo  shipments  for  short  distances  and  even 
for  several  hundred  kilometers  were  effected  by  v/agon  and  mule- 
back,  which  was  particularly  important  in  areas  distant  from 
the  railroad  network.  The  lack  of  roads  and  the  cutting  up 
of  dirt  roads  by  numerous  irrigation  canals  and  aryk  required 
large  diameter  wagon  wheels.  These  large  wheels  made  it 
possible  for  wagons  to  cross  the  irrigation  ditches  easily. 
Exploitation  of  waterways  was  effected  by  the  military  flotilla 
and  the  Khiva  Corporation,  as  well  as  privately  owned  commer¬ 
cial  vessels.  The  river  fleet  consisted  of  vessels  which 
drew  frequently  more  than  the  maximum,  had  little  freight 
capacity  and  obsolete  equipment.  This  hindered  effective 
exploitation  of  the  commercial  fleet,  since  navigation  condi¬ 
tions  along  tLie  Amu- Bar' ya,  due  to  the  capricious  nature  of 
the  channel,  the  shallow  waters  and  rapid  current  are  complek 
and  unfavorable.  On  the  Amu-Dar'ya,  in  addition  to  steam¬ 
ships,  kime  were  used  extensively.  Barges  were  also,  used 
extensively.  Ship  movement  along  the  river  was  limited  to 
the  daylight  hours,  while  all  vessels  stopped  at  specific 
points  for  the  night.  By  1914  river  transport  totalled  1500 
vessels  vrith  a  total  cargo  capacity  of  24,000  tons.®  Pre¬ 
revolutionary  Uzbekistan  did  not  have  any  form  of  air  or  pipe¬ 
line  transport.  The  Great  October  Socialist  Revolution  opened 
up  a  new  era  in  the  history  of  mankind.  The  oporessed  nations 
of  Turkestan,  receiving  their  freedom,  began  to  build  Social¬ 
ism.  Railroad  workers  participated  actively  in  throwing  over 
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the  henchmen  of  the  Tsar  in  Turkestan  and  achieved  regular 
operations  of  railroad  transport •  In  April  1917  the  first 
Congress  of  Delegates  of  the  Soviet  of  Deputies  of  Employees, 
Foremen  and  Workers  of  the  Central  Asian  Railroad  was  con¬ 
vened  in  Ashkhabade  The  Congress  worked  out  a  program  and 
charter  for  the  Union  of  Workers  of  the  Central  Aaian  Rail¬ 
road  and  adopted  a  declaration  on  its  attitude  toward  the 
Temporary  Government,  After  the  Great  October  Socialist 
Revolution  private  ownership  of  the  means  of  production  was 
eliminated  throughout  the  country.  On  privately  owned  rail¬ 
road  sections  such  as  the  Kokan- Namangan,  Namangan-Dzhalalabad, 
worker  authority  was  instituted,  and  in  June  1918  they  were 
nationalized.  The  nationalization  of  the  greatly  fragmented 
merchant  fleet  was  execut/ed  in  1918  and  1919 •  By  the  Revolu¬ 
tion  Uzbek  transport  was  in  a  state  of  collapse.  Immediately 
after  the  imperialist  war  foreign  intervention  and  civil 
war  began  (1918-1920),  During  this  period  the  national 
economy  of  Uzbekistan  and  railroad j  water  and  wagon  transport 
in  particular  suffered  gredtly.  The  railroads  were  destroyed 
by  special  plow  mechanisms  and  transformed  into  ^arbyanoy/ 
line;  stations,  formerly  ceiiiters  of  military  operations  pri¬ 
marily,  were  transformed  by  artillery  fire  into  heaps  of 
ruins,  brloges  were  detonated,  freight  cars  and  locomotives 
vrere  destroyed.  The  railroad  sections  Kagan-Samsonovo,  Kokand- 
Namangan,  Namangan-MHal  alabad,  and  Karshl-Kltab  were  damaged 
particularly  heavily.  As  a  result  of  demage  caused  by 
bourgeois  agents,  labor  discipline  on  the  railroads  was 
shaken,  and  traffic  was  stopped  completely  in  certain  areas* 

In  order  to  secure  the  execution  of  essential  cargo  transfers i 
extraordinary  measures  were  adopted.  In  January  1918  martial 
law  was  instituted  on  the  railroads  of  Central  Asia,  and  the 
Regional  Administration  of  Turkestan  means  of  communication  ■ 
was  reorganized  into  the  Military  administration  of  Turkestan 
Railroads,  with  a  militaipy  councils  At  the  end  of  1918,  under 
the  signature  of  Lenin,  a  decree  was  issued  by  the  RSFSR 
labor  and  defense  council  for  regulating  railroad  operations, 
prohibiting  interference  in  the  operations  of  m llroads  by 
outside  organizations,  eliminating  delays  in  moving  military- 
food  shipments,  forestalling  the  dastardly  destruction  of 
trains. '  In  order  to  strengthen  transport  administration, 
the  Party  sent  Communists  in  the  capacity  of  commissars. 

However  the  situation  in  the  transport  network  remained  ex¬ 
tremely  tense.  In  1919  the  Central  Asian  Railroad  was  faced 
by  the  threat  of  complete  traffic  shutdovm,  since  Central 
Asia  was  cut  off  from  Russia  fi’om  December  of  1918  through 
October  of  1919,  The  influx  of  food  shipments  from  the  grain 
regions  of  Russia  was  curtailed  significantly.  After  the 
whites  seized  the  Ulcraine,  the  Don  and  the  Caucasus,  sources 
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of  fuel  supply  for  Central  Asia  were  cut  off,  and  a  fuel  crisis 
ensued.  Locomotive  fire  boxes,  due  to  a  lack  of  coal  and 
petroleum  received  saksaul,  cottonseed  oil  and  dried  fish. 
Railroad  freight  turnover  in  1919-1920  totalled  hofo  of  the 
pre-war  level.  V/hen  the  ii^dustry.’ of  the  central  area  of 
Russia  was  badly  in  need  of  raw  materials,  on  1  January  1919 
545,000  tons  of  cotton  fibre,  96,000  tons  of  raw  cotton, 
and  9»600  tons  of  cottonseed  oil,  etc.*  had  amassed  at  state 
warehouses  in  rurkestap.  Lshin- devoted  trsmendous  attention  . 
to  the  restoration  of  railroad  ties  with  Turkestan,  aince 
this  was  of  vital  significance.  Restorative  \^ork  on  the 
railroads  was  carried  out.'npt '  only ;,by  communications  organs, 
but  also  by  military  units.’;  On  16;  September  1919  the  commander 
of  the  Turkestan,  front ,  M*  V.  Fj^Ufibe,  telegraphed  Lenin  the 
following:  "The  destruction  carried; 'Cut  against  railroad  ,  ; 
transport  between  Orenburgr-AktyUbinsk  requires  tremendous';;, 
efforts.  110  bridges  alone  have: been  destroyed.  We,  heed , 
for  the  rapid  restoration  of  communications,  the  organization 
of  production  simultaneously  in  sd'T'erai  sectors."  Less  than 
a-.month  later, „ on'. il  October  Frunze  reported'. to  Lenin:  '"A" 
month  of  vigorous' work  to  restore'  the  Orenburg-Aktyubinsk 
Line  was  Completed  on  the  8th  day  of  this  month.  More  than 
100  tiridges  have  been  repaired  and  restored.  On  the  9th  ■ 
of  this  month  at  13  hours  two-way  traffic  was  begun  between 
Orenburg  and  Tashkent.  The  first  trainlodd  of  cotton  arrived 
at  Orenburg  station  from  Turkestan. 

Railroad  equipment  in  Central  Asia  during  the  Civil 
V/ar  years  went  to  the  dogs;  the  number  of  locomotives  and  cars 
out  of  commission  increased.  Ties  along  the  lines  were 
unsuitable  and  they  required  immediate  replacement.  During 
the  Civil  War, the  amount  of  rolling  stock  on  the  Central 
Asian  railroads  decreased  greatly.  No  fewer  difficulties 
were  experienced  during  this  period  by  vehicle  transport. 
Military  caravans  had  broken  down  the  bed  of  dirt  roads,  and 
wooden  bridges  had  been  broken  up  for  fuel.  For  example, 
on  the  Andizhan-0 sh-Orkeshtam  road  almost  all  stone  and  brick 
bridges  were  destroyed,  and  wooden  bridges  had  been  burned 
and  stolen,  while  the  roadbed  was  completely  ruined.  During 
the  Civil  vmr  water  transport  suffered  tremendous  losses. 

In  his  appeal  to  the  Tashkeii  executive  committee  and  rail¬ 
road  workers  of  Turkestan,  Lenin  soon  after  the  Anschluss  of 
Soviet  Turkestan  to  Soviet  Russia^  pointed  out  the  necessity 
of  repairing  rolling  stock.  For  continuous  supply  to  the 
Red  Army  and  an  early  rout  of  the  counterrevolutionary  forces 
mass  labor  enthusiasm  was  necessary,  and  this  found  real 
expression  in  Communist  day-off  labor  volunteers. 

'The  first  "transport  week"  was  held  in  April  1920. 

On  ?‘5  April  the  railroad  employees  of  Samarkand  Station,  in 
view  of  "Transport  Week"  worked  three  hours  overtime.  They 
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repaired  three  railroad  bridges,  27  locomotives  and  6l  cars* 

In  Novaya  Bukhara  100  cars  and  several  locomotives 
paired.  In  the  city  of  Turkestan  — ^  8  locomotives  and  21  cars. 
During  "Transport  Week”  12,664  workers,  employees,  and  Red 
ilrmy  men  worked  in  the  Turkestan  ASSR  on  the  railroad,  ^ring 
this  period  99  locomotives  and  182  cars  were  repaired.  On 
21  October  1920  "Repair  Week"  was  inaugurated.  On  24.octoDer 
"Repair  V/eek"  was  held  on  the  Tashkent  Junction,  with  the 
participation  of  5|000  workers.  The  -opening  of 
track  number  127  is  proof  of  the  great,  success  of  this  unde ^ 
taking.  Transport  week  and  repair  weisk  played  Q- P® 
part  in  the  restoration  of  railroad  facilities  of  the  republic 
and  in  increasing  labor  productivity  of  „_10 

Suffice  it  to  say  that  the  workers  of  the  Central  Asian  shops 
in  October  19fe0i  repaired  lO  locomotives  Instead  °  . 

scheduled.  During  th^  Clvli  war  and  the  Basmatch  Rebellion 
the  Central  Aslan  Railrd add  played  an  Important  part 
f erring  troops  from  one  froA  to  another,  in  hauling  munitions 
and  war  equipment,  food  and  other  ^eceSsary  goods,  speeding 
up  victory  over  the  enemy.  During  this  period  an  important 
role  was  played  by  water,  transport  in  the  war  against  the 
whites  on  the  Khiva  and  Aral  fronts,  with  the  Basma-tches 
Eastern  Bukhara;  it  had  a  decisive  significance  for  the  outcbme 
of  combat  operations;  the  seige  of  the  cities  of  Turtku  , 

Kerki  and  Chardzhou  was  broken  by  the  successful  operations 
of  vessels,  and  one  of  the  steamships  of  the  Amu-Dar  ya 
flotilla  was  awarded  the  order  of  the  Fighting .Red  Banner. 

The  introduction  of  the  New  Economic  Policy  in  19 
conlncided  with  the  influx  to  the  republic  of  Turkestan  of 
numerous  cooperative  and  state  institutions  and  Private  indi¬ 
viduals  endeavoring  to  buy  grain  at  Turkestan  “‘^^hets.  During 
the  years  of  foreign  intervention  and  the  Basmatch  Rebellion 
freight  shipments  to  Orenburg  were  cut  ^ 

direction  of  Krasnovodsk  they  were  cut  to  a  smaller  degree 

(Table  2)  *  Table  2?'' 

Freight  Shipments  Through  the  .  Port  of  K^cnovodsk,  1000  tons 


Year 


Total  Fr 
Turnover 


1914 
1918- 
2nd  half 

1919 

1920 
1921 


572.5 

51.2 

32.1 

181.7 

336.1 


Including 

Fuel  Cotton  Grain 

Imports  Exports  Import 

~ 206.4  96.6  53»5 


39.5 

9.5 

153 

267.4 


3.5 

3.5 

12 

29.8 


1.5 

0.3 

1.4 

0.2 


"Export 
9.5 

0.5 
1.2 
0.2 
2..  3 


4«5tatisticheskiv  Yezhegodnik  (Statistical  Yearbook)  Part  1, 
Tashkent,  1924. 
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Total  freight  turnover  of  the  port  of  Krasnovodsk  in 
the  period  under  consideration  was  58%  of  the  1914  level. 

Due  to  a  decrease  In  area  under  cotton,  cotton,  fiber  export  In 
1921  v/as  31%  of  the  1914  level,  and  fuel  Imports  In  1921 
were  30%  more  than  In  1914.  This  Is  explained  by  the  fact 
that  after  the  fuel  crisis  Industry,  the  railroad  and  the 
general  public  were  in  need  of  fuel.  After  the  termination 
of  the' Givil  War  the  probleij,  of  ■  economic  restoration,  first 
of  all  railroad  transport*  rose  to  full  stature.  Lenin,  at 
First  ^ll*Unlon' Congress, of  Transport  Workers  said:  "V/e  need 
to  restore  agricultural  and  industrial  turnover,  and  we  need 
material  support  to  restore  it...  ■  This  support  will  be 
furnished  by  railroad  and  water  transport, 

The  basic  means  for  the  restoration,  and  development  of 
transport  were  indicated  in  the  GDllLRO  Plan.  In  August  1950 
a  meeting  was  held  at  the  Tashkent  railroad  junction,  at  which 
Frunze  spoke.  He  told  of  the  defeat  of.  the  ■lhter^rentionl at s 
and  appealed  to  the  railroad  workers  for  aTrapid;!  restoration 
of  transport.  In  Fovember  of  that  year  a  repair  train  was 
assembled  in  Fergana  consisting  of  20-  persons.  The  railroad  ' 
workers  forming  the  brigade  were  of  a  number  of  professions  ''  ■  , 
necessary  for  repairing  locomotives.  The  repair  train  was 
assigned  to  the  best  shop  of  Andizhan  Station.  The  brigade 
worked  selflessly  and  repaired  two  locomotives  every  three 
days.  After  operations  were  back  to  normal  on-  the  Fergana 
branch,  the  repair  train  was  sent  to  the  Trans-Caspian  Rail¬ 
road  (i9'21)»  In  spite  of  the  difficult  financial  situation 
of  the  Soviet  Union,  in  1922  the  restoration  of  destroyed 
railroad  lines  began:  Kokand-Namangan ,  Kamangan-Dzhalalabad, 
Karshl-G-uzar-Kitab,  Kagan-Samsonovo-Termez,  Andizhan  II- 
Kokankishlak  (Ten* tyaksay) ,  Fedchenko-Sharikhan,  Ghinabad- 
Andizhan  I,  etc. 

Along  with  the  restoration  of  damaged  lines  construc¬ 
tion  began  bn  the  new  Termez-Dzharkurgan-Surkhan  branch,  which 
was  the  first  section  of  a  railroad  line  goint  to  the  capital, 
of  the  Tadzhik  Republic,  the  city  of  Dyushamb^'^e,  a  by-pass 
track  for  freight  to  Fergana  was  built  at  Ur  ■  at Jrevskaya 
Station,  as  v/ell  as  for  cotton  export  to  the  central  regions 
of  the  Soviet  Union,  and  a  railroad  spur  line  was  built  from 
Termez  station  to  a  landing  on  the  Amu-Dar’ya,  facilitating 
freight  transfer  to  water  transport  and,  finally,  the  Skobelevo- 
Kuvasay  spur  line  was  built.  During  the  period  of  restor¬ 
ation  much  work  was  done  for  the  repair  of  wom.-out  rolling 
stock.  In  1922  the  number  of  locomotives  out  of  commission 
was  33%,  passenger  cars  —  30%  and  freight  cars  —  5'2%,  while 
by  1927  we  had  25%,  12!%  and  12^  respectively. 4-^ 

At  the  end  of  1921  transport  in  the  Turkestan  ASSR  was 
developing  simultaneously  v/ith  the  economy.  Plants,  factories 
and  v^orkshops  which  had  been  destroyed,  as  well  as  agriculture. 
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wei'e  gradually  restored  and  product  output  increased.  The 
railroads  during  the  period  of  restoration  and  the  beginning 
of  socialist  reconstruction  of  the  economy  in  the  republic 
(1921-1927)  were  to  satisfy  the  requirements  of  the  economy 
for  freight  shipments.  Therefore  the  Party  and  government 
devoted  much  attention  not  only  to  the  restoration  of  transT 
port  but  also  to  new  equipmept*  During  this  period  railroad 
transport  received  neii^  locompt.lves,  oars,  ties  and  rails. 

This  made  it  possible  to  keep  pace  with  increased  freight, 
turnover.  The  Central  Aslan;  Railroads  in  1926-1927  improved 
the  ton-kilometer  figures  of  the  1913  level  by  46*1^.^^  The 
Increase  in  freight: turnover . was'  accompanied  by  an  improvement 
in  the  utilization  of  roiling’ stopk.  W6  Should  note  particu¬ 
larly  an  increase  in  dally  ipcomdtive  runs  from  125  km  to 
170  km.  During  .tke  period  ijlnder  study  Intraregional  shipments 
increased  particularly  (Table  3). 

it  is  apparent  from  Table  3  that  the  Central  Asian 
Railroad;  handled  chiefly  local  shipments.  The  main  cargoes 
for  the  Central  Aslan  railroad  were  the  following:  petivjleum* 
grain,,  lumber,  cotton,  firewood,  dried  fruits,  cottonseed 
and  consumer  goods.  The  national  economy,  which  was  in  the 
process  of  restoration,  required  extremely  rapid  freight 
shipments,.  In  order  to  cut  down  the  shipment  time  main 
attention  was  devoted  to  an  increase  in  the  section  (commercial) 
rate  of  train  movement,  for  which  a  number  of  measures  were 
taken:  the  technical  condition  of  the  roadbed  was  improved 
by  laying  new  rails  and  ties,  regular  trains  were  put  into 
service  and. the  number  of  assembled  trains  was  decreased,  loco¬ 
motive  facilities  were  improved  and  a  more  powerful  locomotive 
was  put  into  operation  than  the  series-  ”0'^  locomoti\re  —  the 
aeries  "Shch”  locomotive,  and  the  number  of  stops  at  way- 
stations  was  decreased.  In  1913  the  commercial  ®.te  of  train 
movement  on  the  Central  Asian  railroad  was  I6.63  km/hr,  on 
the  Tashkent  —  I3«9i  kra/hr,  while  in  1926-27  they  totalled 
15.5  and  16.5  km/hr  respectiyely.  In  1913  the  weight  of  a 
train  on  the  Central  Asian  Railroad  totalled  540  t  and  on  the 
Tashkent  —  553  t,  while  in  1926-27  —  650  and  700  t  respec¬ 
tively.  I’fith  an  increase  in  train  weight  the  number  of 
axles  per  train  increased  (Table  4). 

The  average  freight  car  load  on  the  Central  Asian 
Railroad  during  the  period  under  study  increased  by  Sfo  and  on 
the  Tashkent  —  3.4^.  During  the  period  of  restoration,  when 
many  cars  were  being  repaired  (at  the  beginning  of  this  period 
the  percentage  of  cars  out  of  commission  was  as  m,uch  as  52^^), 
freight  car  loads  increased  relatively,  since  new,  progressive 
loading  methods  had  not  yet  been  worked  out.  An  increase  in 
the  fate  of  train  movement  should  have  led  to  an  increase  in 
the  average  daily  freight  car  run,  but  on  the  Central  Asian 
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did  not  change,  and  on  the  Tashkent  road  increased  by 
l»02%m  This  la  explained  in  the  first  place  by  the  poor 
mechanization  of  loading  and  unloading  operations,  and  in  the 
second  place  by  the  absence  of  clear-cht  planning  of  shipments, 
and  in  the  third  place  by  the  lack  of  freight  for  a  full 
train.  The  time  of  freight  car  turnover  decreased  on  the  Cen¬ 
tral  Asian  Railroad  by  0.2  days  s-hd  on  the  Tashkent  —  by 
3.0  days*  The  Import  of  freight  necessary  for  restoring  the 
economy  from  remote  regiotls  copstituted  an! important  factor 
in  the  increase  of  average  freight  shlptaent  dlstande.  Formerly 
grain  from  Tadzhikistan  was  hapled  to  Bukharaj  while  at  the 
end  of  the  period  under  siudy  it  was  hauled  in  from  Siberia 
and  other  areas.  An  improvement  in  road  condition  and  facil¬ 
ities  was  very  important  for  insuring  continuous  freight  and 
passenger  transfer.  The  raiUboad  lines  consisted  chiefly  of 
Ilia  and  iVa  type  light  rails  and  were  placed  on  sand  and  gravel 
ballast,  on  the  Central  Asian  Railroad,  18- lb  rails  totalled 
20^^,  21.6  lbs  —  18^,  22.5  lbs  -  62%’,  on  the  Tashkent  road^^ 
the  IVa  type  rails  weighing  22.5-lbB  —  96.4^  and  type  Ilia 
weighing  22.5  lbs  —  The  rails  were  hea.vily  worn  and 

differed  in  length  even  on  the  same  section,  and  this  made  it 
more  difficult  to  Increase  the  rate  and  passage  of  povrerful 
locomotives,  Inc  reased  freight  turnover  on  the  Central  Asian 
Railroads  required  an  Increase  in  the  carrying  capacity  of 
railroad  lines.  Uith  this  purpose  in  mind  in  1924-1925 
double  track  sections  were  opened,  making  it  possible  to  in¬ 
crease  the  carrying  capacity  of  the  Tashkent  railroad  at 
14%  and  of  the  Central  Asian  by  10%,  but  the  carrying  capa¬ 
city  of  these  roads  was  not  large.  In  the  period  under 
study  the  actual  amount  of  train  movement  on  the  railroads  was 
low.  For  example  on  the  Samarkand-Ursat'yevskaya  section  the 
aPtual  amount  of  train  movement  totalled  9  pairs  of  trains, 
Chardzhou-Samarkand  —  7,  Ursat’ yevskaya-Kokand  —  7,  Ursat- 
'yevskaya-Tashkent  ~  14,  etc.  On. other  railroad  sections 
of  secondary  Importance,  the  actual  amount  of  train  movement 
was  even  lower.  For  example,  on  the  sections  Karshi-Bamson- 
ovo  —  2.5,  Karshi-Kitab  —  1,  Samsonovo-Termezg —  2.5  and 
Namangan-Andizhan  —  1  pair  of  trains  per  day,'*' 

A  limited  amount  of  train  movement  on  the  railroads , 
particularly  in  the  southwest  of  Uzbekistan,  is  explained  by 
the  even  lovrer  level  of  development  of  productive  forces. 

As  the  result  of  the  building  of  railroads  in  Central  Asia 
in  desert  and  arid  regions  the  restoration  of  water  supply 
became  quite  important,  Uater  pipelines  vrere  laid  along  the 
tracks  to  supply  locomotives  with  water;  sometimes  two  or 
three  water  tarlc  cars  were  attached  to  the  trains.  During 
the  period  of  restoration  railroad  freight  turnover  increased 
and  by  1926-27  had  exceeded  the  pre-war  level,  and  operations 
had  improved.  Railroad  transport  had  been  restored.  An 
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Improvement  in  the  standard  of  living,  an  expansion  of  the 
scale  of  production  experience  exchange,  development  of  the 
network  of  worker  schools  increased  the  volume  of  passenger 
transfer,  which  increased  1.7  times  between  1913  ^hd  1928. 

It  was  also  essential  to  secure  the  restoration  and  further 
development  of  the  road  system  connecting  the  administrative 
regions  of  the  republic  with  railroad  stations  and  river 
landings,  since  many  regions  i^ere  ,600  km  and  more  from  the 
closest  railroads  In  Central-’ Afeia  as  a  whole  and  in  Uzbekistan 
in  particular  the  total  length. oif  first-class  roads  was  in¬ 
significant*  In  1920«'21  first"  attempts  were  made  to  builil  I 
roads.  Military  road  construction  detachments  were  organized, 
which  restored  the  road  system  in  the  mo^t  important  areas  at 
the  instructions  of  the  commanders ' on  the > front.  But  they 
operated  only  for  a  short  period  of  time.  In  1922,  a  division 
was  made  between  state  and  local  roads;  Administration  of 
the  former  was  assigned  to  the  people's  Commissariat  of 
Railroads  in  the  person  of  its  local  organ  — ‘  the  district 
local  transport  administrations  (Sazomes),  and  local  roads 
were  given  over  to  executive  committee ,  the  former  being 
maintained  at  the  expense  of  the  national  budget  and  the  latter 
—  the  local  budget.  In  1922  the  Turkestan  local  transport 
division  was  organized,  and  in  1924  a  road-transport  division 
of  the  Main  Administration  of  Local  Economy  of  the  Uzbek  SSR 
NKVD.  Reorganization  of  road  facilities  and  administration 
placed  a  cornerstone  to  the  organizational  forms  and  restor¬ 
ation  of  roads  in  Central  Asia,  Repair  work,  the  restoration 
and  widening  of  the  roadbed  made  it  possible  to  introduce 
motor  vehicle  traffic  ( Tashkent -Troitskay a,  Fuzar-Dyushambe 
etc.).  The  repair  of  local  roads  made  it  possible  to  trans¬ 
form  many  cart  roads  and  paths  into  motor  vehicle,  and  the 
repair  of  paths  —  into  wagon  roads.  Under  the  Tsars  the 
present  territory  of  Uzbekistan  contained  19*000  km  of  dirt 
roads,  200  km  of  which  were  gravel  covered,-^'  while  in  four 
years  of  Soviet  authority  roads  increased  to  700  km.  In  1927 
state  roads  totalled  1834  km.  Man-made  works  were  repaired 
and  restored  on  the  roads  and  about  3500  running  meters  of 
bridges  were  built.  Many  difficulties  were  involved  in  the 
restoration  of  the  road  network,  the  main  one  of  which  was 
the  lack  locally  of  building  supplies  and  the  high  cost  of 
shipping  them  from  other  areas  of  the  country.  Uater  trans¬ 
port  was  extremely  Important  in  the  economy  of  the  Amu— Dar’ya 
Basin,  particularly  along  the  lower  reaches  of  the  river.  The 
only  route  along  which  communications  were  maintained  withthe 
Central  Asian  republics  was  by  water,  which  also  formed  the 
shipment  route  for  grain,  kerosene,  cotton,  livestock  products, 
petroleum  and  other  cargoes.  After  the  nationalization  of 
the  fleet  (1918-1919)  it  was  transferred  in  the  course  of 
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five  years  from  one  department  to  another.  For  its  efficient 
utilization  in  Atigust  1923  it  was  amalgamated  into  the  Central 
Aslan  State  Steamship  Lines  of  the  People' s  Commissariat  of 
Railroads,  providing  service  in  the  'Sea  of  Aral,  the  Amu- 
Dar'ya,  Issyk-Kul',  and  the  Ill  River.  The  river  fleet  of 
the  Central  Aslan  state  steamship  lines  along  the  Amu-Dar'ya 
up  to  the  middle  Of  July  1926  consisted  of  old,  pre-war 
steam  vessels  with  obsolete  machinery  and  non-steam  operated 
vessels  with  comparatively  low  cargo  capacjity  and  deep  draught. 
In  the  second  half  of  the  navigation  season  of  1926  three  new 
steam  vessels  were  put  into  operation.  In  1^27  total  length 
of  waterways  increased  by  827  km,  totalling  2567  km.  The 
fleet  on  the  Amu-Dar’ya  Consisted  chiefly  of  barges  which 
had  been  in  s^ervice  for.  5  to  15  years.  During  the  Civil 
War  and  the  Basmatch  Rebelllori  many  barges  were  destroyed, 
and  construction  was  renewed  in  1922.  During  the  period  of 
restoration  a  privately  owned  and  state  fleet  operated  on  the 
Amu-Dar'ya.  During  the  restoration  period  the  situation 
improved  on  the  sea  of  Afal*  The  bay  of  Aral  became  accessible 
to  vessels,  and  a  railroad  spur  line  was  run  up  to  the  bay^ 
which  facilitated  freight  operations  in  mixed  railroad-water 
transport.  On  the  Amu-Dar'ya  navigation  conditions  were  im¬ 
proved,  and  night  navigation  became  possible  in  the  delta. 
During  the  restoration  period  the  Central  Asian  state  steann 
ship  lines  began  to  build  new  vessels  and  repair  old*  The 
fleet  was  increased  with  vessels  from  other  areas  of  the  , 
country.  By  1927  the  number  of  vessels  more  than  tripled, 
the  total  cargo  capacity  almost  quadrupled,  and  ■^at  of  the 
privately  owned  fleet  decreased  correspondingly^"  by  almost 
dvuble  and  by  more  than  double.  However,  in  total  tonnage 
the  privately  owned  fleet  was  still  more  important.  This 
fleet  consisted  chiefly  of  barges  which  could  sail  all  along 
the  Amu-Dar'ya.  This  fleet,  organized  into  barge  artels'^^, 
also  led  the  state  steamship  lines  in  total  cargo  shipment 
volume. 

State  steamship  lines  accounted  for  only  10;^  of  total 
freight  turnover  in  water  transport  in  1913,  while  this 
figure  increased  to  39^  in  1927»  During  this  period  the 
ratio  of  the  privately  ox^ned  fleet  decreased  from  90^  to 
6l^.  In  passenger  transfer  the  privately  owned  fleet  remained 
far  behind.  During  the  restoration  period  the  water  trans¬ 
port  fleet  was  not  only  restored  but  exceeded  the  pre-war 
level  in  a  number  of  vessels.  Addition. of  new  vessels  to 
the  fleet,  and  the  improved  equipment  and  facill1:ies  along 
waterways  made  it  possible  to  increase  freight  turnpver 
gradually,  although  during  the  restoration  period  freight 
turnover  totalled  only  70%  of  the  pre-vrar  level. 

Industry  and  agriculture  during  the  restoration  period 
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required  rapid  freight  shipment.  The  then  existing  transport 
means  could  not  satisfy-  the  requirements  of  the  economy. 

During  the  restoration  period  the  truck  appeared  on  the 
scene,  and  played  a  decisive  role  in  short  distance  hauls. 

The  great  maneuver ability  of  the  truck  opened  up  broad  possi¬ 
bilities  for  its  use  in  the  economy.  In  addition,  trucks, 
the  speed  of  which  was  several  times. greater  than  that  of  wa¬ 
gons,  made  it  possible  to  bring  closer  production  and  con¬ 
sumption,  aiding  with  this  an  i  increase 'iij,, the  rate  of  social  . 
production  grovrth.  Trucks  aided  in  boosting  the  economic 
activities  of  all  peripheral  areas',  ah  increase,  in  the", 
standard  of  living  of  the  workers  of  Uzbekistan. 

The  Moscow  Automotive  Society  founded  before  th.e 
revolution  by  millionaire  Ryabushin'skiy  started  building  a  plant 
which. was  not  completed.  Three. ‘incomplete  wings  remained. 

The  Soviet  state  received  several  dozen  machine  to.o.ls  -as  a 
legacy  from  Tsarist  Russia.  During  the  restoration  period 
automotive  production  began  in  the  USSR.-,  ,Ih  1920— -1921.  the 
workers  of  the  MAS  began  producing  automotive  engines.  The 
production  of  the  first  Soviet  motor' vehicles  began  in. 1924. 
Between  March  and  November  1924  the  plant  workers  produced 
the  first  ten  HMO-F-15  vehicles,  which  on  7  November  partici¬ 
pated  in  the  worker  demonstration  on  Red  Square.  In  1925  the 
plant  produced  about  100  of  these  vehicles.  In  .1925- In., 
Yaroslavl'  production  began  on  the  Ya-5  three-ton  trjAck. 

In  1924,  at  the  very  beginning  ,  of  Soviet  motor  .vehicle 
production,  these  began  to  appear  in  Uzbekistan;  the  influx 
of  motor  vehicles  increased  greatly  in  1926.  In  1923  the 
commercial-industrial  incorporation  Avtopromtorg  was  organized 
in  the  USSR,  which  sold  motor  vehicles,  spare  parts,  tires 
and  other  accessories.  In  1926  the  Uzavtopromtorg  corpora¬ 
tion  was  organized  in  Uzbekistan.  In  1924  the  total  number 
of  motor  vehicles  in  Uzbekistan  was  not  large,  while  in  192? 
the  total  number  of  trucks  was  330.'^^  The  introduction  of 
the  motor  vehicle  into  industry  and  agriculture  in  Uzbekistan 
instead  of  two  and  four-wheeled  wagons  sped  up  the  rate  of 
the  restoration  of  the  republic's  economy,  operational 
direction  over  the  restoration  of  the  national  economy ,  a 
growth  in  population  mobility  and  an  extensive  exchange  of 
industrial  experience,  a  rise  in  the  standard  of  living  aided 
the  coming  together  of  industrial  and  farm  regions.  Of^ 
great  importance  for  the  solution  of  this  task  in  Uzbekistan 
was  the  appearance  of  air  transport  in  1924,  for  the  transfer 
of  passengers,  mail  and  baggage.  During  the  first  year  of 
operations  of  air  transport,  airlines  connected  Tashkent  iirith 
Alma-Ata,  Bulchara  with  Khiva,  Tashi-.uz,  Termez,  ©tc.  In 
1925  the  number  of  passengers  served  by  air  almost  tripled 
in  comparison  with  1924,  and  the  volume  of  mall  and  baggage 
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transfer  increased  2.2  times. The  rapidity  of  passenger 
transfer  gave  impetus  to  public  demand  for  air  transport. 

The  Central  Asian  division  of  the  USSR  Civil  Air  Fleet  (Do- 
brolet  Society)  during  the  period  under  study  possessed  few 
aircraft.  In  1925-26  the  division  had  at  its  disposal  ten 
aircraft  of  the  Yu- 13  type  and  17  BMV  185  HP  aircraft. 22  The 
r^J.’iid  development  of  air  transport  is  apparent  from  the  fact 
taat  in  1924  210  flights  were  made  tot-alling  l60,000  Icm, 
while  in  1926  there  was  a  total  of  1*10?  flights  covering 
507,000  km. 25  P^om  the  above  we  see- tha%,  the  restoration  of 
Industry  and  agriculture  in  the  republic  was  accompanied  by 
a  restoratlen  of  trarispbrtt  vrithout  which  an  improvement  in 
the  econCmy  would  hkVe  beeh  unthinkable.  Between  1917  and  1927 
railroad  transport  and  the  road  sjratem  not  only  were  restored, 
but  freight  turnover  exceeded  the  prej-wAr  level.  Although 
in  the  period  under  consideration  the  locomotives  and'  rail¬ 
road  cars  available  were  added  to  by  new  rolling  stock  and 
road  facilities  were  reconstructed  to  a  great  extent,  which 
made  it  possible  to  conduct  improved  operations,  railroad 
transport  required  further  reconstruction  and  development. 

The  new  truck  transportation  could  not  play  a 'decisive  role 
in  the  republic's  economy  in  freight  transfer,  although  the 
requirements. of  industry  and  agriculture  for  freight  was  high. 
The  restoration  of  the  economy  on  the  one  hand  and  the  appear* 
ance  of  the  automobile  on  the  other  constituted  the  basic 
cause  for  the  gradual  improvement  of  the  road  system.  Al¬ 
though  in  the  period  under  study  river  transport  freight  turn¬ 
over  did  not  reach  the  pre-war  level,  much  work  was  done  in 
the  restoration  of  the  fleet,  particularly  in  the  area  of 
forcing  the  privately-owned  fleet  out  of  business.  Air 
transport,  appearing  during  the  restoration  period,  aided  in 
Improving  passenger  service  between  the  major  administrative 
centers. 
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CHAPTER  II 


.  UZBEKISTAN  TRANSPORT  DURING  THE  PERIOD  OP  FORMTION 
'  OP  THE  ECONOMIC  BASIS  FOR  SOCIALISM  IN  THE  RE-  . 

PUBLIC  .  ( 1928-1932) 

Railroad  transport.  After  the  successful  completion  of 
restoration  work  a. new.  stage  began  for  the  Soviet  land-as  a 
whole  and  our  republic  in  particular  —  the  industrialization 
of  the  economy.  The  industrialization  plan  was  adopted  hj 
the  Fourteenth  Party  Congress  and?-bbcame  the  fundamental, 
program, for  the  great  undertakings  of  the  Soviet  people.  , An  . 
inseparable .  element  Of  national 'ijnidustrialization  was  the 
reconstruction  of  railroad  transport,  since  without  the  re¬ 
construction  and  development  of  railroad  transport  it  was  im¬ 
possible  to  ship  the  mass  of  varied  industrial  goods,  estab¬ 
lish  firm  ties  between  old  industrial  regions  and  new.  With¬ 
out  the  basis  of  an  extensively  developed  and  technically 
well-equipped  transport  system'  it  is  impossible  to  effect  a 
rise  in  the  productive  forces  of  the  national  republics,  in¬ 
dustrial  and  agricultural  development.  The  directives  of  the 
first  Five  Year  Plan  for  the  development  of  the  economy  in 
1928-1932  provided,  in  accordance  with  the  resolutions  of  the 
Fifteenth  Party  Congress,  for  the  development  of  railroads, 
the  reconstruction  and  efficient  organization  of  operations. 
The  Party  and  government,  dealing  with  problems  in  the  devel¬ 
opment  of  industry  and  agriculture  in  formerly  backward  areas, 
devoted  much  attention  to  the  development  of  transport.  In¬ 
dustry  required  that  industrial  goods  be  brought  into  the 
republic,  and  agriculture  needed  mineral  fertilizers,  farm 
implements,  petroleum  and  gi^ain  products.  In  order  to 
execute  the  national  policy  of  .the  party  it  was  necessary 
to  create  a  material  basis  for  socialism  in  Uzbekistan, 

An  extremely  important  condition,  for  the  formation  of  a 
material  basis  for  socialism  in  our  republic  .was  the  develop¬ 
ment  of  new  branches  both  of  heavy  and  light  industry,  an 
improvement  in  which  required  that  large  quantities  of  in¬ 
dustrial  goods  be  brought  into  the  republic.  During  the  first 
year  of  the  five  year  plan  the  total  amount  of  goods  hauled 
into  Uzbekistan  was  2,4  million  tons,  and  goods  hauled  out  — 
1,6  million,  that  is  1.41  and  1.45  times  the  1913  totals 
respectively.  The  arrival  of  freight  by  railroad  transport 
into  the  Uzbek  SSR  in  1928  totalled  1,6%  of  total  goods  deli¬ 
very  for  the  USSR,  and  goods  shipment  —  1,0%,  In  1926 
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172,000  tons  of  coal  were  shipped  to  the  repuhlic,  or  1.87 
times  that  of  1913;  225,000  tons  of  petroleum  products  or 
2.88  times,  297,000  tons  of  lumber  or  2.18  times. ^ 

During  the  first  Five  Year  Plan  the  republic  s  develop¬ 
ing  industry  required  more  goods  than. in  the  restoration 
period,  and  a  large  portion  of  produbtlop  was  used  locally. 
During  the  first  year  of  the  f3.r,st  Pive  Year  Plan  freight 
turnover  on  the  Central  Asian  railroad-  increased  143^  over 
the  1913  level  and  totalled  l.S^jS  of  total  UfiSR  railroad 
freight  turnover.  Freight  turnover  on  the  Central  Asian 
railroad  increased  chiefly  due  to  an  Increase  in  industrial 
goods  shipment,  in  1928  coal  shipments  doubled,  lumber 
tripled,  petroleum  products  increased  by  410%  and  building 

supplies  430%  over  1913.^  ;  ,  .  _ 

For  more  efflcleri-t  goods  shipment,  particularly  of 
coal,  it  was  essential  tO  develop  coal  extraction  in  the 
republic  and  nearby  coal  beds^  Since  during  this  period 
coal  was  hauled  from  the  Donbass,  Karaganda  and  other  regions. 
This  created  overloads  in  transport  operations,  in  order  to 
cut  down  transport  costs  for  hauling  in  coal  from  distant 
regions,  to  free  railroad  transport  from  long  hauls,  as  well 
as  for  more  efficient  shipments  of  coal,  during  the  first 
Five  Year  Plan  several  small  railroad  lines  were  built  to 
coal  beds;  in  1928  — ’  Kuvasay-Kzylkiya,  in  1952  --  Dzhalala- 
bad-Kokyangak  etc.  These  short  railroad  lines  aided  in 
exploiting  new  coal  deposits  and  in  cutting  down  the  volume 
of  coal  hauled  in.  During  this  period  the  USSR  was  Btlll 
Importing  cotton  from  abroad,  although  it  had  the  capability 
of  satisfying  the  country's  requirements  with  domestic  cotton. 
In  view  of  the  development  of  cotton  farming  in  1930  in  the 
Fergana  Valley  construction  was  completed  on  the  Assake- 
Sjarikhan  and  Karasu-Osh  railroad  sections.  These  small 
sections  created  the  necessary  conditions  for  hauling  farm 
implements,  mineral  fertilizers  and  consumer  goods  into 
cotton  farming  regions  and  the  shipment  of  ^  , 

textile  industry.  For  the  development  of  farming  in 

the  Uzbek  SSR  and  other  Central  Asian  republics  of  great 
importance  was  the  linking  of  Central  Asia  wi^h  Siberia  and 
the  Altai  by  rail,  for  these  latter  areas  were  large  grain 
producers  and  grew  a  surplus.  Due  to  the  absence  of  a 
railroad  line  joining  these  two  economic  regions  up  to  193^, 
only  small  amounts  of  Siberia  grain  reached  Central  Asia  by 
a  roundabout  route  through  the  Urals,  which  was  extremely 
expensive,  and  grain  shipment  by  road  was  almost  impossible. 
Therefore  large  areas  of  the  Uzbek  Republic  were  in  grain. 

The  continual  rise  in  the  standard  of  living  in  the  Uzbek 
SSR  increased  requirements:  for  grain  products,  particularly 
for  high-grade  flour.  In  addition,  Uzbekistan  was  and  still 
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is  a  large  consumer  of  lumber,  great  reserves  of  which  are 
found  in  Siberia*  In  order  to  exploit  the  extremely  rich 
regions  of  Siberia  and  supply  Central  Asia  with  cheap  grain 
and  lumber,  as  well  as  for  the  development  of  the  productive 
forces  of  these  regions,  the  Turkestan-Siberian  railroad  was 
built  and  put  into  operation  in  1931  (now  part  of  the  Kazakh 
Railroad).  This  was  the  country's  most  extensive  main  line, 
built  during  the  first  Five  Y6ar  Plan*  Semipalatinsk-Alma  Ata- 
Lugovaya, 

The  Turkestan-Siberian  Railroad  made  it  possible  to 
exploit  Siberia,  and  aided  in  the  development  of  the  economies 
of  the  Central  Asian  republics,  Siberian  grain  and  timber 
began  to  come  to  Central  Asia  along  this  line.  By  furnishing 
Uzbekistan  with  Siberian  grain  it  was  possible  to  cut  down 
area  in  grain  and  utilize  these  lands  for  cotton  and  alfalfa. 
The  extension  of  area  under  cotton  and  increase  in  productivity 
made  it  possible  to  increase  the  production  of  raw  cotton  and 
ship  it  by  railroad;  in  1932  cotton  fiber  shipments  increased 
by  in$»  raw  cotton  —  50^,  cottonseed  meal  —  260%,  vegetable 

oil  —  40^  over  1928.  . 

The  socialist  planned  economy  showed  its  superlorix,y 
over  the  capitalist  economic  system  also  in  the  area  of  trans¬ 
portation.  The  central  Asian  Railroad  overtook  leading 
capitalist  countries  in  a  nunber  of  rolling  stock  utilization 
indices.  The  average  dynamic  load  per  freight  car  axle 
on  the  Central  asian  Railroad  in  1930  totalled  5»oo  tons, 
in  the  USA  —  5.7  t,  in  England  —  2.9  t,  in  Germany  —  5.5  t, 
in  France  --  4.3  t,  in  Japan  3.8  t.  In  average  daily 
freight  car  run,  average  length  of  passenger  and  freight  trains 
the  Central  Asian  road  occupied  one  of  the  top  positions  not 
only  for  the  Soviet  Union  but  for  the  world  as  a  whole.  The 
development  of  cotton  farming,  extraction  of  local  coal, 
development  of  new  branches  of  industry ,  construction  of 
irrigation  facilities,  reconstruction  and  development  of 
railroad  transport  and  the  communal  economy  were  decisive 
factors  in  increasing  railroad  freight  turnover,  the  volume 
of  which  in  1932  was  78%  greater  than  in  1928.  Series  E  and 
Ye  locomotives  began  to  operate  on  the  railroad.  These  were 
much  more  powerful  than  0  locomotives?  and  new  roipng  stock 
was  brought  in  and  type  Ila  rails  were  laid  instead  of  light¬ 
weight,  and  the  number  of  permeated  ties  per  kilometer  of 
railroad  line  increased.  The  increase  in  freight  turnover  on 
the  Central  Asian  railrodd  during  the  first  five  year  plan 

is  shown  in  Table  5.  . 

In  connection  with  the  increase  in  cargo  volume _ changes 
took  place  in  the  freight  operations  of  the  Central  Asian 
Railroad  in  a  directional  respect.  Freight  movement  along 
the  Mel' inkovo-Kokand  section  during  the  first  Five  year  Plan 
almost  doubled.  This  was  due  to  an  increase  in  cotton  ship- 
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mentS'from  the  F.ergana  Valley,  shipment  to  the  valley  of 
.mineral  fertilisers,  far.ra-:  Implement  a,  kerosene,  gasoline, 
building  supplies  and  other  goods,  as  x-jell  as  the  develop¬ 
ment  of  local  coal  extraction  in  the  valley.  Freight  ship¬ 
ments  alo'ng  the  Ary s '-Tashkent  Line  greatly  increased..  In 
an  even  direction  they  increased  by  more  than  150!^,  8.nd  in 
an  odd  • —  almost  doubled.  This  Is  explained  by  the  fact 
that  all  ehix-jments  arriving  in  the  Central  Asian  republios 
from  other  unilon  republics  and  shinned  from  Phera  pass  along 
the  Aryn '-Tashkent  Line  and  in  t'he  other  direction.  To  a 
somewhat  lesser-  e'xten.t  freight  shipments  increased  on  the 
Ursat'yevskaya-Samarkand  and  Kagan-Karshi  sections.  The 
constantly  i-nGreasi.n£  freight  turnover  .^'equir•ed  an  Increase 
in  rolliiig  stock  on  hand.  In  1912  through  1951  the  volume 
of  cargo  shipments  increased  330%,  while  the  number-  of  frel 
cars  inci’eased  126%  and  the  hauling  capacity  of  available 
locomotives  —  65%.  It  is  obvious  from  this  that  the  in¬ 
creased  freight  turnover  took  place  v;ith  an  unproportional 
increase  in  locomotives  and  rolling  stock,  with  a  more  ef¬ 
ficient  utilization  of  rolling  stock,  reconstruction  and 


addition  of  new  cars,  and  loocraotives.  Freight  trafi''lc  towM-d 
Klnel',  linking  Central  Asia  v;ith  the  European  pax-'t  of  the 
USSR,  increased  330%  in  shipments  to  Cehti-'ai  Asia  in  1931 
in  comparison  with  1913 >  and  150;^  in  opnipax-'ison  with  19SB, 
and  for  outshipments  620^  and  almost  26o?i.  respectively. ^ 

Kev;,  powerful  iocomotives  (series  E'and  Z'e).  vxersbrought  in 
to  oope  with  the  increased  freight  turiibver,  and  rails  axid 
ties  were  replaced  in  certain  sections.  The  increase  in  the 
freight  shipments  required  a  lessening  of  the  heavy  profile 
of  cei'tain  sections.  In  coping  witSi  the  increased  freight 
turnover  an  important  role  was  played  by  an  Improvement  in 
I’olling.;  stock  utilisation  (Table  6).  As  is  apparent  from 
Table  6,  rolling  stock  xitillsation  in  the  period  under  study 
improved  considerably.  In  coping  with  increased  freight 
tuihiover  of  great  imuortance  was  an  increase  of  per  axle 


load,  since  the  same  number  of  freight  cars  could  carry  s, 
gP"eo.ter  volume  of  ahi'^>ments.  Of  great  Imnortance  v/as  an 
increase  in  the  v;eipht  of  tr'alns,  which  made  it  possible  to 
ship  a  trreatsr  volume  of.  freight,  Increase  the  traicsport 
ciiuacity  of  railroad  lines,  save  on  canital  investment  neces¬ 
sary  for  inoi'-ea  sing  theix'-  carrying  cs-paclty,  decrease  the 
number  of  t.x-'ain.a  assembled,  etc.  'During  the  first  Five  Year 
Plan  gre-at  changes  also  occurred  in  pasrenger  transfers. 

They  were  caused  b.y  inducti'‘ial,  a.gricu,ltui’'al,  ti'’a.noport , 
irrigation  svid  other  tvpes  of  conctx'uc tion,  the  opening  of 
nev;  schools,  expansion  of  pjr-oduotlan  ties,  aa  well  as  a  rise 
i,n  the  standard  of  living  of  the  people  of  Central  Asia, 
rasseiv'-er  tr.a-nsfers  "raw  botn  vrithin  Central  Asia  and  beyond 
its  borders,  both  in  local  and  direct  communications.  In 
1932  the  passexxger  transfer  volume  on  the  Central  Asian  Ral3.- 
road  totalled  13,555,000,000  nassen'--'ers  as  against  5,050,000, 


000  passengers  ixx  1923. 

Analysis  of  nasrenger  transfers  shovrs  the-t  paD3ei-r'G.r 
transfers  in  direct  service  increase  more  rapidly  than  in 
locnl.'  This  v-Jaa  aided,  in  addition  to  the  abovs-mexitloned 
factors,  by  the  'berinning  of  operations  of  the  Turkslb  Rall- 
roo/:.  'Which  facilitated  connections  betweexi  Cexxtral  .Asia  and 
Siberia,  Yasakhstan,  the  Altai  ord  other  regions  ( Ts.ble  7). 


Le'-end  to  Table  -S  (which  an'^eo.rs  on  urge  24) 
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Rolling  Stock  Use  Improvement  Dynamics 
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It  is  apparent  from  Table  7  that  ln  l931'  passenger  • 
transfers  In  direct  service  Increased  by  127^  over  1913, 
including:  passenger  arrivals  —  11?^,  departures  —  57^. 

In  absolute  values  passenger  arrivals  In  direct  service  exceed 
departures  in  this  category.  This  Is  explained  by  the  Influx 
of  skilled  Industrial  workers  to  Uzbekistan  firom-otiier  areas 
of  the  Soviet  Union.  Passenger  transfers  In  local  service 
Increased  by  110J5.  This  is  explained  by  an  Improvfement  In 
economic  and  cultural  ties  between  various  economic  regions 
in  the  republic.  The  primary  passenger  train  routes  were ‘to 
Dzhusaly-Arys* -Tashkent,  Tashkent-Ursat’yevskaya,  Ursat’- 
yevskaya-Andizhem,  Kagan-Samarkand-Ursat'yevskaya,  The  fre¬ 
quency  of  passenger  train  movement  also  increased.  Suffice 
It  to  say  that  on  the  Central  Aslan  railroad  it  totalled 
6^000  passengers  per  km  In  1932  as.  against  252,000  passen¬ 
gers  per  km  In  1928.  We  should  note  that  passenger  trains 
were  quite  heavily  loaded,  particularly  on  the  Ursat’yevskaya- 
Kokand-Andizhan  section. 

At  the  end  of  the  first "Five  Year  Plan  Uzbekistan  had 
1750  km  of  wide-gauge  railroad,  2.1^  of  the  total  USSR  rail¬ 
road  system.  The  length  of  railroad  lines  Increased  in  com¬ 
parison  with  1913  by  450  km»  The  dexislty  of  railroads  per 
100  km2  in,  the  Uzbek  SSR  in  1932  was  0.44  km.  Such  a  low 
density  level  Is  explained  by  the  fact  that  entire  regions 
in  the  republic,  such  as  Khorezmskaya  Oblast  and  the  Kara 
Kolpak  AS3R  did  not  have  railroads  at  all  and  were  far  from 
the  railroad  system,  a  fact  which  had  a  negative  influence 
on  .the  development  of  the  productive,  forces  of  these  areas. 

In  addition,  even  in  the  wealthiest  areas  of  the  republic  — 
Fergana  Valley  and  Tashkentskaya  Oblast,  the  railroad  system 
was  not  sufficiently  well-developed.  During  the  years  of  the 
first  Five  Year  Plan  Uzbek  railroad  transport  achieved  great 
success.  Freight  and  passenger  turnover  increased,  freight 
operations  improved,  and  the  number  of  railroad  cars  increased. 
However,  the  increase  in  the  hauling  capacity  of  locomotives 
and  the  carrying  capacity  of  railroad  lines,  as  well  as  re¬ 
construction  of  railroad  lines  lagged  behind  the  rate  of 
freight  turnover  growth.  During  the  period  ox  the  creation 
of  an  economic  foundation  for  soclallBra  in  the  republic 
railroad  transport  aided  an  acceleration  in  the  development 
of  productive  forces  in  Uzbekistan,  provided  the  timely  ship¬ 
ment  of  essential  goods,  coped  with  increased  freight  turn¬ 
over  and  constituted  one  of  the  basic  factors  in  the  upsv/lng 
in  the  Uzbek  economy. 

Roads  and  motor  vehicle  transport.  The  incorporation 
of, the  motor  vehicle  into  Industry  and  agriculture  in  Uzbek¬ 
istan  in  the  place  of  two  and  four-wheeled  wagons  with  a 
speed  of  8-10  km/hr  and  a  cargo  c.apacity  of  no  more  than  one 


ton,  met  the  requirements  of  lndueti'’lali nation  and'  oolleot- 
Ivl^ation  in  the  republic.  Industrlall«iation  and  colleotivi- 
, nation  constituted  the  chief  factors  for  an  increase  In  in¬ 
dustrial  and  agricultural  goods  transfers  by  rail;  'A  shlp- 
m©nt  not  delix''ered  to  the  point  of  consuaption  is  In  the- 
process  of  relocation*  Karl  Manx  wrote  that  product  is 
completed  only  in  oonsumption'***^ 

The  successful  industrialization  and  collectivlaation 
of  agriculture  depended  to  a  great  extent  on  the  timely  de¬ 
livery  of  goods  and  regular  motor. vehicle  transport  opera¬ 
tions.  Katurally  road  transport  faollltles  existing  at"that 
time  could  not  'be  the  .connecting  link  betvreen  industrial 
centers  and. the  peripheral  areas,  nor  could  a  tremendous 
quantity  of  industrial  and  farm  go.ods  be- hauled.  The  p'oor 
condition  of  dirt  :roads  could  not  proylde  24-ho.ur  service, 
and  there  w©.re  in  addltipn  high 'transport  costs  due 'to, 'the 
lov/  quality  of  .the  roads.  For  the  successful  Industr'ializa- 
tiox-rand  ■collectivization  of -area,  the  Pa.rty  and  govern¬ 
ment  in  November  1928  adopted  'a  special  decree  oall'ing  for 
the  creatioii  of  a  larga-aosie  domestic  'automobile  industry. 

The  cons.truction  of  motor  vehicle  plants  began  during  the 
first  Five  Year  Plan.  '  In  1929-1931 'the  Moscow  Motor -Vehicle 
Plant  v/as  built  on.  the  site  of  the  pre-Revolutlonarjr  plant, 
bull-t  to  ittorease,  truolc  prodixction.  Soopi,  among  other  gigan¬ 
tic  construction  Jobs  durixxg  the  first  P'ivs  Year  Plan,  the 
Gor'-kiy  Motor  Vehicl©  Plant,  of  axx  evexi  greater  capacity, 
vf.ae  c..oiiimi.a.8i.oned,'  Its  products  vxe,rs  the  QAZ-AA  tx'uok  and 
GAZ~A  .automobile..  A't'-ohs  same  tixce  enterprise s  producing, 
Garburatox''s,  tools  -and  parts  for'  motor  vehio?u6-8,  standard 
specifications  and  accessories  were  built  axxd  .recoixetx^uoted 
simultaneously.  This  lay  a  basis,  for  the  -mass  production  . 
of  Soviet  motor  vehicles  vrith  the  application  of  conveyor  . 
■pr'oduetion  methods.  With  the  development'  of  the  automotive 
.  industry  in  tne  USSR  the  influx  of  motor  vehicles  to  Uzbek- 
Ists/n  inoxr'eased  sharoly,  s-nd  this  pi'ovlded  an  increa.se  In 
truck  hauling.  In  1924  there  were  only  a  few  trucks  in  the 
r©px.ibllo,  and  freight  volume  ■vxa's  low,  v?hil©  in  1932  there 
vfe-s^e  1,531  trucks,  xdxloh  hauled  1,735,000  tons  of  freight. 

The  ratio  of  truck  transport  goods  shipment  increased  to 
-■22.4°.5  as  against  6.4;4  in  1928.'  ^ 

For  activating  truck  transport,  in  November,  1928, 
on  the  basis  of  the  Central  Admin ietrstion  of  Local  Trans- 
por't  People's  Commissariat  of  Railroads,  'the  Central  Adminl-  _ 
st^-ation'*  of  Roads  and  Motor  Vehicle  Transport  wa-s  organized 
under  the  Sovnai-’kom  USSR,  and  locally  regional  transportation  ^ 
a'dmiixlstratlons  vxere  reorganized  into  main  road  transport 
admlixlstrations.  The  Central  administration  and  its  ox’-gans 
were  entrusted  vrith  the  consti'uctlon,  repair  and  maintenance 
of.  roads,  direction,  of  truck.  fi--6ight  shipments  and  pasaerogera. 


The  rapid  development  of  tlie  branches  of  the  economy 
required  an  intensified  use  of  motor  vehicles  available  in 
the  republic.  For  this  purpose  a  resolution  vms  adopted 
in  1930  calling  for  the  amalgamation  of  motor  vehicle  trans¬ 
port  organizations  and  the  organization  on  their  basis  of  an 
All-Union  Warehouse  and  Transport  organization  —  Soyuztrans, 
subordinate  to  the  people’s  Commissariat  of  Railroads.  This 
resolution  formed  the  basis  of  organizing  in  the  USSR  and 
the  Union  Republics  general  use  motor  vehicle  transportation. 
Being  subordinate  to  the  People ^s  Commissariat,  Soyuztrans 
handled  chiefly  freight  for  railroad  stations,  ports  and  land¬ 
ings  and  did  not  fulfill  the  riepds  of  many  branches  of  the 
economy.  Therefore ^  soon  after  the  organization  of  Soyuz- 
trS-ns  a  resolution  yaS  adopted  ^.o  placO  it  subordinate  to 
Tsudortrans  of  the  Bovnarkbm  USSR,,  since  this  time  motor 
vehicle  transport  facilities  Of  geheral  use  began  Independently 
to  handle  drayage  Jobs  both  witfein  urban  areas  and  between 
cities  on  the  'door  to  door”  principle.  A  great  Job  in  mobil¬ 
izing  resources  for  the  Soviet  automotive  industry,  the  dis¬ 
semination  of  knowledge  in  the  field  of  motor  vehicle  use  among 
the  public  and  road  improvement  was  done  bjf  the  Avtodor 
Society,  a  volunteer  organization  for  cooperating  road  construc¬ 
tion  and  the  development  of  motor  vehicle  transport,  set  up 
in  the  republic  on  6  February  1926. 

With  the  development  of  motor  vehicle  transport,  in¬ 
crease  in  speed  and  truck  loads  requirements  for  roads  increased 
sharply.  The  strength  of  natural  dirt  roads  was  insufficient. 
The  poor  technical  condition  of  the  road  network  had  a  nega¬ 
tive  influence  on  motor  vehicle  transport  use.  Efficient 
operation  of  motor  vehicle  transport  facilities  is  aided 
a  grsat  degree  "by  the  good  condition  of  roads*  Natural  dirt 
roads  increase  transport  costs  and  do  nbt  provide  year-round 
reliability.  Dirt  roads  barred  the  passage  of  the  necessary 
quantity  of  industrial  goods  for  the  collectivization  of 
agriculture  and  for  providing  shipment  of  farm  products  to 
cities  and  industrial  centers.  For  the  efficient  utilization 
of  motor  vehicle  transport  and  in  order  to  provide  year-round 
truck  passage  on  dirt  roads  Jobs  were  systematically  carried 
out  for  Improving  the  road  system.  In  1930  the  Tashkent- 
Leninabad  section  was  built  on  the  Tashkent- Muratali  epan, 
and  in  1932  the  Bukhara-Kzyltepe  Road  was  built.  In  1932 
improved  dirt  roads  appeared,  and  the  total  mileage  of  gravel 
roads  Increased.  This  year  the  road  system  totalled  21,600 
km.  Natural  dirt  roads  accounted  for  20,000  km,  improved 

roads _  300  km,  gravel  roads^ —  500  km.  This  naturally  was 

insufficient  for  providing  Uzbekistan  with  hard  surface  roads. 

PujpixTg  the  first  Five  Year  plan  the  automotive  indus¬ 
try  could  not  Immediately  fully  supply  the  economy  with  motor 
vehicles,  and  therefore  during  the  period  under  study  foreign 
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trucks  were  used  alongside  Soviet,  the  foreign  trucks  total¬ 
ling  9,2$  of  all  vehicles  in  the  republic.  In  this  period 
the  Soviet  Union  could  not  eliminate  the*' importation.,  of  indus¬ 
trial  equipment  in  general  and  buses  in'  particular.  The  devel¬ 
opment  of  Industry  and  agriculture,  expanding  and  flourishing 
economic  ties  between  city  and  country  increased  bus  service.' 

In  order  to  supply  the  requirements  of  the  public  for  bus 
service,  chiefly  in  large  cities,  foreign  buses  were  used. 

In  large  cities  (Tashkent,  Samarkand,  Bukhara,  etc.)  92  Ford, 
Reno  and  other  buses  were  used.  The  Ford  had  a  l4-person 
seating,  capacity,  the  Reno . —  24,  the  Steier  —  12,  AMO-24  — 
14,  The  results  of  using  foreign  buses  demonstrated  the 
uneconomical  nature  of  these"  vehicles.  The  Soviet  Union 
could  not  remain  dependent  for  yea-rs  at  a  time  on  capitalist 
countries  for  motor  vehicle  imports.  The  creation  of  the 
country’s  first  metallurgical ’babe  in  the  Ukraine  and  the 
Urals-Kuzbasa  Metallurgical ' Bases  during  the  pre-war  period 
sharply  Improved  the  supply  of  high  quality  metal  to  the 
Soviet  automotive , industry .  During  the  First  Five  Year  Plan 
our  automotive  industry  produced  buses  of  various  makes; 
in  1929  —  Ya-6,  in  1933  the  AMO-4.  The  production  of  com¬ 
fortable  and  economical  motor  vehicles  put  an  end  to  the 
Importation  of  vehicles  from  abroad.  The  higher  rate  of 
truck  output  in  .comparison  with  automobile  is  explained  by 
the  industrialization  and  collectivization  of  the  country. 

In  addition,  truck  transport  played  an  important  role  in 
expanding  and  strengthening  the  economic  ties  between  industry 
and  agriculture. 

Vfater  transport.  As  is  well  known,  in  Uzbekistan, 
although  there  are  many  rive’rs,  na'vigation  was  limited 
chiefly  to  the  Amu-Dar’ya  and  Sea  of  Aral,  The  conditions 
on  the  Amu-Dar’ya  differ,  greatly  from  the  rivers  of  the 
European  part  of  the  USSR  and  Siberia.  The  beginning  of 
navigation  (March)  is  characterized  by  shallow  waterand 
heavy  silting  of  the  channel.  Beginning  in  April,  with  the 
melting  of  snows  in  the  Pamirs  and  other  mountain  ranges 
feeding  the  Amu-Dar’ya  and  its  tributaries, _ the  water 
rises,  and  the  current  rate  increases,  the  influence  of  these 
becoming  apparent  as  early  as  May  in  ship  movement  upstream. 
Maximum  water  levels  and  current  are  observed  in  J'uly.  In 
the  beginning  of  August  an  intensive  drop  in  water  is  observed, 
which  continues  in  September.  At  the  end  of  navigation 
(Kovember)  the  rivers  once  again  become  shallow.  During  the 
entire  navigation  season  the  current  chafes:  in  March  and 
April  — -  the  spring  low  water  period  — —  it  averages  4— 5  km/hr. 
In  May— June  —  6—7  km/hr,  in  July— August  -—  .he  maximum 
period  —  8-10  km/hr.  We  should  note  that  in  the  narrowest 
places,  such  as  under  the  Chardzhuyskly  Bridge  and  in 
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Tuyamuyune  and  in  certain  other  areas,  the  current  reaches 
12  and  even  14  km/hr.  Ab  a  result  of  the  wandering' 
river  the  dynamic  axis  of  the  current  sometimes  changes  its 
position  several  times,  which  causes  heavy  erosion  to  the 
banks.  September  is  characterized  by  a  further  drop  in  the 
water  horizon  and  flow  rate  (averages  6-7  km/hr) ,  in  October- 
November  the  flow  rate  drops  to  5-6  km/hr,  ^d  the  bed  during 
this  period  is  relatively  stable. 

During  the  entire  year*  particulai»ly  in  the  high 
water  period*  the  water  is  unusually  murky,  and  the  quantity 
of  suspended  particles  is  large*  The  river  current,  particu¬ 
larly  in  the  high  water  period,  is  extremely  erratic,  with 
several  channels  and  corresponding  dynamic  axes,  constantly 
splitting  and  coming  together*.  The  river  slopes  in  a  longi¬ 
tudinal  and  transverse  direction  change  constantly,  forming 
an  entire  system  of  rocks,  bars,  whirlpools  with  character¬ 
istic  holes,  causing  rising  and  dropping  currents,  particular¬ 
ly  noticeable  due  to  the  different  colorings  and  degrees  of 
murkiness  in  various  streams^^.  Extremely  characteristic 
for  the  AmU-Dar'ya  are  the  shallows,  called  Takyr,  vrhich  are 
dangerous  to  navigation.  Deep  spots  are  usually  found  next 
to  the  Takyr,  Characteristic  for  other  rivers  is  the  alter¬ 
nation  between  comparatively  'long,  calm  and  deep  sections  with 
slow  current  and  slight  slopes  of  so-called  reaches  and 
short  shallow  water  sections  with  steep  slopes  and  rapid 
current  of  so-called  shoals.  The  Amu-Dar’ya  does  not  have 
this  (perhaps  with  the  exception -of  part  of  the  delta  area 
where  the  river  is  comparatively  calm) ,  Almost  everywhere 
the  Amu-Dar*ya  is  one  solid  rift.  The  instability  of  the 
nature  of  the  river  bed  is  unprecedented.  Islands.,  under¬ 
water  shoals  and  deep  holes  appear  and  then  disappear  during 
the  course  of  several  hours,  frequently  deviations  of  the 
river  axis  occur  to  one  side  or  the  other  without  any  apparent 
reason.  This  instability  and  changeableness  of  the  bed  is 
called  "river  wandering".  Under  these  conditions  the  channel 
is  determined  in  each  specific  case  by  the  experienced  eye 
of  the  pilot  according  to  the  river  current  and  change  in  its 
color  and  shades.  The  rapid  and  strong  river  current  (the 
Amu-Dar'ya  standard  water  level  is  about  1,5  m/sec,  and  during 
high  water  —  up  to  3m/sec)  breaks  down  rocks,  tearing  away 
fine  particles  and  carrying  them  along.  The  inconsistency  of 
the  channel,  the  changeability  of  the  bed,  and  the  sharp 
alternation  in  depth  make  it  impossible  to  exceed  300  tons 
cargo  capacity  for  vessels  plying  the  Amu-Dar’ya.  Kavigation 
on  the  Sea  of  Aral  is  conducted  without  particular  difficul-^ 
ties:  depths  are  quite  sufficient  even  for  large  vessels, 
and  draught  is  limited  only  by  the  depth  at  the  end- stations, 
that  is  Aral  Bay  and  the  estuary  of  the  Amu-Dar’ya,  where 


dredging  is  done.  Up  to  1929  Muynak  Landing  was  the  end- 
station  for  sea  navigation.  River  navigation  then  ran  along 
the  Kartabay  Branch.  By  1929  Muynak  Bay  was  so  clogged  with 
silt  from  the  Amu-Dar'ya  that  it  became  difficult  for  sea¬ 
going  vessels  to  approach  Muynak.  In  view  of  this,  in  1929  , 
the  end- station  for  sea  navigation  was  shifted  to  Kantauzyalc, 
Landing,  later  to  Uchsay.  The  iimu-Dar'ya  and  Sea  of  Aral 
Fleet  consists  of  different  types  of  vessels.  For  a  long 
time  the  antiquated  barge -fleet  was  large  in  numbers  and 
tonnage,  a  fleet  whiclq  had  been. built  up  long  ago.  In  1930- 
35  from  the  lower  readies  of  the  Amu-Dar*ya  these  barg.es  yeh© 
rapidly  being  renlaced  by  a  steam,  tug-drawn  fleet,  and  by 
1935  the  ratio  of  these  primitiye'^'barges  along  the  Ibwer 
reaches  had  decreased  to  2Tfo».  In*  the  period  under  study  on 
the  middle  reaches  of  the  river' the  replacement  of  primitive 
barges  ivith  a  mechanized  fleet  proceeded  less  intensively  and 
in  1935  the  primary  type  of  transport  along  this  part  of  the 
river  was  the  primitive  barge,  which  handled  80^  of  all 
freight.  In  absolute  figures  the  primitive  barge  transport 
serving  Itorezm  as  of  1  July  193^  totalled  298  units  with  a 
cargo  capacit3r  of  13,, 886  tons  belonging  to  the  Central  Asia 
Ste<?-mship  Lines,'  and  66  units  totalling- S157  tons  cargo  capa¬ 
city  belonging-  to  the  Kayuktrans  Artel. 

The  first  river  steamers  and  regular  barges  appeared 
on  the  Amu-Dar'ya  soon  after  Central  Asia  was  joined  to  Russia, 
The  Amu-Dar'ya  naval  flotilla  was  commissioned  in  1889.  After 
the  construction  of  the  Tashkent  Railroad  the  fleet  on  the 
sea  of  Aral  and  the  Amu-Dar’ya  was  strengthened.  During  the 
next  20  years  the  river  fleet  remained  almost  static  in 
numbers,  and  at  the  moment  of  the  formation  of  the  Central 
Asian  Steamship  Lines  ( 1923)  on  the  Amu-Dar  jsl  there  were 
only  6  steamers  and  15  barges.  Up  to  19 3^^  the  fleet  was 
supplied  with  both  newly-built  steamers  and  steamers  trans- 
f erred  from  other  basins.  This  was  required  by  the  industrial¬ 
ization  and  collectivization  qf  agriculture  in  the  republic. 

In  the  period  under  study  the  region  along  the  lower  reaches 
of  the  Amu-Dar’ya  was  still  cut  off  from  the  railroad  network. 
Interregional  links,  that  is  economic  Units  between  the 
Kara  Kolpak  ASSR  and  IChorezmskaya  Oblast  with  other  republics 
in  the.  country  was  achieved  exclusively  by  water  through  the 
trans-shipping  points  of  Chardzhou  and  Aral’sk.  In  order  to 
provide  safety  for  ship  movement  on  the  Amu-Dar'ya,  and  satis¬ 
faction  of  the  needs  of  the  region  for  shipments,  during  the 
first  Five  Year  plan  facilities  began  to  be  built  on  the 
river,  which  furthered  the  growth  of  cargo  shipment  volume. 

In  order  to  handle  an  increasing  volume  of  freight  shipments, 
in  1930-33  the  formation  of  a  trantor-drawn  fleet  began, 
completely  unknown  on  other  rivers.  The-  construction  of  a 
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tractor  fleet  made  It  possible  to  cut_dovfn  sharply  the  size  cf 
the  privately  owned  primitive  barge  /kayu|^  fleet,  which 
uotaiied  800  units  in  1930  and  carried  out  the  majority  of 
Amu-par  ya  shipments  (in  1929  k®-yulcs  throughout  the  entire 
Amu-Dar  ya  Basin  carried  twice  as  much  as  the  rest  of  the 
fleet  put  together) . 

During  this  period  industry  could  not  provide  the 
economy  with  a  Sufficient  quantity  of  hauling  equipment,  and 
therefore  it  was  necessary  to  build  lip  the  fleet  primarily 
with  local  resources*  in  1930-1932  the  State  Steamship  Lines 
built  350  hayulcBj  at  the  Same  time  construction  began  on  a 
tractor  engine  fleet,  that  is  low  tonnage  (30-100  t) ,  light 
construction  iron  and  wooden,  (kayuk  type)  vessels,  upon  vjhich 
were  installed  as  an  ehgind  iraCtor  motors  of  various  makes: 
Fordzony”,  imported  *'lntery**,  CT2  and  Fommunaryi  etc.  in 
1934  a  total  of  40  passenger,  cargo,  and  towing  vessels  were 
built  with  tractor  engines.  In  the  operation  of  these  tractcr 
vessels  a  number  of  important  shortcomings  were  brought  out, 
which  include  the  followingt  1)  the  inconsistency  between  the 
normal  number  of  revolutions  of  a  tractor  drive  shaft  and  the 
normal  number  of  revolutions  of  a  screw  propeller,  hence  the 
utilization  of  the  motor  capacity  by  only  55-90^  (depending 
on  type) ;  2)  the  extremely  low  work  capacity  of  the  vessels 
against  the  current,  which  was  a  result  of  the  low  capacity 
of  their  motors  with  che  strong  currents  of  the  Amu-Dar’ ya; 

3)  consumption  of  expensive  fuel;  4)  short  use  life:  vfooden 
hulls  —  2-4  years,  iron  hulls  —  up  to  12  years;  5)  high 
cost  of  repair. 

In  spite  of  these  shortcomings  the  tractor  fleet  aided 
In  coping  v;ith  an  increasing  volume  of  freight  shipments. 

In  1933  Uzbekistan  River  transport^^  hauled  293»TOO  tons  of 
cargo,  including  grain  —  81,500  tons,  petroleum  —  31,200 
tons,  lumber  —  19,500  tons,  and  cotton  —  48,900.  During 
the  First  Five  Year  Plan  cargo  shipments  along  the  Amu-Dar’ya 
were  increased  due  to  mixed  railroad- river  transport  through 
Aral’ sk.  Lumber  from  the  northern  part  of  the  European  RSFSR, 
the  Urals,  grain  from  Kazakhstan  came  into  the  area  of  the 
lovrer  reaches  of  the  Amu-Dar'y.a  more  and  more  through  Aral’ sk. 
Such  cargoes  as  fabrics,  clothing  industrial  equipment,  tex¬ 
tile  products  and  consumer  goods  began  to  come  to  the  lower 
reaches  of  the  Amu-Bar’ya  through  Aral’ sk  from  the  industrial 
section  in  the  center  of  the  country.  The  continually  devel¬ 
oping  economic  relationships  of  the  areas  required  a  further 
development  in  civil  aviation.  The  organization  of  an  econ¬ 
omic  foundation  for  socialism  in  the  republic  not  only  required 
an  increase  in  the  volume  of  goods  to  transfer,  passenger 
service,  but  also  a  timely  and  rapid  service  for  passengers. 
This  was  of  great  importance  for  the  economy,,  since  the  crea¬ 
tion  and  further  development  of  new  and  reconstruction  of 
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existing  branches  of  industry,  as  well  as  an  upswing  in  agri¬ 
culture,  required  effective  leadership  and  close  ties  between 
the  oblasts  of  the  republic.  Direction  of  USSR  civil  aviation 
starting  in  1930  had  been  handled  by  the  All-Union  Civil 
Air  Fleet  Company,  and  in  1932  it  was  talcen  over  by  the 
Main  Administration  of  the  Civil  Air  Fleet  Under  the  Sovnarkora 
USSR,  proceeding  from  the  requirements  of  the  national  econo¬ 
my,  in  the  plan  for  the  development  of  USSR  aviation  for 
1929-1933  the  highest  rate  was  planned  for  civil  aviation. 

In  1929  the  first  Soviet  passenger  aircraft  for  main  line 
service  was  built,  comprehensively  tested  and  put  into  series 
production  —  the  pS-8  (ANT-9).  In  addition  the  Civil  Air 
Fleet  made  extensive  use  of  aircraft  designed  by  K.  A.  Kalinin. 
In  addition,  German  single-engine  10-34  planes  were  used. 

The  Interests  of  the  development  of  the  national  economy 
required  that  their  lines  interconnect  various  areas.  In  the 
period  under  study  the  total  length  of  airlines  in  the 
republic  was  Increased  by  more  than  600  km;  the  Fergana  Valley 
was  linked  with  Tashkent,  and  the  number  of  flights  per 
v;eek  grew.  Air  transport  operations  Improved  considerably. 

In  the  txeriod  under  study  it  was  essential  to  v;lpe  out  the 
vassal-iike  dependence  of  the  country  on  foreign  nations. 

This  required  a  great  increase  in  cotton  farming.  Local 
aviation  played  a  decisive  role  in  combatting  farm  pests. 

PO-2  planes  could  spray  100  ha  in  a  ten-hour  workday,  while 
a  horse-drawn  sprayer  could  handle  only  14.  Consequently , 
air  transport  during  the  first  Five  Year  Plan,  although  it 
was  not  one  of  the  primary  forms  of  transport,  nevertheless 
played  a  definite  part  in  the  development  of  the  republic's 
economy.  During  the  first  Five  Year  Plan  freight  andpassen- 
ger  turnover  for  all  types  of  transport  in  the  republic  in¬ 
creased  considerably.  The  primary  method  of  developing  trans¬ 
port  —  reconstruction  — •  required  less  capital  investment 
than  the  construction  of  new  means  of  transportation.  Along¬ 
side  the  reconstruction  of  rail  transport  small  railroads  were 
built  to  coal  mines  and  cotton  regions.  Operations  improved 
considerably.  The  influx  of  motor  vehicles  to  the  republic 
increased  in  viev^  of  the  beginning  of  the  series  production 
of  Soviet  makes.  This  made  it  possible  to  raise  the  ratio  of 
motor  vehicle  transport  in  handling  freight  in  the  republic. 
The  increase  in  the  number  of  motor  vehicles  in  use  was 
accompanied  by  an  improvement  in  the  condition  of  roads. 

River  transport  developed  thanks  to  the  reconstruction  of  the 
fleet  and  addition  of  new  vessels.  This  made  it  possible  to 
limit  greatly  the  sphere  of  activities  of  the  privately-owned 
kayvilc  fleet.  In  order  to  increase  the  safety  of  navigation 
and  increase  the  volume  of  cargo  shipments  improvements  began 
to  be  made  on  the  river  itself.  The  sphere  of  use  of  civil 
aviation  was  greatly  expanded  both  for  passenger  service, 
mall  and  baggage  transfer,  as  well  as  in  agriculture. 
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CHAPTE’^  THREE 


TRANSPORT  DURING-  THE  PFRIOD  OP  ECONOMIC  REUONSTRUC- 
TION  AND  THE  VICTORY  OF  SOCIALISM  IN 
UZBEKISTAN  (1932-1940) 


Successfully  carrying  out  the  first  Five  Year  Plan, 
the  country  moved  forward  -to  the  Second  Five  Year  Plan  for 
the  development  of  the  national  economy.  The  reconstruction 
of  all  branches  of  the  econoinj'’  was  possible  only  on  the  basis 
of  well-organized  rail  transport,  which  was  very  important  for 
establishing  and  maintaining  ties  between  old  and  new  economic 
regions.  In  coping  with  a  growine.  transfer  of  great 

importance  v;as  an  increase  in  train  fV^eight.  This  made  it  pos¬ 
sible  to  save  on  capital  investmenii  necessary  for  increasing 
the  carrying  capacity  of  various  rail  sections.  If  with  an 
increase  in  freight  turnover  during;  this  period  of  100^  the 
weight  per  train  had  reraa.ined  the,  aame,  in  order  to  cope  with 
the  Increased  turnover  it  would  hay.e  been  necessary  to  build 
second  tracks  or  build  a  new  railroad.  Both  varirnts  required 
tremendous  capita-l  Investment.  ,In  order  to  satisfy  the  -re¬ 
quirements  of  the  economy  for  goods  and  passenger  transfer  and 
to  cope  v;ith  the  increased  freight  turnover,  the  selected 
method,  that  is  the  reconstruction  of  rolling  stock  and  rail 
facilities,  was  justified.  "The  gross  train  weight  increased  ,, 
to  1090  tons  in  1931  and  1268  tons  in  1938,  as  compared  to 
540  tons  in  1919.  This  meant  a  considerable  increase  in  the 
carrying  capacity  of  the  railroads.  In  1936  the  Central  Asian 
Railroad  v/as  split  up  into  the  Ashkhabad  and  Tashkent.  The 
Tashkent  Railroad,  from  1  July  1936,  was  operated  within  the 
following  territorial  limits  with  the  follovring  transfer  points 
from  the  Ashkhabad  Railroad  —  Ziadln  Station,  from  the 
Orenburgskaya  Railroad  —  .Dzhusali  Station,  and  from  the 
Turkestan— Siberian  — —  Arys*  Station.  The  Tashkent  Raili oad 
intersects  and  serves  extremely  important  economically  well- 
developed  oblasts  of  Uzbekistan  —  Ferganskaya,  Andizhanskaya, 
Namangan skaya,  Tashkentskaya  and  Saraarkandskaya  oblasts.  The 
rGnistliiing  obls-sts  — —  Bul^ticiz'slc9.y3*>  inslcs-ysi  snd. 

Surkhandar ' inskaya  —  are  served  by  the  Ashabad  Railroad, 

A  large  section  of  the  Tashkent  Railroad  passed  through 
the  Kazakh  SSR.  From  the  beginning  station  —  Dzhusali  — 
to  Sauran  Station  the  railroad  ran  through  the  Kzylordinskaya 
Oblast  of  the  Kazakh  SSR,  from  Sauran  Station  to  Keles  Station 
c-'olng  through  Yuzhno— Kazakhstanskaya  Oblast  in  the  Kazakh  SSR, 
Further  on  the  line  went  through  Uzbek  territory ,  the  section 
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from  Keles  Station  to  Obruchevo  Station  services  Tashlcentskaya 
Oblast,  From  Obruchevo  Station  to  Ziadin  Station  the  line 
passes  across  Samarkandskaya  Oblast.  The  branch  from  Ursat’- 
yevskaya  Station  to  the  Fergana  Valley  passes  through  Uzbek 
territory,  with  the  exception  of  the  section  from  Khilhovo 
Station  to  J5el*nlkovo  Station  with  the  coaX  spur  extending 
to  Shurab  Station,  which  runs  across  Leninabadskaya  Oblast 
of  the  Tadzhik  SSR.  The  Stations  of  Kzylkiya,  Osh,  Kashgar- 
kishlak,  Dzh^alalabad,  Bagish,  Kokyangak.,  and  Tashkumyr  are 
located  in  Oshskaya  and  Bzhalalabadakaya  Oblasts  of  the  Kir¬ 
giz  SSR,  In  1937  the  Tashkent  Railroad  extended' 2009  km, 
only  1040  actually  within  the'  territory  of  Uzbekistan*  The 
fact  that  the  Utbek  republic, lyras  served  by  twb  railroads  -- 
the  Ashkhabad  and  the  Tashkent  created  difficulties,  par¬ 
ticularly  in  planning  cargo  Shipment  si  The  freight  shipment 
plan  for  Bukharskaya,  Kashkadar’ Inskaya  and  Surkhandar* inskaya 
oblasts  was  drafted  by  the  Ashkhabad  Railroad,  and  problsms 
dealing  with  the  current  and  future  planning  of  the  economy 
of  these  oblasts  were  handled  by  appropriate  ministries  and 
the  Grosplan  Uzbek  SSR.  Particularly  intensive  was  the  improve¬ 
ment  in  facilities  on  the  railroad  beginning  in  1936,  vmen 
large-scale  projects  were  done  in  the  construction  of  double 
track  sections,  the  development  of  stations  and  Junctions, 
communications  equipment  and  signal  equipment,  centralization 
and  block  signal  setups,  the  development  of  electric  power 
stations,  improvement  and  increase  in  water  supply,  etc. 

In  order  to  cope  with  increased  freight  turnover  it 
was  necessary  not  only  to  build  up  the  locomotives  and  freight 
cars  on  hand,  but  also  to  develop  in  a  planned  and  proportion¬ 
ate  manner  the  entire  series  of  railroad  operations  so  that 
one  branch  would  not  slow  down  the  development  of  another. 

The  construction  of  hew  plants,  combines,  factories,  an  increase 
in  coal  aidl  petroleum  extraction,  as  well  as  the  development 
of  farming  in  the  Fergana  Valley  were  the  main  factors  in^ 
inorea-slng  the  handling  capacity  of  Kokand  Station,  and  tne 
development  of  the  economy  of  the  Southwestern  Region  of 
Uzbekistan,  as  well  as  the  Turkmen  and  Tadzhik  SSR  —  Ursat  - 
yevskaya  Station,  VJe  should  note  that  in  inci  casing  the  hand-* 
ling  capacity,  of  Ursat* yevskaya  Station  an  important  role  vras 
played  by  freight  care  coming  from  the  Fergana  Valley.  The 
absence  of  equipment  necessary  for  accelerating  the  processes 
of  assembling  and  disassembling  trains  at  Kokand  and  Ursat 
yevskaya  Stations  complicated  the  station  operations.  Cars 
stood  for  long  periods  of  time  at  section  stations  and  approaches 
to  them,  and  the  volume  of  freight  on  wheels  increased,  etc. 

The  handling  capacity  of  Kokand  and  Ursat’ yevskaya  stations 
did  not  allow  for  handling  all  the  freight  movement.  There¬ 
fore  it  was  essential  to  increase  their  handling  capacity , 
for  which  sloping  yards  were  built  at  these  two  stations 
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(1936-1938),  with  the  aid  of  which  car  dispersement  was  effec¬ 
ted.  During  the  second  Five  Year  Plan,  when  industrialization 
was  proceeding  on  a  broad  sqale,  in'  Central  Asia  the  volume 
of  freight  shipments  constantly  increased  both  within  ,the 
USSR,  rail  system  and  on  the  Tashkent  railroad.  The  increase 
in  volume  was  accompanied  by  an  increase  in  shuttling  opera¬ 
tions,  that  is  assembling  apd  disassembling  trains  at  large 
stations,  particularly  freight ;yards  located  at  the  junction 
of  two  and  three  roads.  Such. a.  station  was  Arys*  which, 
although  located  in  the  Kazakh '.SSR,  plays  an  important;  part 
in  the  operations  of  the  Tashkent- road,  since  transport  ties 
between  the  Central  Asian  republics  and  the. European  part  of 
the  country,  the  Urals,  Kazakhstan,  Eastern  and  Western 
Siberia,  the  Altai,  The-Fap  East  and  the  Forth  run  through 
the  station  of  Arys*.  Arys’-  is  located  at  the  junction  of 
three  lines  —  Turkestan-Siberiah,'  Orenburg  and  Tashkent. 

At  Arys*  Station  freight  -.cars  are  sorted,  trains  for  the  ■ 
south,  north  and  west  are,  assembled  and  disassembled.  All 
of  this '.amplifies  the  pro'blem  of  increasing  the  handling' 
capacity  of  the  Arys*  station, -.for  vrhich  a  fully  mechanized 
yard  was  built  (1936-1938),  which  increased  the  handling 
capacity  of  this  station.  In  coping  with  the  increased’ 
freight  turnover  an  important  part  was  played  by  the  building 
of  double  track  sections  of  single  track  lines  along  the 
most  difficult  sections,  the  building  of  additional  tracks  at 
stations,  improving  rail  facilities,  etc.  During  the 
Second  Five  Year  Plw  rolling  stock  utilization  improved. 

The  per-axle  freight  car  load  increased  and  the  commercial 
rate  of  train  movement  increased,  as  well  as  the  train  weight, 
and  average-daily  freight  car  and  locomotive  run  increased,  as 
well  as  rolling  stock  turnover,  etc.  An  Improvement  in  rol¬ 
ling  stock  utilization  played  an  important  part  in  handling 
increased  freight  turnover.  In  the  period  under  study  the 
volume  of  passenger  transfers  incres-sed  10^  both  in  local 
and  express  service.  During  the  Second  Five  Year  Plan  rail 
transport  developed  primarily  through  the  improvement  of  ... 
locomotive  facilities,  freight  yards,  small  railroad  sections 
and  double  track  sections,  partial  reconstruction  of  rail 
facilities,  etc.  The  technical  facilities  level  for  rail 
transport  corresponded  to  the  volume  of  train  movement,  although 
many  busy  areas  and  certain  economic  regions  needed  new 
railroads  built.  The  directors  of  the  third  Five  Year  plan 
for  the  development  of  the  economy  provided  in  the  area  of 
rail  transport  a  regulation  of  freight  turnover  planning,  a 
decrease  in  inefficient  long  rail  hauls.  In  the  first  year 
of  the  Third  Five  Year  plan,  thanks  to  a  developing  industry 
and  agriculture  in  the  Central  Asian  Republics,  freight  turn¬ 
over  on  the  Tashkent  road  increased  5^  over  1937,  and  15^  in 
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1940.  The  increased  freight  turnover  was  handled  through 
further  reconstruction  of  technical  railroad  facilities.  On 
certain  lines  of  the  Tashkent  njain  line,  through  which  freight 
of  neighboring  Central  Aslan  republics  passes  (besides  Uzbek 
freight) ,  the  powerful  FD  mainline  locomotive  was  put  into 
service.  The  Introduction  of  the  PD  locomotive  made  it  pos¬ 
sible  to  increase  sharply  the  ijarrying  capacity  Of  railroad 
sections.  Possessing  great  speed'  and  hauling  capacity,  the 
FD  locomotive  aided  in  an  improved  satisfaction  of  the  require¬ 
ments  of  the  republic’s  economy  for. goods  shipments.  The  FD 
locomotive  was  the  deciding  factor  in  increaslnc  train  weight. 
Use  of  the  powerful  PD  locomotive  required  reconstruction  of 
the  tracks,  since  the  tracks  still  consisted  of  rails  primarily 
of  light  .and  medium  weight  iiid,  iVa,  and  the  number  of 
ties  per  km  of  track  was  insufificient,  and  on  cSi'tain  sections 
the  tracks  lay  on  sand  ballast.  By  1940  the  tracks  had  im¬ 
proved  greatly  due  to  the  laying  of  Ila  rails  instead  of  light, 
as  ^ifell  as  due  to  an  increase  in  the  number  of  ties  per  km 
of  track,  the  replacement  in  many  sections  of  sand  ballast  with 
gravel.  In  increasing  train  weight  an  Important  part  was 
played  also  by  adding  to  the  freight  cars  available  four-axle 
boxcars,  flatcars,  gondola  cars  and  tank  cars  equlpned  with 
automatic  couplers  and  brakes.  The  length  of  a  train  formed 
of  four-axle  cars  vras  less,  but  the  weight  was  more  than  that  , 
of  a  train  made  up  of  two-axle  cars.  The  introduction  of 
large- load  cars  was  due  to  an  increase  in  shipments  of  lumber, 
grain,  petroleum,  industrial  equipment,  etc.  The  introduction 
of  large- capacity  cars  aided  also  in  savings  in  capital  invest¬ 
ment  necessary  for  lengthening  sidings  at  many  stations.  In 
increasing  the  carrying  capacity  of  railroads  and  insuring 
traffic  safety  an  important  part  was  played  by  a  gradual 
transition  to  sturdier  rails  and  the  introduction  of  semi¬ 
automatic  block  layout  for  train  movement.  At, the  end  of 
1940  the  operational  road  length  was  2,015  km,  one  km  of 
rails  were  types  I  and  la,  182  km  --  II  and  Ila,  491  km  — 

III  and  Ilia,  3.nd  1241  km  —  IV  and  lighter.  The  tracks  for 
1,405  km  lay  on  gravel  and  rock  ballast,  and  the  rest  on 
sand . ^ 

In  order  to  increase  the  strength  and  resilience  of 
the  earth  roadbed,  only  impregnated  ties  were  used.  As  is 
well  known,  the  more  ties  there  are  per  km  of  track,  the 
stronger  it  is  and  the  higher  the  degree  of  train  movement 
safety  is.  In  1940  the  average  number  of  ties  per  km  was 
1,469,  and  on  main  lines  —  1,841  and  more. -5 

By  1940  on  all  sections  of  the  Tashkent  main  line 
train  movements  were  controlled  by  an  electric  sem^hore 
system.  It  is  true  that  on  a  short  sector  (22  km)  train 
traffic  v;as  controlled  with  a  semi-automatic  block  system. 
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In  1940  freight  shipments  on  the  Tashkent  main  line  totalled 
6.9  billion  rate- ton-kilometers,  and  passenger  transfer  — 

2.3  billion  passenger-kilometers.  This  was  15/?  greater  than 
1937.  The  Uibedc  S3R  accounted  for  53.6^  of  freight  shipped 
and  82^  of  freight  received  among  the  republics  served  by 
the  Tashkent  Railroad.  In  view  of  the  Industrial  development 
of  Uzbekistan  by  1940  industrial  freight  averaged  a  ratio 
of  4o^  in  freight  turnover  on  the  Tashkent  Railroad;  coal 
averaged  10.4^,  petroleum ;prodiicts  —  12.9,  lumber  — r  8.1, 
etc.  The  rest  was  made  up  'of  light  industrj’’  and  from  pro¬ 
ducts.  The  Tashkent  Railroad  serves  not  only  the  rge  ■ 
economic  regions  of  Uzbekistan  but  also  certain  areas  of 
neighboring  central  4 sian' republics.  We  include  below  figures 
on  shipment  and  delivery  of  freight  for  the  republics  in' 
Central  Asia  served  by  the  Tashlcent  railroad  in  1940 ,  .in.- per¬ 
centage. 


Republic 
Kirgiz  SSR 
Kazakh  SSR 
Uzbek  SSR 
Tadzhik  SSR 


Outgoing 

qW 

53.6 

21.4 


Incoming 

5.2 

8.7 

82.0 

4.1 


Among  "the  republics  served, by  the  Tashkent  railroad 
•Ihe  'UZjbek.  SSR  was  top  both,  in,  outgoing,  and  incoming  freight. 

The  ,s-rpwth  ih  freight  turnover  increased  the  average  dally 
loading  and  Unloading  operations.  In  1940  averagev dally  load¬ 
ing  operations  totalled^  1394,  and  average  daily  unloading 
operations  —  I638  conditional  freight  cars,  that. is,  unloading 
operations  were  greater.  The  development  of  industry,  an 
Increase  in  coal  and  oil  extraction  made  it  possible  to  increase 
the  amount  of  loading  operations  of  industrial  cargoes.  For 
example  the  percentage  of  coal  in  the  total  loading  operations 
was  16,  petroleJ-un  products  38,  ore  2,  grain  2.4,  flour  2, 
building  materials  20.3  arid  cotton  fiber  7.4.  The  creation 
of  a  material-technical  basis  for  socialism  ,in  Uzbekistan 
required  a;n  increase  in  the  shipment  of  industrial  goods  from 
the  Urals,,  from  the  central  industrial  region,  the  Ukraine  and 
Leningrad,  'etc. 

In  1940  incoming  rail  shipments  totalled  8.7  million 
tons,  that  is  260:;?  more  than  in  1928..  Of  these  shipments  of 
coal  and  coke  totalledS  1,408,000  tons,  petroleum  products  — 
801,000  tons,  ferrous  metals  —  97,000  tons,  lumber  —  532,000 
tons  and  grain  —  1,158,000  tons.  The  haulingin  of  industrial 
goods,  the  development  of  the  production  of  building  materials 
in  Uzbekistan  and  the  extensive  enthusiasm,  on  the  .part  of  the 
peoples  of  the  republic  played  a  decisive  role  in  creating 
branches  of  heavy  and  light  industry  and  in  the  development 
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of  asrlculture, , particularly  cotton  farming.  This  made  it 
possible  to  Increase  the  volume  of  freight  shipments  (Table  8). 

Table  8 

Shipment  by  Rail* 

1928  __  1940  How  many  times  Increased 
”  ■  In  1940  over  1928 

126  10 

45  331  7.3 

-  48 

98  791  8.0 

248.8  $40  ,2.17 

,  1.6  5.4  3i4 

^Transport  1  avyaz*  SSSR  (USSR  Transport  and  Communications) , 
pages  70-74. 


Goods 

Uzbek  SSR 

Coal  and  coke,  1000  tons 
Petroleum  products 
Ferrous  metals 
Grain 

Cotton  fiber 
Total,  million  tons 


As  can  be  seen  from  Table  8,  the  volume  of  goods  shipment 
in  the  period  under  study  was  increased  by  almost  240^.  In 
coping  with  the  increased  freight  turnover  an  important  part 
Whs  played  by  an  improvement  in  utilization  of  rolling  stock. 
An  increase  in  the  dynamic  per-axle  load  per  loaded  freight 
car  up  to  7.69  tons  in  1940  made  it  possible  to  decrease  the 
requirements  for  freight  cars.  The  beginning  of  operations 
of  powerful  series  PD  locomotives  and  an  improvement  in  the 
condition  of  the  tracks  made  it  possible  to  speed  up  trains 
and  the  average  daily  run  of  locomotives  and  cars.  The  aver¬ 
age  commercial  speed  of  train  movement  was  20,4  km/hr,  and 
the  average  daily  locomotive  run  —  250  km  and  freight  car 
run  —  188  km.  This  made  it  possible  to  accelerate  freight 
car  turnover,  that  is  cut  down  the  time  required  between  two 
loading  operations.  Freight  car  turnover  totalled  3.41  days. 
Up  to  1940  rail  transport  in  Uzbekistan  developed  chiefly 
through  the  reconstruction  of  rolling  stock  and  road  improve¬ 
ments  and  the  construction  of  small  railroad  eections.  In 
the  freight  turnover  breakdown  major  changes  occurred.  V/ith 
an  increase  in  shipment  volume  the  ratio  of  industrial  goods 
increased.  Coal,  petroleum  products,  and  mineral  building 
materials  in  the  freight  turnover  of  the  Tashkent  main  line 
totalled  from  6  to  13^  each.  The  planned  Socialist  economy 
showed  its  superiority  over  the  capitalist  in  the  development 
of  rail  transport  also  in  the  USSR  national  republics.  During 
the  second  and  third  Five-.  Year  Plans  road  transport  and  the 
road  network  were  greatly  developed.  Much  attention  was 
devoted  toward  improving  the  road  system.  An  expansion  of 
the  road,  system  with  paved  surfaces  exerted  a  positive 
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Influence  on  the  further  economic  development  of  the  republic. 

In  addition,  it  made  it  possible  to  Improve  greatly  the  oper¬ 
ations  of  the  trucks  in  use..  The  higher  the  category  of  road 
the  less  wear  is  experienced  by  truck  psirts,  the  longer  their 
effective  life  is  and  the  lower  are  operational  costs  (Table  9)* 
In  1932-1939  reconstruction  was  carried  out  along 
the  entire  dirt  road  of  the  Fergana  Foad  Belt  from  a  dirt 
road  a.id  partially  paths  to  gravel,  and  in  some  places  to 
cobblestone,  on  which  all  motor  vehicles'  could  travel.  In 
1937  the  road  system  of  Uzbekistan  totalled®  27,700  km,  of 
which  natural  dirt  roads  totalled  20,900  km,  improved  — 

4,600  km,  roads  with  gravel  surfaces  —  2000  km,  cobblestone- 
paved  —  200  km.  The  construction  of  few  branches  of  indus¬ 
try  during  the  second  five  year  plan,  the  development  of 
agriculture,  culture  and  art  were  the  main  factors  in  the 
growth  of  the  truck  freight  volume.  In  1937  ,  there  vras  a  total 
of  11,752  trucks, 7  which  hauled  15 *426,000  tons  of  freight. 

The  improvement  in  the  road  system  and  increase  in  number  of 
vehicles  were  accompanied  by  a  growth  in  truck  shipment  volume . 
The  ratio  of  truck  transport  in  the  republic's  freight  turnover 
totalled  47.0^.  During  the  Third  Five  Year  Plan  motor  vehicle 
transport  and  roads  were  developed  further.  For  the  efficient 
utilization  of  truck  transport  a  shipment  dispatcher  adminis¬ 
tration  was  organized,  which  worked  out  a  plan-warning  system 
for  service  and  repair  of  trucks,  and  truck  transport  organi¬ 
zations  of  general  use  began  to  shift  to  cost  accounting. 
i\ll  of  these  measures  furthered  an  Increase  in  labor  produc¬ 
tivity.  The  forms  of  directing  motor  vehicle  transport  im¬ 
proved.  In  1939  people's  commissars  of  truck  transport  were 
organized  in  the  union  republics,  which  took  over  the  general 
use  of  truck  transport  organizations,  the  automotive  repair 
and  tire  repair  plants  and  shops,  garage  service  facilities 
and  training  facilities.  The  increase  in  the  number  of  trucks 
in  the  republic  was  accompanied  by  an  improvement  in  the 
condition  of  roads.  The  main  highway  built  and  rebuilt  before 
1940  was  the  Great  Uzbek  Highway,  which  intersects  Tashkent- 
skaya,  Samarkandskaya,  Kashkadar* inskaya  and  Surkhandar* inskaya 
oblasts  of  the  Uzbek  SSR.  The  highway  has  a  hard  surface  and 
is  open  throughout  the  year.  This  highway  runs  across  the 
following  mountain  ranges:  Nuratau  between  Dzhizak  and  Samar¬ 
kand,  the  Zeravshanskiy  Range  between  Samarkand  and  Kitab, 
spurs  of  the  Gissar  Range  between  Dekhkanabad  and  Derbent. 

Bus  service  along  the  highway  has  lightened  the  load  of 
suburban  and  local  service  on  the  railroad.  The  rebuilt 
Fergana  Road  Be.§tt  runs  through  the  large  cities  of  the  Fergana 
Valley:  Kokand,  Margelan,  Leninsk,  Andizhan,  Namangan,  Chust, 

The  Fergana  Belt  carries  intensive  suburban  shipments -through 
the  major  population  centers,  as  well  as  interpblast  shipments. 
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’■  Ta-ble  9' 


Sasollne  Consumption  Depenaing;  on  Type  of 
'  Road  Surface  .and  Truck  Speed-f^  L/kra 


s 

^  Thh  noKpUTMi  AO[k>r 

IjPacxoA  deRsana  npa  cKOpoctH 

PABNRceNMB  tBTOMOONAB,  KM,  HOC 

I. 

10 

20 

- 1 

30  1 

1  ^ 

1  • . 

50 

<  UeneHtodeTOHHOe 
«r  MepHoe  m«6eHo«iHoe 

e  M«pHOe  H3  CJIHdUX  H3BeCTHtKOB 

4^  MepHoe  BcepCTBBHoe  (rpasHilHoe) 
tj  ^lerrerpyHTOBoe  (11  AO^xiHO'KJiMiiaTMHe* 
CKAfl  30HB) 

JltrTerpyHTOBoe  (III  flopo)KMO»KJiMiiiifM- 

<i«cKBa  30iia) 

i  rpyHTOBOe,  nfM^HXMpOBSHHOe 
\  rpyHtoBoe,  npoqtHJiHpoBaHMoe  (Ae4»opMM* 
^BBHHOe) 

iC  rpyHtOBOe.  npo4>H3NpoBaHMOe  (Ae4>opMH' 
]>O83HH0e  H  VB.iaXCHeHHOe)  1 

.  ‘  i 

0,270 

0,300 

0,289 

0,3H] 

(i,26^ 

0,271 

0.208 

0,37S 

0,442 

0;242 

0.281 

0.289 

0,^ 

0.264 

0,270 

0.309 

0,387 

0.444 

] 

0,268 

0*2?9 

0.28d 

0,299 

0,319 

0,34^ 

0,40^ 

0,284 

0.314 

0,301 

0,301 

0.320 

0,820 

0,323 

0,420 

0,409 

0,325^ 

0,31» 

0,324 

0,324 

0,365 

0,3''>1 

0,369 

0,477 

a  — T'fpe  of  -road  surface 

b  —  G-asoline  consumption  at  various  speeds,  km/nr 
c  —  Cement- concrete 
d  —  'Blacktop  vrith  rock  ballast 
e  —  Blacktop  v/ith  vreak  limestone 
f  —  Blacktop  on  gravel  ballast 

—  'Par  and  dirt  (road- climatic  zone  2) 
h  —  Tar  and  dirt  (road-climatic  zone- 3) 

1  --  Graded  dirt 

j  —  Graded  dirt  (.deformed) 

_ C-raded  dirt  (deformed  and  wet) 

» m ft h■\^ T-, ivn- ftir pom i Gii e 3k jy e  Prob’l e.mx,...HMyl t i,y.a j.^, vt pmob^ 
f?ansnorta  v .  19'5i-19^£.S- TTechnioal-Economic  problems  o. 
tbe^iDe^opment  of  wotor  Vehicle  Transport  in  1959-196B)  , 
MIEI,  edition  XVI,  Foscow,  1961,  ts.  48. 


The  Fergana  Road.  Belt  played  an  important  part  in  the  devel¬ 
opment  of  cotton  farming  in  the  valley  and  in  the  construction 
of  the  Great  Fergana  Canal  and  other  canals.  The  roads  of  the 
Fergana  Valley  are  of  a  specific,  long  since  formed  configura¬ 
tion,  which  is  influenced  by  the  railroad  system  which  runs 
throtigh  the  Fergana  Valley*  The  main  highway  in  the  valley 
runs  almost  parallel  to  the  Fergana  Railroad  Belt  Line.  Along¬ 
side  its  great  economic  importance  the  Ferga-na  Highway  ha.s 
a  great  administrative  importa,nce,  joining  into  a  single  region 
all  oblasts  and  rayons  in  the  valley.  All  the  roads  in  the 
republic  at  the  end  of  19^0  totalled  31,600  km,  including 
4,600  km  of  hard- surface  roads.  Truck  transport  freight 
turnover  in  1940  in  the  Uzbek  economy  totalled  148  million 
ton-kilometers,  or  1.7^  of  total  USSR  truck  transport. 

Freight  shlpments°  totalled  18  million  tons  or  2,1^.  Truck 
transport  freight  turnover  of  general  designation  for  the 
Uzbek  SSR  for  1940  totalled^  7.7  million  ton-kilometers  or 
2.955  of  total  general  use  truck  transport  freight  turnover 
in  the  USSR,  and  freight  shipments  totalled  382,000  tons  or 
2.4^  respectively.  Such  a  small  ratio  of  general  use  truck 
transport  in  the  republic  is  explained  by  the  fact  that  each 
ministry  (former  peoples  commissariats),  the  plants,  factories, 
combines,  colleges  and  offices  and  other  institutions  had 
their  own  motor  pools  and  handled  shipments  independently, 
although  this  was  costly  and  inefficient. 

During  the  years  of  the  pre-war  Five  Year  plans  bus 
service  developed  both  in  the  large  cities  and  inter-urban 
service.  In  1940  general  use  bus  transfer  of  passengers  in 
Uzbekistan  totalled  8,8  million  persons  or  1.5^  of  the  USSR, 
and  passenger  turnover  was  70  million  passenger-kilometers  or 
2,055  of  the  USSR^*^.  Measures  undertaken  up  to  1940  for  im¬ 
proving  highways  and  truck  transport  made  it  possible  to 
eliminate  to  a  great  extent  the  lack  of  good  roads  in  Uzbek¬ 
istan  and  to  develop  truck  transport.  In  order  to  speed  up 
an  upsv/ing  in  productive  forces  in  the  republic  it  was  essen¬ 
tial  in  subsequent  years  to  improve  roads. 

River  transport  during  the  second  and  third  Five  Year 
plans.  The  development  of  the  productive  forces  of  the  lower 
reaches  of  the  Amu-Dar’ya  required  a  large  volume  of  ship¬ 
ments  for  the  national  economy  to  be  hauled  into  the  area 
of  the  lower  reaches.  Developing  industry  and  farming 
required  indvistrial  goods,  which  were  hauled  into  this  area 
by  water.  In  order  to  cope  with  the  grovring  volume  of  ship¬ 
ments  it  was  necessary  to  improve  the  fleet  and  improve  haul¬ 
ing  operations.  In  1935-1938  the  self-propelled  fleet  of 
the  Central  Asian  State  Steamship  Lines  was  joined  by  the 
passenger-freighter  Zhdanov,  the  tug  fleet  by  the  steamships 
Andreyev,  papanin,  etc.^^  We  should  note  that  most  of  the 
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tiJs  fleet  was  built  before  1940.  Loaded  they  drew  an  average 
of  1.0  m.  In  1938  the  republic's  water  transport  facilities 
hauled  646,400  tons  of  freight,  .or  120%  more  than  in  1933, 
including' 152,700  - tons  of  gr^ln,  or  .70^, more,  74,900  tons  of 
petroleum  or  370%  more,  61*100-  tons ^  of  lumber  or  360%  more,. 
87,200  tons  of  cotton  or  90%  more.  During  the  prewar  five 
year  plans  the  Central  Asian  State.  Steamship  lines  received 
a  large  number  of  steam  powered  vessels,  diesel-powered  ves¬ 
sels/  metal  and  wooden  barges.  The.  types  of  basic  vessels 
built  during  the  pre-war  five  yeaj?  plans,  and  their-  specifica¬ 
tions  can  be  found  in  Table  10.:  . 

The  cargo-passenger  fleet-  was  operated  chiefly  on  the 
Aral  Sea,  with  the  exception  of,  the  steamer  Sheychenko,.'  It 
is  apparent  from  Table  10  that  the  tug  fleet  in  a  loaded  state 
on  the  Amu-Dar*ya  draws  rather  deeply  and  is  almost  equal 
to  the  average  river  depth.  Before  1940  the  tug  fleet  was 
joined  by  32  vessels.  The  new  vessels  finally  put  an  end  to 
the  Kayuki.  During  the  Second  Five  Year  Plan  the  Civil  Air 
Fleet  service  volume  increased.  During  the  period  under  study 
airports  were  completed  in  all  oblast  seats.  Each  oblast 
seat  was  connected  by  air  with  the  seats  of  the  major  admin  - 
stratlve  regions.  By  1937  there  was  a  total  of  5,320  km^  of 
airlines  in  the  republic,  that  is  almost  double 
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1932.  The 


addition  of  new  aircraft  and  an  increase  in  the  standard  of 
living  aided  an  increase  in  passenger  service.  In  1937 
civil  air  transport  in  the  Uzbek  SSR  carried  12,600  persons 
as  compared  to  900  in  1932  ,  473*3  10.5  tons  of  mail 

respectively,  as  well  as  1,382.8  and  11.4  tons  of  cargo. 

The  part  played  by  aviation  in  the  fight  against  crop 
pests  increased,  and  the  PO-2  aircraft  was  used  as  formerly. 

In  addition  to  fighting  crop  pests, 

spreading  mineral  fertilizer,  chemical  weed-killing,  as  \rell 
as  for  serving  herdsmen  on  distant  pastures.  During  the  pre¬ 
war  five  year  plan  civil  aviation  in  the  Uzbek  transport  sys- 
tZ  wil  of  modJst  importance,  but  the  republic  capital  was 
connected  by  a  regular  flight  to  Moscow,  Leningi ad,  and  the 
major  cities  and  resort  areas  of  the  country.  In  addition, 
Tashkent  was  joined  to  all 

10^8-1940  local  aviation  developed  particularly  along  the 
lower  reaches  of  the  Amu-Dar'ya.  Planes  flew  regularly  _ 
from  Nukus  to  all  rayon  seats  in  the  Kara  Kalpak  AS5R,  since 
up  to  1940  along  the  lower  reaches  of  the  Amu-Dar  ya  there 
wL  as  yet  no  railroad  and  decent  roads  practically  did  not 
exist.  The  main  form  of  transport  for  passenger  transfer, 
oarticularly  during  the  vrinter,  was  air.  During  the  peace- 
time  y^rs  of  the  third  Five  Year  Plan  all  types  of  transport 
L  rail,  motor  vehicle,  river  and  air  —  developed  in  accor- 
dancrwith  the  needs  of  the  republic's  economy.  Consequently. 
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durixig  the  period  under  study  the  main  method  of  coping  with 
increased  freight  turnover  was  the  reconstruction  of  trans¬ 
port.  A  great  percentage  of  capital  investment  was  utilized 
in  the  reconstruction  of  transport.  This  period  is  character¬ 
ized  by  the  fact  that  technical  reconstruction  was  carried 
out  on  a  broad  front*  which  made  it  possible  to  handle  the 
continually  increasing  i'relghi  turnover  with  less  capital 
expenditure.  The  creation  of  a  material- technical  basis  for 
socialism  in  the  republic  cohstltuted  the  primary  factor  in 
the  growth  of  industrial  goods  shipments.  Transport  alded_in 
industrial  and  agricultural  dejyelopment  in  the  republic  and 
reflected  all  chaises  taking  place  during  the  pre-war  five 
year  plans  in  the  economy* 


CHAPTER  FOUR 

UZBEKISTAK  TRAKSPORT  DURIKG  THE  GREAT  WAR  FOR 
THE  FATHERMND  AND  THE  POST-WAR  PERIOD 


Measures  carried  out  before  1940  on  the  Tashkent  Rail¬ 
road  in  order  to  increase  the  locomotive  power  and  tracks  as 
well  as  re 1 ling  stock  made  it  possible  to  carry  out  the  assign¬ 
ments  handled  by  the  road  during  World  War  II.  As  is  known, 
the  goods  shipment  structure  characterizes  the  economy  of 
the  area  served  by  the  railroad.  Farming  in  the  area  of  the 
railroad  up  to  1940  was  characterized' by  ;well-developed  cotton 
farming,  grapes,  orchards,  truck  farms  and.  melons,  ..as  well 
as  industrial  silk  raising.'  Before  ’'for.ld.^'Tar  II  industry  in' 
the  area  was  represented  primarily  by  the ‘processing  of  . 
products  of  cotton  raising  in'  the  form'' ‘6f_  the  cotton  cleaning 
industry  (35  cotton  mills),  butter  (6  butter  plants) ,  cotton 
wadding  (two  large  factoriea)  and  the  te^rtile.  Industry  in 
Tashkent  and  Fergana,  the  processing  of  silk  products,  as 
well  as  the  production  of  various  food. items,  particularly 
the  processing  of  canned  fruits  and  -vegetables.  The  metal¬ 
lurgical  Industry  was  represented  by  the  .Tashsel’ mash  Plant, 
which  produced  farm  implements,  repair  facilities  and  shops 
in  the  large  cities,  serving  exclusiye.ly  the  needs  of  farming. 
The  mining  industry  consisted. of  ore  extraction  of  non-ferrous 
metals  in  mines  of  the  Achisayskiy  and  Kansayskiy  combines  of 
the  commissariats  of  non-ferrous  metals.  During  V/orld 
War  II  substantial  changes  took  place. in  the  economy  of  the 
area,  particularly  in  Industry,  due  'to  the  numerous  evacuated 
plants  and  factories.  As  a  result  of  great  industrial  devel¬ 
opment  the  area  of  the  railroad  and  particularly  Uzbekistan 
was  transformed  into  a  well— developed  industrial  complex, 
furnishing  significant  amounts  of  industrial  products,  which 
are  ha.uled  to  other  economic  regions  throughout  the  country. 

New  branches  of  union  industry  arose.  This  could  not  but 
reflect  on  rail  transport  operations.  In  1941-1945  changes 
occurred  alsp  in  the  agriculture  of  the  region.  For  example, 
cotton  plantings  were  decreased;  in  19^4  the  area  under  cot¬ 
ton  totalled  685,000  ha  as  compared  to  928,000  in  1941.  In 
1942  in  Uzbekistan  mass  plantings  of  sugar  beets  were  made 
for  the  first  time,  on  an  area  of  56,000  ha.  From  this 
moment  a  new  branch  of  Uzbek  agriculture  developed  —  sugar 
beets.  The  substantial  changes  in  agriculture  in  the  area 
of  the  railroad  include  the  increase  in  area  under  grain. 

All  of  this  sharply  changed  the  composition  and  direction  of 
freight  flow.  Substantial  changes  occurred  in  inter- regional 
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relations  in  coal,  ferrous  metals,  petroleum  and  lumber  ship¬ 
ments,  military  goods,  etc.  In  1943  the  transit  flow  of  coal 
from  the. Tomsk  Railroad  to  the  Orenburg  across  the  Tashkent 
Railroad  increased,  with  a  simultaneous  decrease  of  coal 
hauled  in  on  the  Tashkent  Road.  The  flow  of  petroleum  ship¬ 
ments  from  the  Ashkhabad  Road  to  the  Orenburg  across  the  Tash¬ 
kent  road  increased  by  almost  1400^.  Substantial  changes  in 
the  economy  of  the  region  of  the  railroad  were  reflected  on 
its  freight  shipments,  particularly  on  the  economic  ties 
between  Uzbekistan  and  other  regions  in  the  Soviet  Union. 

In  1943  the  total  volume  of  goods  hauled  in  decreased  by 
half  in  comparison  with  1940.  In  1940  shipments  totalled 
4,000^000  toha,  in  1941  —  3*896,000 ,■  1942  —  2,601,000,  in 
1943  1,989,000,  1944  —  1,823,000,  and  shipments  out  in¬ 

creased  respectively  ~  2,310,000,  2,376,000,  1,661,000, 
1,821,000,  1,143*000  tons.  The  total  volume  of  goods  shipped 
in  and  out  during  World  II  decreased,  but  substantial 
changes  took  place  in  the  freight  turnover  structure.  A 
sharp  decrease  in  goods  ahij^ped  In  took  place  through  coal 
shipments,  which  in  1943  totalled  267,000  tons  hs  against 
515,000  tons  in  1940,  petroleum  products  —  377,000  as  com¬ 
pared  to  533,000,  grain  — *  186,000  and  842,000,  lumber  — 
376,000  and  703,000,  mineral  fertilizers  —  8300  and  325,000. 

A  decrease  in  coal  hauled  into  the  rbpubllc  fhom  other, 
remote  regions  of  the  coiantry  is  explained  by  the  fact  that 
during  the  war  years  industrial  processing  of  coal  from  the 
Angrenskoye  Coal  Field  began,  v/hile  the  Donbass  was  tempor¬ 
arily  occupied.  Decrease  in  the  shipments  of  lumber  to  the 
republic  were  explained  by  the  temporary  decrease  in  the 
volume  of  construction,  mineral  fertilizers  by  temporary 
occupation  of  the  Ukraine,  where  mineral  fertilizer  plants  are 
located,  and  the  decrease  in  the  area  under  cotton  —  by 
the  fact  that  cotton  was  the  chief  consumer  of  mineral  fer-  . 
tilizer,  as  well  as  the  oil  shipments,  shipments  destined  to 
the  front,  etc.  On  the  other  hand,  shipments  of  ferrous 
metals  greatly  increased.  In  1940  97,000  tons  were  hauled 
in  while  in  1943  the  figure  increased  to  145,000.  An  increase 
of  ferrous  metals  hauled  into  the  republic  was  caused  by 
the  production  of  war  industry  goods  here.  One  can  Judge  the 
changes  in  the  region  of  the  railroad  and  the  distribution  of 
productive  forces  by  studying  the  loading  and  \inloading 
dynamics  for  the  road  for  1940-1944.  Before  t’orld  ¥ar  II 
unloading  operations  were  more  extensive  than  loading;  empty 
freight  cars,  after  unloading,  were  sent  to  other  roads  in 
order  to  regulate  the  number  of  empty  freight  cars.  In 
1941- 1945  both  loading  and  unloading  operations  were  cut  sig¬ 
nificantly.  We  should  note  that  during  this  period  the 
volume  of  unloading  operations  as  formerly  was  greater  than 
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loading.  As  a  result  of  the  great  decrease  in  the  volume 
of  unloading  operations  the  volume  of  loading  operations  dur¬ 
ing  certain  years  of  the  war  was  almost  identical  to  unloading 
volvune.  At  the  end  of  the  period  under  study  Unloading 
operations  as  formerly  were  more  extensive  than  loading. 

A  decrease  in  coal  shipments  to  Uzbekistan  during  the  war 
years  is  explained  by  the  development  of  coal  extraction  in 
the  republic  and  neighboring  republics.  The  Kzyltulcumachi- 
Angrey  Railroad,  built  in'  1944 j  114  km  Iri  length,  was  very 
important  for  developing  coal  extraction  and  gave  a  sharp 
impetus  to  the  development'  of  the  productive  forces  of  the 
Angren  Mining  area*  Before  the  development  of  the  Angren 
beds  coal  was  hauled  in  great  quantities  froiti  t, he  ICuzbass  and 
Karaganda,  Coal  hauled  in  long  distances  not  only  Increased 
transport  costs  in  the  economy 'but  also  overloaded  rail  trans¬ 
port  and  complicated  its  operations.'  As  a  result  .of  cutting 
down  the  volume  of  goods  shipped  in, and  out  the  freight  turn¬ 
over  decreased,  and  in  1945  it  totalled  4.2  billion  tariff-  ; 
ton-kilometers  as  against  6.9  in  1940.  ■  The  decrease;  in  freight 
turnovor,  naturally  involved  'a  decrease'  in  freight  .Handling 
operations,  that  is  the  average-daily  dead,  the  figure  for 
which  in  1945 -was  greatly  decreased  in  comparison  with  1940. 
Average  dally  total  of  coal  hauled  was  156  and  222  conditional 
cars  respectiKrely ,  petroleum  and  petroleum  products  —  174 
and  53,  mineral-building  materials  —  107  and  282,  cotton  — 

176  and  386.  .During  the  war'' years  the  arrival  and  departure 
of  trains  in  all  oblasts  in  the  republic  cut  down.  As  a 
whole  for  the  republic  freight  volume  arrival  was  55^  of  the 
1940  level  and  freight  departure  60?5.  During  the  war  years 
the  total  number  of  passenger  transfers  made  was  cut  in  half. 
However,  the  ratio  of  suburban  service  increased  more  than 
10^.  The  decrease  in  service  was  due  chiefly  to  long-distance 
direct  service. 

Industrial  development  in  the  region  of  the  railroad 
through  evacuated  plants  more  or  less  stabilized  the  ship¬ 
ment  of  industrial  goods.  During  the  war  shipments  of  goods 
to  the  front  along  the  road  increased  considerably.  Here  we 
should  note  that  the  Tashkent  road  not  only  supplied  the 
industry  of  Uzbekistan,  operating  for  the  needs  of  the  front, 
but  also  a  huge  quantity  of  war  goods  was  hauled  in  transit 
along  the  road,  goods  destined  for  the  Stalingrad  and  Caucasus 
fronts.  Shipments  of  military  industrial  goods  and  transit 
shipments  constituted  one  of  the  reasons  for  increasing  the 
number  of  locomotives  on  the  road.  In  1942  the  powerful 
SO  series  locomotive  began  service  on  the  road,  and  later 
the  SOk  with  steam  condensation,  which  played  an  important 
part  in  the  economy  of  the  Uzbek  SSR.  The  SOk  series  locomo¬ 
tive  with  condensation  consumed  less  water.  This  resulted  in 


-47- 


savings  of  water  and  fuel.  The  SO  locomotive  was  much  more 
powerful  than  the  EShch  locomotives*  The  beginning  of  opera¬ 
tions  of  the  SO  locomotive  made  it  possible  to  increase  train 
speeds,  and  the  carrying  capacity  of  certain  railroad  sections. 
In  view  of  the  use  of  PD  and  SO  main  line  locomotives  on  the 
main  freight  shipment  lines  of  the  Tashkent  main  line,  hardly 
any  decrease  in  train  weight  occurred,  although  freight 
turnover  dropped,  in  1940  gross  train  weigh t^was  4,213  tons, 
in  1943  —  i».127  and  in  1945  —  1,175*  Operation  of  main 
line  locomotives  required  a  strengthenliag  bf  the  tracks, 
since  before  World  V/ar  II  medium  and  light  rails  were  laid  on 
the  roads.  By  1940  types  ija.  Ilia,  and  IVa  lay  on  14%,  25% 
and  61%  respectively  bn  the ! main  lines.  Due  to  a  strengthening 
of  the  tracks,  the  toial  length  of  lines  with  la  and  Ila  rails 
incheased.  By  1945  type  la  rails  lay  on  4.3% »  Ha  —  .15.4%, 
Ilia  —  23*3%  and  iVa  —  57%*^  Duping  the  war  the  laying  of 
type  la  and  Ila  rSils  did  npt  occur  extensively  on  the  main 
lines.  In  incheaSihg  "fehe  humbeh  of  ties  to  1840,  even  with 
type  Ila  railsi  a  suffidibnts  trclbk  strength  was  achieved  for 
carrying  powerful  PD  locomotives.  Therefore  during  World 
>?ar  II,  the  tracks  were  strengthened  by  increasing  the  number 
of  ties  per  km.  .In  1940  the  percentage  of  main  lines  with 
1,440  ties  per  km  and  less  totalled  50.3%,  i44l-.l600  40.4%, 

1601-1840  —  3%  and  1841  and  more  —  6.3%*  while  in  1945 
these  figures  were  39,  49,  5  and  7%  respectively.  During 
World  War  II  rolling  stock  utilization'  worsened  in  many  indi¬ 
ces.  In  the  period  under  study  freight  car  txirnover  increased. 
This  is  due  to  a  decrease  in  the  section  rate  of  train  move¬ 
ment,  poor  mechanization  of  loading  and  unloading  operations, 
which  cut  down  the  average  daily  freight  car  run.  Freight 
handling  personnel  did  everything  in  their  power  to  improve 
the  utilization  of  freight  handling  equipment  and  freight  car 
capacity.  Since  rail  transport  was  suffering  from  a  shortage 
of  cars,  it  was  necessary  to  haul  more  freight  with  fewer 
cars.  Due  to  this  the  dynamic  per-axle  load  for  loaded  cars 
hardly  changed  at  all.  During  the  war  years  labor  productivity 
per  worker  decreased  from  358,500  t/km  in  1941  to  233,300 
t/km  in  1945,  that  is  by- 35%,  although  the  number  of  employees 
in  operations  decreased  by  6,4%  during  this  period. 5 
decrease  in  labor  productivity  on  the  Tashkent  main  line 
during  World  War  II  is  explained  primarily  by  the  decrease 
in  freight  turnover.  We  should  note  that  the  decrease  in 
labor  productivity  occurred  not  only  as  a  resuXt  of  a  decreased 
freight  turnover,  but  also  due  to  a  worsening  in  the  rolling 
stock  utilization. 

Rail  transport  in  1946-1950,  Although  in  World  War  II 
rail  transport  in  Uzbekistan  was  not  subject  to  enemy  damage, 
it  did  undergo  damage.  The  tracks  contained  rails  and  ties 
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which  needed  to  be  replaced.  In  a  large  number  of  locomotives 
the  mileage  between  major  and  medium  repairs  was  increased, 
a  large  number  of  freight  cars  required  repairs,  etc.  Restor¬ 
ation  of  the  republic  *  p  economy  also  required  a  rapid  improve¬ 
ment  and  reconstruction  of  rail  transport.  In  addition,  in 
the  other  central  Aslan  republics  work  was  also  being  done  to 
restore  and  develop  the  economy.  In  view  of  the  fact  that 
transport-economic  ties  between  the  neighboring  Central  Asian 
republics  were  maintained  through  the  Tashkent  railroad,  an 
increase  in  its  fi^eight  shipments  was  also  expected.  In  order 
to  handle  the  increased,  freight ‘turnover  it  was  necessary, 
first  of  all,  to  strengthen  the  tracks  by  laying  type  la  rails. 
Increasing  the  number  of  ties  per  km  of  track,  as'  well  as 
through  replacing  sand  ballast  with  rock  and  gravel.  This 
aided  in  improving  rolling  stock  utilization.  On  many  sections 
speed  limits  were  eliminated,  which  made  it  possible  to  in¬ 
crease  the  traffic  load  capacity  of  railroad  lines.'  The 
total  length  of  tracks  with  type  la  rails  had  increased  800^ 
by  1950,  and  type  Ila  —  2.S%  compared  to  1945,  that  is  light 
rails  were  being  replaced  by  heavy.  Heavy  rails,  possessing 
greater  strength,  carry  heavier  rolling  stock,  resist  wear 
better  and  have  a  longer  life.  Therefore  the  laying  of  heavy 
rails  provides  savings  in  metal  and,  consequently,  capital 
investment.  During  the  period  under  study  not  only  old  ties 
were  replaced  by  new,  but  the  number  of  ties  per  km  was  in¬ 
creased  by  adding  new,  impregnated  ties.  The  length  of  track 
with  1601-1840  ties  per  km  increased  by  almost  4005)5  in  1950 
and  totalled  325:5  of  the  total  length  of  track  on  mainlines 
in  1945.  Much  of  the  track  lay  on  sand  ballast,  which  has 
a  number  of  shortcomings.  Therefore  it  was  necessary  to 
replace  this  type  of  ballast  with  improved  types  —  rock. 

An  important  advantage  of  rock  is  the  greater  strength  of  the 
roadbed  and  decreased  operational  expenses.  In  order  bo 
strengthen  the  tracks  and  decrease  operational  expenses  on 
maintenance  and  repairs,  sand  ballast  was  replaced  by  gravel 
and  rock,  in  1950  2,042  km  of  track  were  on  rock  and  gravel 
ballast,  as  compared  to  1569  km  in  1945*  In  the  period  under 
study  the  length  of  track  on  rock  and  gravel  ballast  increased 
3155.  Thus  the  continuous  increase  in  freight  and  passenger 
turnover  on  the  Tashkent  Railroad  was  accompanied  by  a  streng¬ 
thening  of  the  tracks  and  roadbeds.  The  pre-war  freight 
turnover  level  was  achieved  by  1948.  The  development  of  the 
Uzbek  economy  and  the  other  republics  in  Central  Asia  caused 
not  only  a  restoration  of  the  pre-war  freight  turnover  level, 
but  a  further  increase  {Table  11).  A  characteristic  feature 
of  the  development  of  rail  transpoi-t  after  the  war  is  the 
high  rate  of  freight  turnover  Increase.  In  1950  freight 
turnover  on  the  Tashkent  main  line  increased  by  70^5  in  compari¬ 
son  with  1940  and  180%  in  comparison  with  1945.  We  should 
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note  that  freight  turnover  Increasedchiefly  through  heavy 
industrial  goods.  In  1946  the  ratio  of  coal  was  15.9^,  in 
1945  —  18.4^,  in  1950  —  22.3?5.  The  ratio  of  petroleum 
products  increased  from  3.8^  to  16.4.  The  increased  freight 
turnover  was-  handled  also  throvigh  the  introduction  of  diesel 
locomotives,  Improved  use  of  rolling  stock  and  improvement 
in  the  methods  of  handling  train  traffic  on  individual  sec¬ 
tions.  In  the  USSR,  beginning  in  1924,  the  Shch®Yl  diesel 
luoomotivo  began  production.  Before,  the  war;  the.  eVs,  ' 

E  •*•,  and  other  diesel  locpmotives  wepp  built-.  In 

1947  the  TE-1  1,000  hp  diesel  locomotive  was  built,  and  in 

1948  —  the  improved  TE-2  coupled  di.e.iel  locomotive.  In  1948 
diesel  locomotives  began  operationp  on  the  Tashkent  road,  the 
efficiency  of  which  la-;  .as  much  .as  .28^,,  :  (jif'fering  from,  the 
higher-power  steam  locomotive.,,;. -As  , a  result  of  the  high  effi¬ 
ciency,  '.the  diesel  locomotive- 'consumes  fu.el'  in  an  economical 
manner  and -can 'run  4  to  5  times  as  long  without  adding  fuel 
as  a  steam  locomotive.  The  extremely  small  consumption  of 
water  by  diesel  loconotives  is  extremely  important  in  .tlie 
waterless  and  arid  regions  of  Central  Asia.  In  theperlod 
under  study  FD,  SO,  E  steam  locomotives  and  the  TE-1  diesel 
locomotive  were  operated  on  the  main  lines  of  the  Tashkent 
Railroad.  Important  in  handling  rail  freight  turnover  was 
the  introduction  of  automatic  block  systems  on  various  rail¬ 
road  sections,  which  makes  it  possible  to  increase  the  traffic 
load  capacity  of  lines  by  30jS  on  a  single  track  section  in 
comparison  with  an  electric  semaphore  system. 

An  important  part  was  played  in  coping  with  increased 
freight  turnover  by  the  use  of  powerful  main  line  steam  and 
diesel  locomotives  as  well  as  by  adding  high -load  capacity 
four-axle  freight  cars,  making  it  possible  to  increase  the 
weight  of  trains:  by  1950  average  weight  increased,  by  15?S  in 
comparison  with  1945.  An  increase  in  train  weight  made  it 
possible  to  increase  the  carrying  capacity  of  railroad  lines 
with  existing  facilities.  It  aided  a  decrease  in  a  number 
of  operational  expenses,  a  decrease  in  the  requirements  of 
rail  transport  for  locomotive  and  train  brigades,  a  decrease 
in  the  number  of  locomotives  needed,  expenses  on  heating  and 
lighting  trains.  An  increase  in  train  weight  increased  the 
labor  productivity  of  the  railroad  workers  involved  directly 
in  freight  shipments,  and  also  cut  down  shipment  costs.  Finally, 
the  increase  in  train  weight  made  it  possible  to  economize 
in  capital  investments  necessary  for  increasing  the  traffic 
load  capacity  of  individual  railroad  sections.  However,  in 
a  number  of  rolling  stock  utilization  indices  during  the 
period  under  study  the-  prewar  level  was  not  achieved.  Freight 
car  turnover  remained  at  the  1945  and  1946  level.  Average 
daily  freight  car  run,  although  it  increased  22  km  in  comr- 
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parison  with  1945,  was  below  the  1940  level  by  51  km,  -  and  the  ■ 
freight  train  sect iors  r^dte  was  be Idw  the  1940  and  1945  levels. 

The  efficient  br^anizsi-tsion  of  mass  .cargo  transfer  is 
of  great  importance  in  developing  the  Uzbek  economy.  The 
Interests  of  the  socialist  economy  require  qarGOes  to  be  . 
shipped  rapidly,  cheaply  and  without  loss.  -‘For  the  efficient 
utilization  of  means  of  transport  and  loadlr^-rtin loading  oper¬ 
ations  equipment  containers  are  very  important;  '  ' The  compact¬ 
ness  of  containers,  quality  of  cargo  packing,,  savings  in 
packing  materials,  decrease  in  labor  expenditures,  etc.,,  made 
it  possible  tq  use  containers  on  a  large  scale  on  the.  Soviet 
railroads,  particularly  in  Uzbeklstah.  Container  shipments 
in  the  post-war  Five  Yeai*  Pi^n  increased  greatly.  As  a  whole 
the  increase  in  freight  turnover,  particularly  of  container 
shipments,  was  accon^anled  mechanization  of  loading  and 
unloading  operations.  On  the  Tashkent  main  line  18,  l5,  and 
6- ton  steam-powered  cranes  on  railroad  cars  began  to  be  used 
extensively,  as  well  as  gantry  cranes,  self-propelled  motors, 
electric  loaders,  transport  mechanisms  and  other  equipment. 

In  1940-1950  rail  freight  arrivals  in  the  Uzbek  SSR  increased 
hy  38%,  out shipments  by  63%. 

We  should  note  that  in  studying  the  rate  of  freight 
arrival  and  departure  growth  we  cannot  limit  ourselves  to  an 
examination  merely  of  the  sum  total  of  increased  percentage, 
for  we  must  know  in  addition  what  is  hidden  behind  each  per¬ 
cent.  One  percent  of  the  total  amount  of  freight  arrivals  in 
1940  was  87,000  tons,  while  in  1950  it  was  120,000  tons,  arid 
for  departures  1%  was  54,000  and  88,000  tons  respectively 
(Table  12). 

As  can  be  seen  from  Table  12,  freight  arrivals  increased 
chiefly  through  coal,  ferrous  metals,  lumber,  mineral  fertili¬ 
zers,  as  v/ell  as  consumer  goods.  After  the  war  rail  transport 
freight  turnover  increased  rapidly  and  was  handled  chiefly 
through  Increasing  the  number  of  freight  cars  and  locomotives 
and  reconstruction  of  tracks.  World  War  II  demanded  an  immedi¬ 
ate  reorganization  of  the  economy.  The  production  facilities 
of  industry,  agriculture,  material  resources,  the  labor  of 
workers,  kolkhoz  members  and  eriglneering- technical  workers  were 
directed  toward  war  needs.  Motor  vehicles  -were  mobilized  for 
the  army  in  the  first  days  of  the  war.  The  general  use  vehi¬ 
cles  available  in  Uzbekistan  in  1943  were  less  than  in  1940. 

The  decrease  led  to  a  decrease  in  the  volume  of  truck  freight 
transport.  In  1941  the  truck  freight  transport  figures  were 
10  million  ton/km,  and  in  1943  —  6.8  million.  During  World 
Var  II  the  number  of  buses  also  decreased.  In  1943  the  number 
was  48%  of  1940,  and  in  1945  —  34%.  A  decrease  in  the  number 
of  buses  was  accompanied  by  a  decrease  in  the  volume  of  bus 
passenger  service.  In  1940  8.8  million  persons  were  carried 
by  buses  and  70  million  passenger-km  were  run  up,  while  in 


1943  the  figures  were  0.2  and  4.0,  and  in  1945  —  0.8  million 
persons  and  7.8  million  passenger-lcni.^ 

This  was  accompanied  by  a  retrogression  in  their  tech¬ 
nical-economic  use  indices.  The  cost  of  hauling  freight  in¬ 
creased  from  80.0  kopeks  per  t/km  in  1940  to  102.8  kopeks  per 
t/km  in  1945,  and  passenger  bus  service  cost  from  8.g  kopeks 
perpassenger-km  in' 1940  to  20.4  kopeks  respectively.  The 
war,  forced  ppon  us  by  Nazi  Germany,  hindered  the  development 


of  Uzbek  motor  vehicle  transport. 

During  V^prld  Nar  II  the  road  system  continued  to 
expand,  particularly  hard  surface  roads.  Hard  surface  roads 
in  1935  Increased  l3^  over  1941.  Maximum  satisfaction  of  the 
requirements  of  industry  and  agriculture  for  trucking  required 
the  restoration  of  the  pre-war  level  for  trucks  in  operation 
and  freight  turnover.  In  1944  the  number  of  general  use 
trucks  in  operation  and  in  freight  turnover  had  not  only  been 
restored  but  exceeded  the  pre-war  level.  The  same  year  the 
number  of  vehicles  increased  chiefly  through  bringing  in 
new  trucks,  and  freight  turnover'  increased  by  77^«  However, 
the  number  of  buses  in  service  and  bus  passenger  service  were 
not  restored  during  the  war.  After  the  victorious  conclusion 
of  the  great  war.  for  the  fatherland  the  Soviet  automotive 
industry  grew  rapidly.  The  Minsk  Hsavy  Truck  Plant,  the 
Kutaisi  and  Ul’yanovsk  Motor  Vehicle  plants,  the  Odessa  plant, 
specializing  in  dump  trucks,  the  pavlovsk  and  L’vov  Bus  VIorke, 
etc. ,  began  production.  The  Yaroslavl’  Motor  Vehicle  plant 
was  expanded  and  the  Moscow  Compact  Motor  Vehicle  plant  was 
reconstructed.  At  all  automotive  enterprises  new  vehicles 
were  being  designed  with  technical  and  economic  Indices  which 
were  hljjh  for  those  times.  The  development  of  the  automotive 
industry  in  the  USSR  provided  a  sharp  impetus  forward  in 
buildlrgup  the  number  of  vehicles  in  service  in  Uzbekistan, 
since  the  influx  of  vehicles  to  the  republic  increased  each 
■year.  This  was  required  by  the  interests  of  restoring  and 
developing  the  republic’s  economy.  In  1945  construction  began 
on  the  Surkhanskiy  Highway  from  Termez  up  the  Surkhan-Dar  ya 
valley,  serving  the  rayons  of  Surkhandar’ inskaya  Oblast.  After 
the  year  the  roads  were  chiefly  covered  with  gravel,  sprayed 
with  dzharkurgan  oil.  Alongside  the  construction  of 
roads,  old  roads  were  improved  by  widening  them,  straightening, 
spraying  oil  and  improving  bad  spots  in  accordance  with  the 
growing  demands  of  motor  vehicle  transport.  'Up  to  1945  the 
basic  labor  consuming  processes  in  road  building  were  carried 
out  chiefly  by  hand,  with  the  utilization  of  cart  and  mule- 
back.  In  road-building  the  most  labor-consuming  processes  are 
earth-moving,  the  volume  of  which  is  usually  quite  large. 

In  order  to  build  a  conventional  graded  road  6-7  meters  wide 
an  average  of  3-5  million  cubic  meters  of  dirt  must  be  moved 
per  km,  and  even  more  in  building  the  best  roads.  In  order 
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to  mechanize  labor  consuming  processes  and  increase  labor 
productivity  of  road  builders,  as  well  as  for  increasing  the 
rate  of  road  constuction,  the  first  road  machine  station 
(RMS)  was  organized  in  Tashkent,  equipped  with  special  road¬ 
building  machinery.  Mechanization  of  labor  consuming  jobs 
makes  it  possible  to  improve  the  quality  of  labor,  accelerate 
and  economize  on  road  construction. 


In  1949  RMS  were  organized  in  four  more  cities  — 
Mirzachul,  Andizhan,  Fergana  and  Samarkand.  The  organization 
of  these  stations  made  it  possible  to  use  the  equipment  ex¬ 
tensively.  In  the  building  and  reconstruction  of  roads  exca¬ 
vators,  graders,  bulldozers,  tamping  and  vibration  equipment, 
trenching  machines,  rollers,  mobile  concrete  mixers  and  many 
other  types  of  machinery  wer^e  used  extensively.  The  organiza¬ 
tion  of  such  stations  made  it  possible  to  extend  the  road 


system  in  the  republic,  particularly  roads  with  hard  surfaces. 

An  Increase  in  the  total  length  of  roads,  the  addition  of 
new  vehicles  and  the  incorporation  of  progressive  operational 
methods  were  the  primary  factors  in  improving  the  technical- 
economic  utilization  indices  for  vehicles  of  the  Ministry  of 
Motor  Transport  and  roads  of  the  Uzbek  SSR  (Table  13)* 

The  figures  in  Table  15  testify  to  the  improvement  in 
the  general  vehicle  utilization  during  the  the  Fourth  Five 
Year  Plan.  Hovrever,  trucking  costs  were  still  high.  This  is 
explained  due  to  shortcomings  in  the  planning  of  hauls,  in¬ 
sufficient  return  loads,  little  use  of  truck  trs-ilers,  etc. 

The  restoration  and  further  development  of  the  Uzbek  economy 
during  the  fourth  Five  Year  Plan  were  the  basic  factors  in 
increasing  trucking  volume.  General  trucking  operations  of  the 
ministry  in  tons  increased  by  28'^,  and  38^  in  t/km. 

The  development  of  new  industrial  regions,  the  devel¬ 
opment  of  the  network  of  colleges  and  scientific  research 
institutes  in  large  cities  caused  an  increase  in  urban  bus 
service.  The  volume  of  bus  service  for  the  Uzbek  SSR  in  1950 
was  13,1  million  persons  or  53  million  passenger-km.  In 
addition  to  city  bus  service,  inter-urban  bus  service  developed, 
and  the  volume  of  such  service  was  3.8  million  persons  or 
47  million  passenger-km  in  this  year.  Passenger  service  was 
restored  and  greatly  exceeded  the  pre-war  level  by  1947, 
and  passenger  service  volume  —  in  1949.  An  increase  in 
passenger  service  volvime  was  also  partially  due  to  a  rise  in 
the  stanlard  of  living.  A  further  increase  in  the  standard 
of  living  of  the  Uzbek  people  required  the  organization  of 
new  types  of  motor  vehicle  transport.  For  maximum  satisfac¬ 
tion  of  the  cultural  requirements  of  the  population,  in  1949 
taxis  began  to  operate  in  Tashkent.  Later  taxis  appeared  in 
Samarkand,  Namangan,,  Bukhara,  Andizhan  and  other  cities. 

Taxis  in  the  republic  in  1949  traVelled9  0.98  million  km,  and 
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Legend  to  Table  13? 

%  --  Vehiole  us©  coefficient 
"o  —  Mileage  use  coefficient 

—  Tonnegs  use  coefficient 
““  -Average  distance  ner  haul,  i?:?n 

—  Average  dally  trucv  mileage 

—  Workday,  hours  ■■ 

Q  —  Production  per  'truck  listed,  tons 
h  ~~  in  ton-kilometers 
1  —  Trucking  cost  in -kopeks  per  t/kra 

■‘''Pigures  from  the  plnnnins-economlc" 'section  of  the  Ministry 
of  Roads  Utbek  bSR;.  '  i'-  : 


Table  14^> 


Characteristics  of  Prlasxy  Vessels  Built 
During  the  Fourth  Five  Year  Plan 
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in  1950  —  5*5  million  km. 

During  the  Fourth  Five  Year  Plan  truck  taxi  service 
begani  with  the  aid  of  which  goods  were  carried  from  various 
offices  and  institutions*  individuals,  otc.  During  the  Fourth 
Five  Year  Plan  the  pre-war  level  in  number  of  motox  vehicles 
was  achieved  and  the  volume  of  motor  vehicle  service  was  in¬ 
creased.  During  the  period  under  study  truck  and  passenger 
taxis  appeared,  as  did  road  building  machinery  stations  which 
were  extremely  Important  for  improving  the  road  system* 

During  ’-'or Id  War  II  water  ti’ansport  freight  turnover 
dropped  in  the  republlci  This  is  explained  primarily  by  a 
decrease  in  the  area  under  cotton  along  the  lower  reaches  of 
the  Amu-Dar'ya.  Cotton  fiber  production  along  the  lower 
reaches  in  19^5  totalled  22%  of  the  pre-war  level.  With  a 
curtailment  in  cotton  growing  the  introduction  of  mineral 
fertilizers  to  the  soil  decreased.  During  the  post-war  Five 
Year  Plans  water  transport  \iras  further  developed.  The  fleet 
was  joined  by  new  vessels:  diesel  powered  vessels,  steamships 
and  motor  tug  launches.  The  auxiliary  fleet  was  also  increased 
in  size.  In  19^5-1950  the  tug  fleet  was  joined  by  19  non¬ 
self-propelled  barges.  The  pre-war  level  of  cargo  arrival 
and  departure  in  Uzbek  river  transport  was  restored  in  1950. 

During  World  War  II  the  aircraft  of  the  Uzbek  Civil 
Air  Fleet  Administration  played  a  tremendous  par’t  in  hauling 
vital  industrial  cargoes,  passengers,  mail  and  in  lending  aid 
at  the  front.  The  number  of  planes  during  the  first  years 
of  the  ’war  decreased  due  to  mobilization  of  aircraft  for  the 
front.  The  pre-’-var  level  of  passenger  service  volume,  mail 
and  baggage  was  restored  and  greatly  increased  during  the 
Fourth  Five  Year  Plan.  New  and  comfortable  IL-12  and  ILr-l4 
aircraft  were  added  to  the  planes  in  service.  Aviation  became 
part  of  life  in  the  Karakalpak  SSR.  Aircraft  were  extremely 
important  since  this  area  was  cut  off  from  the  rail  system, 
and  roads  were  poor.  Nukus  is  connected  by  air  with  almost  all 
rayon  seats  in  this  autonomous  republic.  Local  aviation  is 
also  well  developed  in  Samarkandskaya  and  Bukharskaya  oblasts, 
since  many  rayons  in  these  oblasts  are  quite  remote  from  the 
mail  system,  and  roads  are  few  and  far  between.  Planes  have 
successfully  combatted  cotton  pests  and  other  plant  pests  by 
spraying  fields  and  orchards. 

During  the  first  years  of  World  VJar  II  extensive  changes 
occurred  in  the  republic's  transport:  trucking  and  passenger 
service  vrere  cut  down,  rolling  stock  on  hand  decreased,  util¬ 
ization  indices  v;orsened,  the  direction  of  cargo  flow  changed, 
loading  and  unloading  operations  volume  decreased  greatly  in 
rail  transport,  and  the  economic  set  up  changed  in  the  region 
served  by  the  Tashkent  main  line.  Beginning  in  the  second 
held  of  the  period  under  study  an  upswing  began  in  transport 
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operations.  The  restoratipn  of  the  economy  and  reconstruction 
Of  transport  greatly  increased  freight  turnover,  the  level  of 
which  exceeded  the  1940  level  by  the  -Fourth  Five  Year  Plan. 

The  characteristic  feature  of  the  post-war  period  is  the  high 
rate  of  freight  turnover  growth  and  the  technical  reconstruc¬ 
tion  of  transport  along  a  broad  front,  as  well  as  a  signifi¬ 
cant  improvement  in  vehicle  utilization* 


CHAPTER  FIVE 


Uzbek,  Transport  During;  the  Period  of*  Great 
Upswing  in  the  Socialist  Economy 
(1951-1958) 


Successful  fulfillment  of  the  Fourth  Five  Year  Plan 
lay  a  firm  foundation  for  a  further  upswing  in  the  socialist 
economy.  In  the  Fifth  Five  Year  Plan  (1951-1955)  rail  trans¬ 
port  together  vrith  the  entire  economy  was  raised  to  a  new 
and  higher  level.  The  directives  of  the  19th  party  Congress 
called  for  a  new  and  mighty  upswing  in  the  Soviet  economy, 
further  development  of  industry,  farming  and  all  types  of 
transport,  as  well  as  an  improvement  in  the  Soviet  standard 
of  living.  The  directives  of  the  19th  Party  Congress  called 
for  efficiency  in  trucking  operations.  Great  attention  was 
devoted  to  a  decrease  in  the  average  haul,  as  well  as  an 
improvement  in  the  geographical  displacement  of  industrial 
enterprises  built  during  the  Fifth  Five  Year  Plan  with  the 
aim  of  bringing  industry  closer  to  sources  of  raw  materials 
and  fuel,  as  well  as  the  elimination  of  inefficient  and  long 
hauls.  An  increase  in  the  extraction  of  coal  and  petroleum, 
the  production  of  mineral  building  materials  and  fertilizers, 
production  of  farm  implements,  textile  and  many  other  consumer 
goods  on  one  hand  and  the  shipment  into  the  republic  of  grain 
and  lumber,  petroleum  products,  motor  vehicles,  ferrous  metals 
and  fabrics  on  the  other,  increased  freight  turnover  on  the 
Tashkent  Main  Line  (Table  15).  As-  can  be  seen  from  Table  15, 
the  Fifth  Five  Year  Plan  also  is  characterized  by  a  rapid 
increase  in  freight  turnover.  In  1955  freight  turnover  on  the 
Tashkent  main  line  increased  52^  over  1950.  The  increase  in 
freight  turnover  on  the  Tashkent  main  line  vjas  accompanied  by 
an  increase  in  the  average  daily  load  volume.  Me  should  note 
that  in  1940  coal  made  up  10.4^  of  freight  turnover  along  the 
Tashkent  Road,  vrhile  in  1955  it  was  15^.  Every  increased 
percent  in  coal  shipments  during  the  Fifth  Five  Year  plan  in 
absolute  volume  was  two  to  three  times  that  of  1940 •  During 
the  Fifth  Five  Year  Plan  the  increase  in  coal  extraction  in 
Uzbekistan  was  chiefly  through  Angren,  which  increased  the 
volume  of  coal  shipments  on  the  Tashkent  railroad.  An  in¬ 
crease  in  coal  extraction  in  Shurab,  Tashkumyr,  Kzylkiya  and 
other  areas  also  resulted  in  an  increase  in  shipment  volume. 
All  of  this  made  it  possible  to  cut  dovrn  the  import  of 
Kuznetskly  and  Karaganda  coal.  This  could  not  but  reflect  on 
the  Uzbek  economy,  since  long  hauls  of  coal  increase  the 
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Leiiend.  to-  Table  14} 
a  —  T^/ne  of  vessel 
b  —  !,{ov'sepov.’e:ir' 
c  —  Carpo  canaolty-,  t 
d  --  Passej/jfcer  oape.oity 
e  Pull 
f  —  Draufbt 
f,  —  'Einptjr 
h  —  Loaded 

1  —  ^fesp  of  oo'jOBtiTT.^ctio'n 
.1  —  Hull 


k  — _ Self -Prop el led  Cargo  Fleet 
~ "Manas" 

1  Roadstead  Fleet  — 

-  I'Marrskovskiy," 

-  "Fosraodera'yanskaya", 

ra  —  Passenger  Fleet  -"Bagration," 
-"Sil’nyy",  "Ohalka" 
n  —  diesel  fuel 
o  —  kerosene 
p  —  solar  oil 


Table  15 


Freignt  Turnovei’  And  Average  Dally  Load  Increase  Dynam¬ 
ics  on  the  Tashkent  Railroad*  for  1950-1955- 
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cost  of  industrial  production  and' loaded  dovm  the  rail  lines. 
During  the  Fifth  Five  Year  Plan  mineral  constn.iction  niaterial 
shipments  increased.  In  1955  the  volume  of  mineral  construc¬ 
tion  materials  in  freight  turnover  on  the  road  totalled  1.3 
million  tons,  that  is  an  increa-ae  of  100^  over  1950.  The 
construction  of  large  industrial  enterprises,  the  .development 
of  agriculture,  a  growth  in  industrial,  farm,  housing,  com- 
munal  and  other  types  of  cons  true  tioivrequir.ed  the  shipment  .r!;'-' 
of  large  quantities  not  only  of  building'  materials,  but  also' 
of  lumber,  machinery,  equipment,  fuel, 'workers  and  food.,-  .  . 
The  development  of  farming,  particularly,  cotton  farming',  tras  ■ 
accompanied  by  an  increase  in  the  volume  of  shipping,  primarily 
cotton  fiber,  on  the  railroad.  The  development  of  ootton  . 
farming  not  only'  was  accompanied  by  an  increase  in  cotton 
shipments,  but  by  the  extensive  incorporation  of-  total 
mechanization,  an- increase  in  the  production  of  farm  implements 
and  mineral  fertilizers.  The  total  volume  of  mineral  fertili¬ 
zers  shipped  into  the  republic  in  this  period  more  -than  doub¬ 
led.  The  development  of  cotton  farming  is  closely  connected 
also  with  an  increase  in  oil  production  and  refining  in  the 
republic.  Well  developed  socialist  farming  in  general  and 
cotton  farming  in  particular  can  exist  on  the  basis  of  modern 
equipment  and  technology.  The  cultivation  of ' fields,  irrigation 
and  land  improvement,  as  well  as  harvesting ' operations  are 
unthinkable  without  mo.chiner3/’,  which  require  various  petroleum 
products.  Petroleum  products  shipments  on  the,  Tashkent  rail¬ 
road  in  1955  increased  by  more  then  12^  over,  1950 •  This  is 
explained  not  only  by  an  increase  in  oil  production  and  its 
refining  in  the  republic,  but  also  by  the  large  shi'oments  of 
lubricants,  diesel  fuel,  gasoline  and  kerosene  from  other 
economic  regions.  Suffice  it  to  say  that  the  total  influx 
of  petroleum  products  to  the  republic  in  1955  totalled  1,556- 
000  tons  as  compared  to  805,000  in  1950,  that  is,  the  figure 
almost  doubled.  We  should  note  that  the  increase  in  the 
volume  of  petroleum  product  shipments  was  not  only  connected 
with  the  development  of  cotton  farming,  but  also  with  -the 
increase  in  the  number  of  motor  vehicles  in  the  republic, 
an  increase  in  the  number  of  pumping  stations,  diesel-pov/ered 
machinery,  compressor  units,  etc.  Consequently,  an  increase 
in  the  volume  of  cotton  fiber  shipments  is  accompanied  by  ai 
increase  in  shipments  of  mineral  fertilizers,  farm  implements, 
petroleum  products,  motor  vehicles  and  consumer  goods,  let 
aloi^  shipments  of  mineral  building  materials  necessary/  ■  for 
irrigation,  housing,  farm  and  other  construction  in  agricul¬ 
ture.,  The  development  of  cotton  farming  in  the  republic  is 
accompanied  by  a  great  increase  in  grain  shipped  in  from 
Kazakhstan,  Siberia  and  the  iiltai.  Calculations  indicate  that 
an  increase  in  cotton  fiber  shipment  volume  by  100,000  tons 
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requires  an  increase  in  shipment  of  Goods  necessary  for  the 
development  of  cotton  farming  of  900  to  llOOjS. 

One  of  the  main  items  in  freight  turnover  on  the  Tash¬ 
kent  main  line  is  lumber,  which  is  hauled  chiefly  from  Siberia. 
The  volume  of  lumber  shipments  along  the  Tashkent  road  in 
this  period  Increased  12%i  The  ratio  of  lumber  in  freight 
turnover  on  the  Tashkent  main  line  during  the  Fifth  Five  Year 
Plan  totalled  dn  thb  average*  During  the  Fifth  Five 

Year  Plan  shipments  inchedsed  on  cotton  and  wool  fabrics, 
knitwear,  ciothirig,  underwear,  confectionary  goods,  shoes, 
haberdashery*  perfumes  and  many  other  consumer  goods.  Uzbek¬ 
istan  is  a  major  supplier  of  fresh  fruits  and  vegetables. 

Fresh  fruits  and  vegetables  are  shipped  in  refrigerator  cars 
to  other  parts  of  the  country.  In  order  to  maintain  tn© 
necessary  temperature  in  the  cars,  plants:  were  built  at 
Arys* ,  Kokand,  Leninabad,  Tashkent  and  other  stations  even 
earlier.  In  1951  mobile  ice  houses  began  to  operate.  The 
development  of  grape-growing,  melons  and  the  processing  of 
fruits  gave  impetus  to  an  improvement  in  freight  operations 
in  the  handling  of  fruits  and  vegetables.  In  order  to  improve 
the  quality  of  freight  handling  and  preserve  the  fruits  and 
vegetables  being  shipped,  since  195^  trains  with  machine  cool¬ 
ing  (summer)  and  electric  heating  (winter)  have  been  used. 

In  1955  coal,  petroleum  products,  ferrous  metals, 
lumber,  mineral  building  materials,  mineral  fertilizers 
each  totalled  from  5  to  14^  of  total  freight  turnover.  How¬ 
ever,  the  leading  position  in  freight  turnover  on  the  road 
(20—22/5)  was  tsken  by  other  products;  consumer  goods,  products 
of  the  light,  food,  meat  packing-dairy  products,  textile,  tan¬ 
ning  and  other  branches  of  industry .  Frequently  such  goods 
were  shipped  in  containers.  Many  goods  even  of  heavy  industry , 
such  as  roofing  iron,  slate,  roofing  felt  and  others  are  also 
shipped  in  containers,  which  provide  a  high  degree  of  pro¬ 
tection  to  the  goods.  Container  shipments  during  the  Fifth 
Five  Year  Plan  increased  by  almost  500^5. 

Such  an  increase  in  container  shipments  is  due  to  the 
fact  that  the  above  products  require  expensive  boxcars  for 
rail  shipment  arid  in  hauling  them  the  load  capacity  of  rol¬ 
ling  stock  is  utilized  inefficiently,  hsny  products  of  the 
light  and  food  industries  cannot  be  hauled  in  open  cars.  The 
development  of  industry  and  agriculture  furthered  an  increase 
in  the  standard  of  living  of  the  Uzbek  republic.  Production 
ties  expanded  between  Uzbek  enterprises  and  ones  in  other 
parts  of  the  USSR.  During  the  Fifth  Five  Year  Plan  passenger 
service,  increased.  Passenger  turnover  in  1955  increased  53% 
over  1950.  The  increase  in  passenger  turnover  was  due  to  a 
rise  in  the  standard  of  living  in  the  republic,  the  introduc¬ 
tion  of  comfortable  all-metal  passenger  cars  —  chair  cars. 
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second-class  sleeping  compartment  cars  and  first-class  pull- 
mans.  A  rapid  growth  in  direct  passenger  service  was  also 
aided  by  the  opening,  of  the  i 11-Union  Agricultural  Exhibit 
in  Moscow,  extensive  industrial  and  sdientiflc  exchanges,  trial 
assignments  and  an  Increase  in  the  number  of  students  in- the 
central  cities,  and  in  commuter  service  —  further  development 
of  the  Angren  Mining  region,  expansion  of  the  Chirchlk  Elec¬ 
trochemical  Combine,  improvement  of  transport  service  between 
rayon  and  oblast  seats,  improvement  of  communications  between 
twon  and  country. 

The  increase  in  freight  and  passenger  turnover  on  the 
Tashkent  road  was  handled  due  to  an  Improvement  in  facilities 
on  the  main  line  and  an  improvement  in  rolling  stock  utiliza¬ 
tion.  Experience  gained  in  operating  diesel  locomotives 
showed  their  economy  and  advantages  o^rer  steam  locOmotivSs. 
Conditions  required  the  extensive  utilization  of  diesel , loco¬ 
motives;  on  the  Tashkent  road.  In- 1948  socialist  industry  had 
begun  production  on  TE-2  diesel ■ locomotivesv  which  beginning 
in  1951' began  intensive  operations ' on; the  Tashkent  road,  the 
2000  hpTE-2  locomotive  not  only  aided  in  increasing  train 
weight  but  also  train  speeds,  '  Gross  train  weight  in  1955 
was  300  tons  more  than  in  1950.  The  increase  in  train  v;eight 
was  of  great  economic  importance  (Table  16) . 

Rolling  stock  utilization  improved  due  to  the  incorpor¬ 
ation  and  extensive  use  of  diesel  locomotives,  improvement  . 
of  tracks,  improvement  in  road  traffic,  efficiency  in  planning 
freight  shipments,  extensive  u'tilization  of  best  labor  methods, 
etc.  An  increase  in  train  vreight  and  improved  speeds  for 
heavy  trains  are  possible  only  if  the  tracks  can  carry  the 
load.  Therefore,  in  the  fifth  Five  Year  Plan  further  track 
improvement  was  made.  By  1955  heavy  rails,  Chiefly  la, 
lay  on  two-thirds  of  the  main  lines.  An  increase  in  the 
length  of  main  lines  with  heavy  R-43  and  la  rails  was  accom¬ 
panied  by  a  decrease  in  the  length  of  sections  with  light-type 
rails.  In  order  to  increase  the  strength  and  stability  of  the 
track  of  great  importance  is  a  ballast-layer  which  evenly 
distributes  the  pressure  from  the  ties,  without  leeting  them 
be  pressed  into  the  earthbed.  Gravel  ballast,  and  particularly 
rock,  contains  a  number  of  advantages  over  sand  'ballast:  they 
possess  greater  resilience  and  drain  easily,  protecting  the 
earthbed  from  freezing,  etc.  The  length  of  main  line  on 
gravel  ballast  by  1955  had  increased  by  almost  25%  over  1950. 

In  order  to  strengthen  the  tracks  and  allow  the  passage  of 
high-r.speed,  heavy  trains  it  is  necessary  to'  increase  the  num¬ 
ber  of  ties  per  km.  In  1955  the  length  of  main  lines  with 
1,840  ties  and  more  per  km  increased  by  more  than  400^,  and 
with  from  1601  to  1839  —  70^  over  1950. 

On  one  of  the  sections  of  the  Tashkent  main  line  a 
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central  dispatcher  operations  point  began  to  operate  in  1953* 
with  which  train  traffic  was  directed  from  one  post.  This 
made  it  possible  not  only  to  Increase  the  traffic  capacity  of 
the  lines,  but  also  Increases  line  safety  and  frees  a  large 
number  of  station  masters  and  svritchmen  .  During 

the  fifth  Five  Year  Plan  various  road  sections  were  equipped 
with  automatic  block  systems,  with  th©  aid  of  which  train 
traffic  control  was  achieved  automatically,  depending  on  the 
traffic  in  that  section.  The  total  length  of  sections  equipped 
with  automatic  blocking  systems  during  the  Five  Year  Plan 
increased  by  more  than  250%»  During  the  Fifth  Five  Year  Plan 
(from  1952)  diesel  locomotives  were;  utilised  extensively  on 
the  Tashkent  road.  The  FD  series  steam  locomotive  was  removed 
fhom  service  and  transi'erred  to  other  roads.  In  the  process 
of  carrying  out  this  Five  Year  flah  for  the  development  of 
the  Soviet  Isconomy  t^^O  bailroad  lines  were  completed:  Mointy- 
Chu  and  Ch&i^dlshou^ICUngi^ad*  The  Mointy-Chu  line  provided  a 
new  route  from  Karagaridh  tp  Kazakhstan  and  Central  Asia*  Ih 
addition,  it  eased  traffic  dii  the  Kazakh  Railroad  (former 
Turksib)  and  cut  down  hauls  from  the  Karaganda  and  Omsk  roads 
to  the  Central  Asian  republics.  The  area  along  the  lower 
reaches  of  the  Amu-Dar*ya,  cut  off  from  the  railroad  system, 
was  linlced  by  rail  during  the  Fifth  Five  Year  Plan,  although 
the  problem  of  building  a  railroad  along  the  lower  reaches  of 
the  Amu-Dar'ya  was  discussed  in  the  press  as  early  as  the 
last  century.  The  Chardzhou- Kungrad^  Line  is  of  great  economic 
significance.  It  joined  the  Karakalpak  ASSR,  Tashauzskaya 
and  IChorezmskaya  oblasts  with  the  administrative  and  industrial 
centers  of  the  Central  Asian  republics.  In  addition,  this 
line  United  the  lower  reaches  of  the  Amu-Dar’ya  to  Kazalchstan, 
the  Urals,  Siberia  and  the  European  part  of  the  unionand 
regularized  economic  ties  between  these  regions,  eliminating 
the  seasonal  nature  in  freight  shipments.  The  Chardzhou— 
Kungrad  Line  radically  changed  the  face  of  the  lower  reaches 
of  the  Amu-Dar’ya,  pushing  forward  the  development  of  industry 
and  agriculture  in  this  area.  In  this  period  one  section  vras 
double  tracked  to  handle  increased  freight  turnover.  Conse¬ 
quently,  freight  turnover  on  the ■  T ashlcent  main  line  during  the 
Five  Year  Plan  increased  greatly  and  required  improved  road 
facilities.  In  order  to  handle  the  increased  freight  many 
methods  of  increasing  the  traffic  capacity  of  railroad  lines 

were  used.  ,  ^  ^  .  „  ,  , .  . 

The  development  of  industry  and  farming  in  Uzbekistan 

in  subsequent  years,  a  great  increase  in  electric  power  out¬ 
put,  coal  and  oil  production,  mineral  fertilizers  and  building 
materials  placed  great  demands  on  rail  transport.  The  direc¬ 
tives  of  the  20th  party  Congress  for  the  Development  of  the 
Economy  for  1956-1960  called  for  a  further  Improvement  in 
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Table  16 


Tashkent  Railroad-^  Rolling  Stock  Usa  Indices  For  1950-1955 
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the  technical  level  of  rail  transport.  In  1956-1958  a  number 
of  added  measures  were  carried  out  on  the  Tashkent  road  to 
improve  and  rebuild  facilities,  new  roads  were  built,  sections 
were  double- tracked,  stations  and  junctions  were  developed, 
etc.  Freight  turnover  on  the  Tashkent  main  line  continued 
to  grow.  In  1956  it  totalled  20*5  billion  tariff  ton-km, 
in  1957  —  21.6,  and  in  1958  —  18. 5 •  A  deprease  in  freight 
turnover  on  the  Tashkent  main  line  is  explained  by  the  fact 
that  the  transit  line  from  Dzhusaly-Chengel’dy.  which  had  more 
traffic,  was  transferred  t6  the  Kazakh  Road,  and  less  heavily 
loaded  road  sections  were  fdded  to  the  Tashkent  Road  — 

KaganSk  and  Stallnabad.  Since  1  August  1958  the  Tashkent 
Road  has  been  operating  within  new  limits  --  it  connects  with 
the  AShlchabad  Road  at  Khodzlih-Davlet  Station  and  the  Kazakh 
Road  at  Chengel’dyi 

The  increased  freight  turnbver  was  handled  by  using 
more  powerful  main  line  diesel  locomotives.  In  April  1956 
the  nev;  4000  hp  TEZ  series  mainline  dual-unit  diesel  locomotive 
entered  service  on  the  road.  This  locomotive  vras  one  of  the 
deciding  factors  in  increasing  train  weight  and  aided  in  in¬ 
creasing  the  carrying  capacity  of  railroad  lines.  The  incor¬ 
poration  of  the  TEZ  locomotive  vfas  accompanied  by  further 
strengthening  of  the  tracks,  and  the  equipping  of  certain 
sections  with  automatic  block  systems.  The  technical  recon¬ 
struction  of  all  railroad  facilities,  particu3.arly  the  replace¬ 
ment  of  steam  locomotives  by  diesel  on  the  one  hand,  and  the 
intelligent  utilization  of  transport  facilities  on  the  other 
made  it  .  possible  to  improve  rolling  stock  utilization 
(Table  17).  The  increase  in  empty  mileage  is  explained  by 
the  lovr  level  of  empty  car  arrangements,  planning  shipments 
and  small  number  of  doubled  operations  at  stations.  In  1956 
the  party  and  government  assigned  the  Uzbek  and  Kazakh  peoples 
a  new  Job  —  the  farming  of  the  Golodnaya  Steppe.  In  view  of 
the  job  of  farming  the  entire  Golodnaya  Steppe  it  became 
necessarj'’  to  extend  the  railros-d  from  Dzhizak  Station  to 
Syrdar' inskaya  Station.  Although  the  traffic  capacity  of 
the  Tashkent  Road  sections  contiguous  to  the  Golodnaya  Stepne 
had  increased  greatly  in  recent  years,  nevertheless  it  did 
not  complete  provide  for  the  development  of  rail  transport 
on  the  steppe,  since  the  existing  system  did  not  run  across 
the  steppe  itself,  but  intersected  merely  the  edges.  In 
1957  construction  began  on  the  Dzhizak-Syrdar' inskaya  Railroad 
across  the  Golodnaya  Steppe,  110  km  in  length.  This  line 
is  important  in  the  conquest  of  the  steppe. 

During  the  years  of  Soviet  authority  Socialist  rail 
transport  increased  greatly  and  was  furnished  with  modern 
equipment.  This  made  it  possible  to  handle  Tashkent  Railroad 
freight,  which  had  increased  more  than  1400%  between  1913  and 
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1958.  In  order  to  improve  freight  planning,  the  strengthening 
of  inter  repub  lie.  economic  ties,  the  direction  of  industry  arid 
construction,  the  organization  of  sovnarkhozes  was  extremely 
important . 

•Reorganization  of  the  administration  of  industry  and 
construction  and  the  organization  of  local  sovnarkhozes  exerted 
positive  influence  on  rail  transport  operations.  The  tr£!,ns- 
fer  of  many  plants  and  factories  to  the  sovnarkhoz  made  it 
possible  to  improve  the  quality  of  planning  freight  operations, 
which  was  aided  to  an  even  greater  degree  by  the  expansion 
from  year  to  year  ,of  the  variety.,  of  goods  planned  locally  by 
sovnarkhozes.  This,  made  it:;possible  to  eliminate  cross-hauls 
and  long  hauls  by  rail,  cuttihgvdbwn  transport  costs  in  the 
economy.  ¥e  shall  cit-e' phe  example j  up  to  1957  building  mater¬ 
ials  —  bricks,  lime,  alabaster  ~  wer®  o,ften  shipped  on 
cross-hauls  on  the  Tashkent  Railroad.'  .Many  plants  of  various 
Ministries -and  departments  were  producing  building  materials, 
and.  the'se  plants  were  shipping -building.  ma|.erials  to  their 
construction  jobs,  not  taking  into- consideration  the.' normal 
freight  flow  and  haul  distances  established  by  the  administra¬ 
tion  of  the  Tashkent  Road.'  Up'  to  1957  Isfara  Station  shipped 
alabaster  according  to  the  plant  standards  of  Hinmetallurg- 
khimstroy  and  Kaufmanskaya  Station  —  according  to  planned 
standards  of  Mintransstroy.  The. former  station  shipped  to 
cities  in  the  Fergana  'Valley,  Tashkent skay a  Oblast  arid  to  the 
Kazakh  SSR.  The  latter  shipped  to  Tashkentskaya  and "Samarkand- 
skaya  oblasts  and  the  Fergana  Valley  —  counter  to  the  flow 
running  from  Isfara  Station. ^  Freight  on  the  Kaufmanskaya- 
Ursat'yevskaya-ilel’ niko'V'o  Section  was  cross-hauled  261  km. 

Of  course  these  cross-hauls,  as  other  inefficient  freight 
operations,  caused  loss  to  the  economy.  Due  to  the  organization 
of  sovnarkhozes,  the  plants  of  various  ministries  and  depart¬ 
ments  building  construction  materials  were  transferred  to  the 
sovnarkhozes i  which  organized  planned  shipments  of  building 
materials,  and  this  led  to  a  curtailment  of  inefficient  ship¬ 
ments  of  building  materials.  The  furnishing  of  the  Tashkent 
main  line  i-rith  new  equipment  and  reorganization  of  the  admini¬ 
stration  of  Industry  and  construction  made  it  possible  to 
handle  an  increased  volume  of  freight,  increasing  labor  produc¬ 
tivity  and  decreasing  transport  costs  in  the  economy.  The 
constant  increase  both  of  freight  and  passenger  service  on  the 
Tashlcent  main  line  coUld  not  but  influence  an  increase  in 
station  operations.  Rail  tra-nsport  operations  depend  on  the 
harmony  in  railroad  station  operations.  During  the  years  of 
Soviet  authority  large  fr'-'ightyards  and  section  stations  were 
built  in  the  republic,  furnished  with  modern  equipment  and 
capable  of  processing  several  thousand  cars  per  day.  The 
major  railroad  stations  in  Uzbekistan  are  Tashkent  Freight, 


Tashkent  passenger,  Ursat'yeyskaya,  Kokand,  Andizhan,  Samar¬ 
kand,  Kagan,  and  Kzyltukumachi  stations.  The  Tashkent  freighv 
yards  are  the  major  ones  for  sorting  oars  for  north  and  south¬ 
bound  trains.  The  station  has  dozens  of  sorting  tracks  for 
processing  cars.  The  volume  of  sorting  operations  is  quite 
large  —  thousands  of  oars  are  handled  each  day .  In  I960  the 
number  of  cars^  processed  each  day  was  23/5  over  1957  •  Up 
to  I957  sorting  was  handled  by  series  E  steam  locomotives. 

The  locomotive  proved  uneconomical  in  switch  work.  Since  1957 
the  TE-1  diesel  locomotive  has  been  Used  in  switching  oper¬ 
ations.  The  continual  increase  in  switching  volume  ah;l:  ineffi¬ 
ciency  of  steam  locomotives  in  this  work  made  it  necessary  to 
utilize  diesel  locomotives  extensively  in  switching  operations 
at  the  Tashkent  yards*  in  lOSt  four  series  E  steam  locomotives 
and  two  TE-1  diesels  were  uS^d  in'  Switching  operations,  and 
in  I960  —  only  series  TE-i  and  TaM-.3  diesels,  switching 
operations  not  only  at  the  Tashlcent  yards  but  at  other  large 
stations  on  the  Tashkent  main  line  are  handled  by  diesels. 

The  use  of  diesels  for  switchiig  operations  has  many  advantages 
over  steam  locomotives.  In  diesel  switching  operations  the 
fire  danger  is  greatly  decreased.  This  is  .quite  important 
particularly  in  conditions  whereby  e  diesel  is  operating  on 
industrial  plant  spur  lines,  at  plants,  factories  and  ware- 
house  yends  of  clients.  In  the  diesel  svfitch  engine  the  brake 
system  is  Improved  over  the  steam  engine.  Therefore  the  time 
required  to  gain  momentum  and  slow  down  is  considerably  less. 

A  steam  locomotive  needs  servicing  twice  in  every  24-hour 
period}  which  cuts  dov/n  the  actual  work  time  in  switcniig  oper¬ 
ations.  A  diesel  locomotive  needs  servicing. only  once  a 
week.  A  diesel  can  handle  a  larger  train  than  a  steam  switch 
engine.  This  is  important  for  speeding  up  the  process  of 
assembling  and  disassembling  trains, ■ cuts  down  the  time  cars 
stand  idle  and  cuts  do^ra  the  time  freight  spends  in  cars. 

In  addition,  the  diesel  has  a  greater  maneuverability.  '.  All 
of  this  made  it  possible  to  cut  down  operation  expenses  for 
sv/ltching  operations  by  the,  Tashkent  yards*  In  1959.  the  cost 
per  switching  hour  for  the  series  E  .  steam  pcomotiye  was  ■. 

5.3  rubles,  and  with  the  TE-1  diesel  —  4.8  rubles  •  .Radio 
communications  are  used  extensively  in  switching  operations, 
making  it  possible  for  the  switch  dispatcher  to  transmit  in¬ 
structions"  to  the  switch  engine  and  train  assembler.  Switch 
engines  are  equipped  with  radio  units,  and  sorting  tracks  with 

^  The  relatively  high  maneuverability  in  yard  operations 
is  iustlfled  by  the  fact  that  it  can  simultaneously  receive 
trains  from  Salar,  Tashkent  passenger  Statbn  and  Kzyltukumachi. 
Rail  transport  reflects  all  changes  in  the  development  of  the 
economy.  The  large  flow  of  transit  freight  through  our 
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republic,  north  and  southbound,  the  rapid  growth  of  Industry, 
particularly  in  Tashkent,  as  well  as  Ohirchik,  could  not  but 
seriously  influence  the  gradual  formation  of  the  Tashkent 
Junction,  which  at  present  is  one  of  the  largest  in  the  coun¬ 
try.  The  Tashkent  freight  yards,  Tashkent  passenger  station, 
Salar,  ICzyltukumachi,  and  the  by~pass  route  between  Tashkent 
Yards  and  Kzyltukumachi  and  Khamza  Station  built  on  it,  form 
the  Tashkent  Railroad  Junction.  From  the  north  and  south 
double  track  lines  come  to  Tashkent,  Tashkent  passenger  sta¬ 
tion  is  separate  from  the  Tashkent  freight  yards,  switches  are 
operated  electrically  from  a  central  point,  etc.  In  addition, 
in  view  of  the  continual  Increase  in  incoming,  and  outgoing 
freight,  Khamza  Station  was  opened-  in  1958  for  taking  'the. 
load  off  the  Tashkent  freight  station.  Khamza  is  used  chiefly 
for  loading  and  unloading  trains  of. the  Tashkent  Junction. 

Ursat^yevskaya  —  a  .major  junction  station, —  is  loca¬ 
ted  at  the  ,  junction  of,  thrde  railroad'- lines-*—  Tashkent,.-  . 
Fergana  and  Kagan.  The  station  assembles 'and' disassembles  . 
trains  for  these  lines  and  has  a  number -Of  sorting  tracks  and 
freightyard.  Here,  as  at  Tashkent  Freight  Yards,  radio  .com-^ 
municatlons  are  used  extensively  in  sv’itching-  operations* 
Characteristic  incoming  cargoes  are  coal,  petroleum  pr.oductSj 
lumber,  building  materials,  and  outgoing  —  wine,  ferrous., 
metals  and  canned  goods.  The  industrial  spur  lines  of  Zagot- 
zerno  and  the  petroleum  bulk  plant  adjoin  Ursat  yevskaya 
Station.  The  station  possesses  a  roundhouse.  Samarka^nd 
Station  is  a  large  section  station.  Its  freight  turnover  is 
rather  large.  The  characteristic  incoming  freight  include 
coal,  petroleum  products,  ferrous  metals,  lumber,  buildings 
materials,  mineral  fertilizers.  Outgoing  freight  includes 
cotton  fiber,  cottonseed,  spare  parts  for  tractors,  tea,  canned 
goods,  movie  and  radio  equipment,  beer,  dry  fruits,  wine. 

Vodka  and  macaroni  products,  clothing,  underwear  and  other 
consumer  goods.  Th®  station  contains  a  reversing  depot.  Ko¬ 
kand  also  contains  a  section  station.  Here  train?  are  assem¬ 
bled  and  disassembled.  The  station  is  equipped  with  a  yard, 
which  improves  its  opera-tlons.  Characteristic  outgoing,  freight 
includes  building  materials,  mineral  fertilizers,  wine  and 
vodka,  cottonseed  oil,  cotton  cake,  cottonseed;  Incoming  — — 
coal,  petroleum  products,  lumber,  farm  implements,  fabrics  and 
grain.  Kagan  contains  a  major  sorting  station,  is  located 
at  the  junction  of  three  lines  — —  Samarkand,  Karshinskaya 
and  Chardzhuyskaya.  The  station'  assembles  and  disassembles 
trains  for  these  destinations  and  has  dozens  of  sorting  trac.ts. 
Radio  communications  are  used  extensively  in  switching  oper¬ 
ations,  and  the  station  contains  a  basic  locomotive  depot. 

The  station  has  a  freightyard.  Characteristic  incoming 
freight  includes-  grain,  petroleum  product?,  coal,  farm  imple- 
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ments,  textile  products,  lumber  and  motor  vehicles;  outgoing  — 
wool,  cottonseed  oil,  cotton  fiber,  livestock  products,  etc. 
Arys  contains  a  major  sorting  station  for  the  Kazalch  main 
line  and  is  located  in  the  Kazakh  SSR,  but  it  plays  an  impor¬ 
tant  part  in  the  operations  of  the  Tashlcent  Railroad.  The 
interregional  transport-economic  links  between  Uzbekistan 
and  the  European  part  of  the  USSR,  Siberia,  Kazalchstan  and 
the  Far  East  are  carried  out  through  this  station.  Ary s’ 
station  Is  located  at  the  junction  of  three  lines,  Tashkent, 
Turkestan  and  Chimkent.  Correspondence  toward  these  destin¬ 
ations  runs  through  AryS'  Station.  In  a  24-hour  period  dozens 
of  freight  trains  pass  through,  plus  many  transit  passenger 
trains  (both  directions).  At  the  station  freight  cars  are 
sorted  in  large  numbers,  tiralns  are  assembled  and  disassembled 
to  and  from  the  south,  nprth  and  west.  The  station  is  equipped 
with  electric  switch  centhalized  operations,  and  the  sloping 
freight  yards  are  completttiy  mechanized,  providing  automatic 
slowing  down  of  the  freight  cars.  The  sorting  tracks  are 
equipped  with  dwarf  Semaphores  and  loudspeakers.  Radio  is 
usSd  extensively  in  switching  operations.  Passenger  transit 
trains  through  this  station  according  to  a  schedule,  rapid 
malteup  and  breakdown  of  trains,  as  well  as  continuous  supply 
of  ice  to  refrigerator  cars  will  greatly  improve  operations 
on  the  Tashkent  main  line.  Steam-powered  cranes  mounted  on 
railroad  cars  with  a  hoist  capacity  of  18,  15  and  six  tons  are 
used  extensively  at  these  stations  for  loading  and  unloading 
operations,  as  well  as  loading  trucks,  electric  trucks  and 
other  equipment.  A  large  number  of  industrial  spur  lines 
join  these  stations  and  container  areas  are  provided. 

In  Uzbekistan  the  length  of  railroad  lines  during  the 
five  year  plans  has  increased  greatly.  In  1913  present  day 
Uzbekistan  had  1,300  km  of  railroad  lines,  while  in  1940  it 
had  grown  to  1,900,  in  1956  —  2,200,  in  58  —  more  than 
2,238  km.  The  density  of  rail  lines  per  100  square  km  in 
Uzbekistan  is  0.56  km.  In  view  of  the  construction  of  large 
industrial  enterprises  in  the  republic  the  length  of  general 
use  lines  has  increased,  but  also  industrial  spur  lines. 

The  organization  of  freight  shipments  between  railroad 
stations  and  major  industrial  enterprises  by  truck  is  extremely 
difficult  and  involves  tremendous  cash  and  material  expend!-  . 
tures.  Most  of  the  freight  flow  originates  at  industrlg.1 
enterprises.  Therefore,  during  the  five  year  plans  numerous 
spur  lines  were  built  from  railroad  stations  to  industrial 
enterprises.  The  rapid  development  of  industry  and  agricul¬ 
ture,  culture,  science,  and  art  on  the  one  hand,  and  the 
continuous  rise  in  the  standard  of  living  of  the  peoples  of 
Uzbekistan  on  the  other,  could  not  but  influence  passenger 
service.  In  1950  the  total  number  of  passengers  riding  the 
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Tashkent  railroad  was  8.7  million  persons,  in  1955  —  11.5 
million  and  in  1958  —  8.5  million.  The  increase  in  passenger 
service  was  aided  also  by  the  acquisition  of  all-metal  cars, 
an  Increase  in  train  speed  and  an  improvement  in  passenger 
services  en  route.  Before  the  war  the  Mp scow- Tashkent  passen¬ 
ger  train  took  five  days  and  nights,  after  the  war  four  days 
and  four  nights,  and  right  now  only  seventy- two  hours* 

This  is  a  result  of  Increasing  the  speed  of  trains  on 
individual  runs,  using  more  powerful  locomotives  and  rebuilding 
the  tracks,  as  well  as  decreasing  the  number  of  stops  and  time 
spent  standing  in  way  stations.  The  decrease  in  passenger 
service  volume  since  1957  is  explained  by  the  development  of 
improved  and  mote  comfortable  types  of  transport.  The  TU-104 
jet  passenger  plane  has  been  used  since  October  1956  for  long¬ 
distance  passenger  service.  A  decrease  in  rates  on  the  local 
airline  in  1956  and  1957  caused  a  shift  of  passengers  from 
rail  to  air  transport  and,  finally,  the  extensive  use  of 
comfortable  buses  between  cities  and  oblasts  led  to  a  decrease 
in  suburban  passenger  service  (Table  18).  The  decrease  in 
transit  passengers  since  1958  is  explained  by  an  increase  in 
the  number  of  flights  daily  on  the  Tashkent-Hoscow  jet  run 
and  other  lines,  as  well  as  a  rate  decrease  on  the  air  lines, 
passenger  flovf  in  the  republic  begins  chiefly  in  the  three  most 
highly  developed  regions  --  Tashkent  -Fergana  and  the  south¬ 
west.  The  primary  passenger  lines  in  the  republic  are  Tash- 
kent-Ur sat ’  yev skay a ,  Ursat '  y evskaya-ICokand-Andi zhan ,  Andl  zhan- 
Dzhalalabad  and  Ursat’ yevskaya-Samarkand-Kagan.  The  Tashkent- 
Ursat * yevskaya  railroad  section  has  the  greatest  frequency  of 
passenger  trains,  since  local  and  transit  trains  on  the  Tash¬ 
kent  main  line  pass  along  this  section.  The  main  passenger 
service  line  in  the  republic  is  Tashkent-Moscow.  Passenger 
service,  less  in  volume  in  comparison  with  the  Koscovr  line, 
is  offered  between  Tashkent  and  l-Iovo sibir.sk,  and  an  even  smaller 
volume  of  passenger  service  between  the  resort  areas  of  the 
Caucasus.  Suburban  passenger  service  had  developed  in  Tash- 
kentskaya,  Andizhan  skay  a-,  and  Samarkandskaya  oblasts.  An  im¬ 
provement  in  passenger  service  will  be  aided  by  the  reconstruc¬ 
tion  of  the  Tashkent  station,  which  began  in  1957 »  to  become 
completed  during  the  Seven  Year  Plan.  In  order  to  provide 
safety  and  convenience  for  passengers  a  tvro-way  tunnel  has 
been  dug  under  the  railroad  tracks  with  exits  onto  the  various 
platforms  and  the  station  building  itself.  The  importance  of 
the  Tashkent  passenger  station  is  quite  significant  in  organi¬ 
zing  passenger  service.  This  is  apparent  from  the  fact  that 
the  daily  number  of  passenger  trains  at  Tashkent  passenger^ 
station  is  30  pairs  of  trains  -—  express,  local  and  long-dis¬ 
tance  runs.  The  rapid  development  of  industry,  agriculture, 
the  culture  and  economy  of  Tashkentskaya  oblast  was  the  pri— 
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Lsgend  to  Table  1?  (on  pag'e  65)  t 
a  —  Unit  of  meaavirerflent 
b  Cair*  tunnovor 
c  CoMrnerolal  speed 

d  Aver'age  dally  freight  train  steam  locomotive  mi3.eage 
(including;  transfer  and  outgoing  trains), 
e  Same,  for  diesel ■  locomotives 
f  Average  daily  freight  oar  mileage 
B—  Ration  of  empty  mileage  to-  loaded 
ii  —  Dynamic  por-axle  loaded  car  load  ■  ' 
i  -  average  gross  freight  train -v/elght'  .  ' 

.3  24  hours  ■ 

k  —  icm/hr- 
1  .  ton 

“■irigUres  from  the  Accounting  Section  of  the  Tashkent  Rail¬ 
road.  •  ■  - 

‘  ; 

Te.ble  18 


Passenger  Service  by  Category  in  1955- 195S,  1000  persons* 


BhAU  COOdmeKHS 
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1 
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1201,8 

1199,5 

npHropoAHoe  cooduieKKe 

3602,5 

2771.2 

oaaa  a 

teUVwf  0. 

2510,3 

MecTHoe  cotXSmeHHe 

4950,7 

4288,5 

3562,1 

no  BCeM  COOdlUeHHBM 

9635.1 

8162,1 

7372»6 

6776,7 

nepeseacHO  naccancHpoB  no  Bceu 
'  cooCmeiiHBM 

11553,8 

....  ... 

10078,6 

9453,5 

8029,0 

a  Passenger  arrivals  direct  service, 
"d  —  Transit 
C  -  Departures 
d  --  Direct  service 
e  --  Su'bux’ban  service 
f  —  Local  service 


g  All  c-ategories 

-Total  passengers  for  all  categories 
-^-Figures  from  the  accounting  section  of  the  Tashkent  Rail¬ 
road*. 
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mary  cause  for  the  rapid  increase  in  suburban  passenger  ser¬ 
vice.  The  basic  suburban  sections  on  the  Tashkent  railroads 
are  Tashkent-Syrdar’ inskaya,  Tashkent-Angren,  Tashkeht- 
Barrazh;  Andizhan-Tentyaksay *  Karshi-^Kitab,  etc.  Every  24 
hours  there  are  seven  suburban  train  arrivals  and  departures 
at  the  Tashlcent  passenger  station*  Rail  transport  has  played 
a  great  part  in  the  mighty  upswing  in  the  Socialist  economy. 
During  the  Fifth  Five  Year  Plan  motor  vehicle  transport  has 
been  extensively  developed  for  maximum  satisfaction  of  the 
growing  requirements  of  industry,  agriculture  and  the  general 
public  for  trucking  services.  Further  development  of  the 
Soviet  automotive  Industry  has  increased  the  influx  of  new 
trucks  to  the  republic.  The  total  number  of  trucks  and  buses 
has  Increased,  which  has  aided  in  increasing  the  freight  and 
passenger  service  volume.  The  total  number  of  trucks  increased 
1350^  during  the  fifth  Five  Year  Plan,  buses  250^5,  freight';, 
hauls  increased  2200^,  freight  turnpver  1500%,.  bus  passenger  , 
service  runs  almost  600%  and , passenger  turnover  more  than  500'%* 
Freight  and  passenger  taxi'S  also  increased  operations,’  and 
the  1955  volume  totalled  2'6-, 200  paid  passenger-km  and  6, ■’837.",  ' 
paid  ton/lon.  Together  With  the  increase  in  number  of  yehlcles, 
the  road  system  Improved.  During  1950-1955  the  Zeravshanskiy 
Highway  was  built  and  partially  reconstructed  on  the  Samarkand- 
Kattakurgan-Navoi  (Kerminye)-Kzyltepe  Section.  In  1952-1954 
the  Nukus-Khalkabad  road^ landing  (with  branch  to  Takhiatash) 
in  the  Karakalpak  ASSR  was  built.  In  1955-1956  construction 
was  completed  on  the  following  section  of  the  Karakalpak 
Highway:  Khalkabad-Chimbay.  The  KarakSlpak  Highway  runs  from 
the  city  of  Turtkul'  along  the  right- bank  of  the  Amu-Dar*ya 
through  Blruni,  Jukus  to  Chirabay,  Karauzyak  and  Takhtakupyr. 

The  road  then  runs  to  the  northeast  to  Kzyl-Ordy  in  the  Kazakh 
SSR.  . 

In  the  Fifth  Five  Year  Plan  and  subsequent  years  both 
truck  and  bus  operations  improved.  An  increase  in  the  number 
of  bus  runs  was  furthered  by  the  building  of  comfortable  buses. 
In  1957  construction  began  on  new  buses;  the  ZIL-158  at  the 
Moscow  Motor  Vehicle  Plant  imeni  Likhachev  and  the  LAZ-695  at 
the  L' vov  plant.  These  buses  have  a  large  seating  capacity, 
are  laid  out  better,  have  better  ventilation  anda  number  of 
other  advantages  over  the  ZIL-155  bus.  Substantial  changes 
have  taken  place  in  recent  years  In  automobile  construction, 
in  1956  the  Moscow  compact  vehicle  plant  began  producing  the 
Moskvlch-402.  In  1957  mass  production  began  on  the  Volga. 

In  1956  testing  was  successfully  conducted  in  Tashkent  on  the 
32— seat  bus  from  the  Moscow  Likhachev  Plant.  At  the  beginning 
of  1956  bus  service  began  between  Fergana-Yaz’'yavan-Dzhumashuy- 
Tyuryakurgan  and  Famangan.  This  line  runs  along  a  newly  built 
road  through  the  Central  Fergana,  extending  100  km.  Later 
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comfortable  buses  began  to  run  along  the  following  routes: 
Khatyrchl-l^angar,  Kattakurgan-Zirabulalc,  Denau-Saryassiya- 
Shargun' ,  Serovo-Mitan-Sokh.  In  1955  "bus  service  increased 
significantly  between  the  cities  and  villages  of  Uzbekistan. 

In  the  second  quarter  of  1956  a  'new  line  opened*  joining  Samar¬ 
kand  with  Bukhara,  later  the  Samarkand-'Dagb it- Che lek- Narimanov 
Line,  GAZ-12  and  M-20  taxis  operate  on  lines  linlcing  Tash¬ 
kent  with  Ghirchik,  Chimkent,  Samarkand  arid  iilmalyk.  In  1957 
the  ZIL-127  bus  began  to  run  along  the  Tashkent-BUkhara  and 
Tashkent-Yangiyer  and  Tashkent-Fergana.  ..tine.  Close  economic 
ties  between  the  fraternal  Central  Asian  republics  also  had 
an  effect  on  bus  service,  .  In  1958  bus  service  was  set 
up  between  Samarkand  and  FyandShikentj  fetalinabad  and  Termez 
(via  Denau) ,  Urgenph*Terhauz»  etc*,  Fartoing  of  the  Golodnaya 
Steppe  also  furthered  an  tticrSase  irl  the  Uzbek  road  system. 

By  the  spring  of  l95t  52  of*  new  hoads  had  been  built  on  the 
steppe  and  a  truck  and  auto  depot  had  been  set  Up.  By  1959 
more  than  115  kilometers  had  been  built..  Farming  of  the  Golod- 
naya  Steppe  also  caused  a  necessity  of  setting  up  bus  service 
along  the  Tashkent-Yangiyer  route,  which  to  a  great  degree 
increased  the  frequency  of  bus  service  along  the  Tashkent- 
Ursat’yevskaya  road.  In  the  period  under  study  Uzbekistan 
became  covered  with  a  network  of  bus  routes.  In  1958  the  total 
length  of  bus  routes  in  the  republic  was  14,000  km.  The 
most  heavily  traveled  bus  routes  are  Tashkent-Yangiyer,  l4l  km 
long,  Tashkent-Samarkand —  340  km,  Bukhara- Gizhduvan  —  47.5 

km,  Tashkent-Angren  —  114  km,  Tashkentr-Chlrchik - 30  km, 

Andizhan-Voroshilovsk  —  58.5*  Namangan-Dzhumanshuy  —  35km, 
Kokand-Tashkent  —  230.4,  Ferga-na-Kokand  —  101  km,  etc. 

Bus  routes  not  only  interconnect  large  cities:  they  also  join 
all  oblasts  of  the  republic  with  their  oblast  seats.  In 
addition,  almost  all  oblast  rayon  seats  are  also  interconnected 
by  bus  routes.  For  example,  Ferganskaya  oblast  contains  18 
bus  route s5,  Samarkandskaya  —  34,  Khorezmskaya  —  12,  Tash¬ 
kent  skaya-  —  62,  etc.  In  1958  there  were  a  total  of  234 
bus  routes  in  the  republic,  along  which  ran  600  buses,  and 
passexiger  service  totalled  1,448  million  passenger-km.  Modern 
and  comfortable  ZIL-155,  ZIL-127  and  LPZ-695  buses  have  been 
placed  on  the  republic’s  bus  lines  (Table  19). 

The  ZIL-127  bus  was  designed  for  interurban  long  dis¬ 
tance  passenger  runs.  In  1952  the  Toytyube-Akhangaran  road 
was  partially  reconstructed,  and  in  1956  the  construction  of 
this  road  was  completed  up  to  the  city  of  Angren,  The  Tash- 
kent-Akhan,'^aran-Almalyk-Angren  road  is  hard  surface  all  the 
way  and  is  used  extremely  heavily  for  trucking  and  bus  service, 
lightening  considerably  the  load  of  the  Kzyltukumachi-Angren 
Railroad  line.  In  order  to  satisfy  the  transport  needs  of 
the  Fergana  Valley  the  road  system  was  extended  here  also. 


-74- 


Tf'ble  19 
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In  1953-1954  new  roads  were  built  through  the  new  farm  lands 
of  the  central  Fergana;  Margelan?Yaz"yavan,  Yaz”yavan-Nasret- 
dinbek,  Dzhumashuy-Karakalpa,k  Station,  Stalino-Fasretdinbek, 
Yaz"yavan-Shakhandakly  Bridge,  ^tc*  Considering  the  constantly 
increasing  volume  of  service  and  the  high  degree  Of  traffic 
intensity,  in  1954-1955  the  approach  roads  to  Tashkent  along 
the  Chirchik  and  Khilkov  highways  were  hard- surfaced.  The 
shortest  route  between  Lenipabadskaya  Oblast  and  Tashkent  is 
the  Tashkent-Lenlnabad  road,  which  follows  the  iilmalyk  Road 
in  the  Tashkent-Toytyube  section;  The  road  runs  via  Pskent 
and  near  the  village  of  ICxakaral  enters  Leninabadskaya  Oblast. 
The  road  is  not  only  important  for  suburban  service  but' also 
for  maintaining  economic  lipke  between  Tashkentskaya  oblast, 
Leninabadskaya  Oblast  and  th®  Fergana  Valley. 

Table  20 

Technical-Economic  Vehicle  Use  Indices  for  Trucking 
Operations  of  the  Ministry  of  Motor  Trans¬ 
port  and  Roads  Uzbek 


Index 

Vehicle  use  coefficient 
Mileage  use  coefficient 
Tonnage  use  coefficient 
Average  run,  km 

Average  daily  vehicle  mileage,  km 
Workday  schedule,  hours 
Output  per  registered  vehicle,  ton 
In  t/km 

Trucking  costs,  kopeks  per  t/km 


1950 

1955 

0.51 

0.53 

0.57 

0.56 

0.94 

0.96 

22.6 

16.6 

129.6 

171.0 

10.5 

10.7 

578  1103 

l30l6  17603 

8.16  5.58 


*Figurea  of  the  planning- Economic  Section  of  the  Ministry 

In  the  period  under  study  interrayon  and  interkolkhoz 
roads  were  improved,  and  total  mileage  of  improved  dirt  and 
graded  roads  was  increased.  The  total  length  of  union,  re¬ 
public  and  local  roads  in  Uzbekistan  by  the  end  of  1955  was 
27,800  km.  The  extension  of  the  road  system  with  hard  surface 
roads  aided  in  handling  not  only  the  increased  freight  flow 
but  also  resulted  in  an  improved  vehicle  use  (Table  20). 

As  is  apparent  from  Table  20  the  technical-economic  indices 
in  the  period  under  study  were  improved.  An  improvement  in 
the  condition  of  roads  was  one  of  the  factors  in  decreasing 
tracking  costs.  During  this  period  passenger  bus  service 
costs  decreased,  as  well  as  taxi  operational  costs.  The 
cost  of  hauling  passengers  by  bus  decreased  from  1.09  kopeks 
per  passenger— km  in  1952  to  0.62  kopeks  in  1955,  and  the 
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cost  of  taxi  operation  dropped  from  9. 3*^0  kopeks  per  km  to 
7.42.  In  five  yearp  the  cost  of  trucking  decreased  by  almost 
2.6  kopeks  per  t/km^  The  decreased  cost  is  due  to  an  improved 
utilization  of  the  carrying  capacity  of  the  trucks,  the  use 
of  truck  trailers,  good  service  and  maintenance,  improvement 
in  roads,  as  well  as  skillful  handling  of  trucks.  An  improve¬ 
ment  in  vehicle  utilization  was  aided  by  an  improvement  in  the 
theory  of  motor  vehicle  operations.  Various  theses,  rules, 
and  standards  were  v/orked  put  and  ratified,  which  aided  in 
regulated  in  planning  and  organization  of  trucking,  operations, 
mutual  responsibility  of  transport  organizations  and  clients, 
improved  organization  of  service  and  maintenance.  The  building 
of  good  roads  aided  in  increasing  interurban  passenger  bus 
service  by  400^*  A  concentration  of  large  industrial  enter¬ 
prises  and  schools,  as  well  as  the  population  growth ’ sharply 
increased  urban  bus  service.  This  service  increased  580jS 
during  the  period  undejc*  study.  In,  1955  centralized  truck 
delivery  of  mass  freight  began.  The  essense  of  centralized- 
shipments  consists  in  the  fact  that  the  organization  of  truck¬ 
ing  and  vehicle  operations  are.  carried  out  by  a  sii^le  motor 
vehicle  transport  enterprise  according  to  a,:  previously  worked 
out  schedule,  the  loading  of  the  vehicles  is:  handledby  the 
shipper,  and  the  unloading  by  the  consignee*  Operational 
expenses  are  paid  by  the  shippers  or  the  transport  enterprise. 
The  main  feature  of  centralized  shipments  consists  in  the 
fact  that  they  free  the  consignee  from  a  function  which  is 
not  inherent  to  him  —  goods  delivery i,  as  a  result  of  which 
he  can  devote  all  of  this  attention  to  primary  production  ac¬ 
tivities.  Due  to  the  fact  tha,t  in  organization  of  central¬ 
ized  shipments,  loading  and.  unloading  are  handled  by  the 
shipper  and  consignee,  there  is  no  necessity  to  take  loaders 
and  agents  along  in  trucks. 

This  progressive  method  made  it  possible  to  improve 
the  transport  process,  particularly  the  introduction  of  dis¬ 
patchers  and  trucking  schedules.  The  introduction  of  central¬ 
ized  shipments  aided  in  improving  vehicle  use;  long  periods 
of  standing  around  by  trucks  awaiting  loading  was  curtailed, 
and  labor  productivity  of  truck  drivers  was  increased,  and  the 
number  of  trucks  necessary  for  handling  a  given  quantity  of 
freight  was  cut  down,  as  was  the  number  of  expediters,  and 
trucking  costs  decreased.  Centralized  truck  shipments  in  the 
Uzbek  SSR  in  1955  totalled  9.0  million  tons,  and  in  1958  — 
24.4  million.®  The  centralized  system  of  truck  shipments  in 
comparison  with  goods  delivery  by  the  trucks  of  the  consignee 
provides  for  the  same  volume,  of  goods  transfer  an  increase 
in  labor  productivity  of  150  to  ZDO^  in  all  areas  o  f  the  trans¬ 
port  process  (loading,  transfer,  accompaniment  and  unloading), 
and  a  decrease  in  trucking  costs.  In  1958  all  cotton  cleaning 


-77- 


mills  in  the  republic,  the  majority  of  meat  and  fat  combines 
and  brick  works,  all  construction  organizations  (3-lavtashkent- 
stroy,  etc,,  vrere  served  by  centralized  trucking  operations. 
Since  general  use  vehicles  are  all  owned  by  specialized  truck¬ 
ing  enterprises,  with  the  same  operations  conditions  they 
provide  higher  vehicle  use  indices  and  a  great  decrease  in 
trucking  costs.  In  spite  of  the  definite  savings  caused  by 
centralized  shipping,  the  ratio  of  this  form  of  trucking  in 
total  drayage  operations  is  too  low.  In  1955  the  percentage 
of  centralized  trucking  operations  was  13»1»  and  in  1958  — 
18,2.  For  the  extensive  application  of  centralized  trucking 
operations,  great  importance  is  attached  to. "the  setting  up 
of  mechanized  quarries  in  Fergana,  Andizhan,  Famangan,  Samar-r 
kand  and  Bukhara,  the  timely  dispatch  and  loading  of  freight 
by  shippers,  a  decrease  in  rates  for  hauling  freight  by  public 
trucking  enterprises  and  a  further  unification  of  motor  vehi¬ 
cle  facilities  of  all  ministries  and  departments  within  the 
system  of  the  Uzbek  SSR  Ministry  of  Motor  Transport  and  Roads, 
Public  trucking  operations  wei^e  further  developed  in  1958  and 
in  subsequent  years.  SeFenty*«foUr  trucking  firms  handled 
fiJ'eight  operations  in  1956 i  jolhed  into  oblast  trusts  and  the 
Karakalpak  ASSR  Ministry  of  Motor  Transport  and  Roads,  In 
1956  the  transport  firms  were  broken  up  into  the  followihg 
specializations:  35  handling  trucking  operations,  2  in  buses, 

4  with  ta:!ls  and  33  mixed.  The  further  development  of  the 
economy  of  the  republic  led  to  an  increase  in  trucking  opera¬ 
tions  and  bus  service  (Table  21), 


Table  21 


Trucking  Operations 
For  the  Uzbek  SSR  Ministry 


and  Bus  Service  Volume 
of  Motor  Transport  and  Roads 


Trucking  operations: 

a) by  tons,  million  t 

b)  by  t/km,  mil.  t/km 
Bus  service: 

a)  by  passengers,  mil. 

b)  by  passenger- km,  mil 

passenger- km 
Taxis,  million  paid  pas¬ 
sengers/km 

Freight  taxis,  million 
paid  t/km 


1956 

1957  . 

1958 

30.0 

34.7 

43.7 

394,7 

490,4 

584.0 

persons  177.7 

162.4 

187.8 

1051.0 

1195.6 

1520.4 

27.3 

19.1 

21.8 

12,5 

18.8 

18.2 
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As  the  table  Indicates,  trucking  in  t/km  in  1949  in¬ 
creased  by  almost  50^,  bus  service  also  increasing  by  50%  in 
comparison  with  1956.  The  Increased  volume  of  service  was 
handled  by  increasing  •  the  number  of  vehicles,  improving  roads 
and  expanding  the  road  system  with  hard  surface  roads.  In 
addition,  an  improved  utilization  of  motor  vehicles  by  the 
ministry  was  of  importance  (Table  22).  Sms-11  departmental 
motor  pools  existed  in  the  republic  before  the  organization 
of  public  trucming  and  bus  facilities*  Ehch  state  enterprise 
created  its  own  motor  pool.  There  are  many  in  the  republic; 
the  majority  are  smalli  In  small  motor  pools  vehicles  are 
used  extreraely  inefficiently  (Table  23)  • 

In  comparing  the  figures  of  Table  22  and  Table  23  the 
Inefficiency  of  small  departmental  motor  pools  becomes  quite 
evident.  Experience  has  shown  that  in  small  motor  pools  the 
vehicles  are  not  used  efficiently.  Each  customer  receives 
goods  from  the  supplier  independently.  Frequently  trucics  stand 
around  vfaitlng  to  be  loaded,  and  empty  runs  are  made  since  it 
is  impossible  to  load  the  trucks  with  return  hauls.  This  is 
due  fco  the  fact  that  the  trucks  belong  to  one  enterprise'  and 
the  freight  to  anothei"'.  The  mileage  use  coefficient  here  does 
not  exceed  0.51,  and  output  per  registered  vehicle  ton  is 
700  tons  and  9000  t/km  on  the  average  per  year  viithacost  of 
7 .0-8.0  kopeks  and  more.  Reorganization  of  the  management 
of  industry  and  construction  carried  out  at  the  initiative  of 
the  Party  created  favorable  conditions  for  improving  transport 
operations.  A  shift  from  former  organizational  forms  of  admin¬ 
istration  --  via  branch  industries  and  departments  to  new 
forms  of  administration  —  according  to  the  territorial  prin¬ 
ciple  through  sovnarkhozes  --  creates  conditions  for  elimina¬ 
ting  small  departmental  motor  pools  and  enlarging  average  ones, 
which  will  make  it  possible  to  improve  planning  in  trucking 
operations  and  increase  the  ratio  of  public  use  trucking.  The 
organization  of  sovnarkhozes  and  large  units  under  them  further¬ 
ed  a  more  efficient  utilization  of  available  vehicles  (Table 
24) . 

The  sovnarkhozes  of  the  republic  had  at  their  command 
a  large  number  of  vehicles.  For  example,  the  Tashkentslciy 
Sovnarkhoz  had  several  thousand  trucks.  The  high  cost  of 
trucking  in  the  Karakalpak  sovnarkhoz  is  due  to  the  poor  con¬ 
dition  of  the  roads.  A  futher  amalgamation  of  truck  facili¬ 
ties  and  the  extensive  application  of  centralized  shipping 
operations  will  enable  us  to  make  efficient  use  of  the  advan¬ 
tages  of  the  socialist  planned  system  of  economy  in  the  repub¬ 
lic,  The  great  increase  in  the  republic  o^^  trucking  (trucks 
haul  2-|  times  the  amount  of  freight  hauled  by  the  railroads 
and  waterways)  and  the  availability  of  highly  skilled  workers 
and  engineering- technical  personnel  have  created  a  very  real 
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Table. 22 


Teclxoi  cal-EcoKomi c  to 
"O'Ort  O'peratj.one  Indices  for  the 


'  Vehicle  Trans- 
Ministry  in  195e- 


noKumM 


H  KoM^MUKCii  .'  TeXHN^eCKOfl 
,  rf/rotHO; 

;  Kor^titpieHi  iv:  ik  -t  yicr^HUtl 

nxmca*  % 

C  K09f4MltiMKf  IICn<M.'fe;}OBuiiM' 
fomiiXKi  (tMSiv  HMocn),  % 
f  K(n4#iiuii«HT  McaaikaoBaHMl 
npoOert.  % 


p0'Mm  j^iknero  ani.  hhc 

0  ‘ 

h 

A 


(n«ce.  necTO): 

а)  B  m  (iMce.  mccto) 

б)  B  ■m/ftm  (tucc/tcjt) 
Ce6ecTv>t(MOCTh  nepeBOBMi 

1  m/tejn  (1  Mcc/iiM)t  Kon. 


ticrpmiiie  "BPtBOBNM 

rcHue  nepBBosiw 

1956 

1967 

1068 

1056 

1057  {  1058 

0,716 

0,713 

cIV  HBir 

0.816 

0,807 

CB.  Her 

9.606 

0.52 

0^54 

0,664 

0.632 

0,646 

0,956 

0.982 

0,99 

0,848 

0,88 

0,845 

0.543 

0.548 

0,53 

0.947 

^.054 

0»94^ 

1^ 

189, e 

186,7 

258,2 

241,2 

253,2 

10.7 

10.7 

io.i 

18.4 

13,3 

13,2 

1340 

1396 

1500^5 

7700 

6860 

CB.  HCt* 

17388 

19392 

20166,6 

46450 

46810 

47712 

5.2 

5.  to 

6,30 

6,1 

6,1 

6,5 

'/o’,.i.iclc  GO'i  ^  it i OP  coef'.C"’!  c -ent  (  for 

i  --  .i'ot.',  1  vehicle  ufoft  GOP.?’’i'’icient, 
c  --  .L'onra^-c  ntiliKatinn  ooetricievit,  ,,j 
i  —  'h-leaft.  ntilioatio:.;  coefficient,  h 
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e  --  ..vev'p..]  s  d.i-'.lly  ..’.ileayc,  ka 
f  — Sdielul:; ,  'ioura 
.  —  Cutout  r-vr  vehicle  (seat) 
h  —  In  t  (sect) 
i  —  In  t/>-!  ( pas se er/:on) 

;i  —  Cost  -oor  t/'cri  (■paS8eni;;er-.'^lcu;)  ,  ■.rops'cB 
— -  'Truo  'ln,'" 

1  --  iua  oervico 


Leyend  to  Table  23  ( rollovrinr’  page)  ; 

--  Kotor  pool  gr>oupo  (no.  of  vehicles), 
b  —  Vehicle  ■utilisation  !.oef'ficlent 
c  --  Vehicle  mileage  use  coefficient 
Load  oapaci'by  use  coefficient 
c  Productivity  per. average  reaiat'^red  vehicle  ton 

f  -r.  Ton 

T  t/km 

'A  —  Cost  per  t/k.m,  kopeks 
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Table  23 


Prin:ary  ilotox’  Vehicle  Utlliaatlor.!  Iri(3ioeG  in  Small  De- 
pai’-brsiental  Motor  Pools  Uzbolc  SBR  for  1957 


lyivni 

ftSTOq^MCt  < 


3«<>4 

6*0 

t0-.2t 


887a»t 

8474,3 

10148:4 


■  Table'  24' 


UzbO'C  SSR  Sovnai’lchoz  Truck  Use  indices  for  1953'*^ 


a  liaillHMOMBft 


4T«iiiiKtitTCici|t  68,6 

4>q^Reudl  86,4 

(^CuMiNUiiacKvi  88,6 

<foxiveiciSr  63,0 

f  Kil>e«uiuiK< 


npONHKUtKtMlf  Ce8c- 

KOCTfc  lit  t  ^MXKt*  CTOK- 

cimcMqrit  ttio*  iMCit 

Mpt- 

I.  I  tOtOK 


2306»3 
1828,4 
iOiUO  j 
708,! 


13n6,5 

isrtolo 

12378,6 

8967»6 


838,3  7488,7 


i;'a!:.e  of  covnarkhoz 

Tashkcntskiy 

Fer^anckiy 

Sruiiari  jauOiG  ;iy 

bukharo;:ij 

Kr'  r?.'-!-'  lpr'.ka’<l  Y 

True’’,:  use  coefficient 


Ic  Ton 

1  —  T/km 

m  True kino  cost  per 

t/:cui,  kopek 


icnrak!-'ror’.ka’<lY  '••'(•Piyur'ec  of  the  Oentral 

True’’,:  use  coefficient  Statistical  Admin  3  strati  on 

■■■'llea;-,e  us-e  coefficient  of  the  Uzbek  SBR  Oouncll  of 
Load  capacity  use  coefficie5:!t  Ministers, 

Output  ncr  avera''e  re''ict.''red  vehicle  ton 


possibility  of  organizing  motor  vehicle  and  truck  trailer  pro~ 
duction  in  Uzbekistan.  ' 

Considering  the  requirements  of  the  further  development 
of  industry,  agriculture  and  transport  in  the  republic,  the 
USSR  Council  of  Ministers  in  October  1956  adopted  a  decree 
on  the  organization  of  the  production  of  truck  trailers  and 
motor  vehicle  spare  parts  here.  A  new  plant,  Tashavtomash,  , 
was  organized  on  the  basis  of  Tashkhlopkomash  No  1  plant i  In 
1958  the  Tashavtomash  Plant  began  to  produce  new  PAS-Too 
automatic  dumping  trailers  for  hauling  raw  cotton.  Trailer 
production  is  very  Important  to  the  republic's  economy.  In 
1957  ti*ailer  hauls  in  the  republic  totalled  1,292,000  tons, 
and  in  1958  l>8t8,500  tpns,  3331500  hnd  395»000  tons  of 

which  were  handled  by  the  Ministry  of  Motor  Transport  and 
Roads  Uzbek  SSR*  A  Study  Of  this  problem  shows  that  of  ten 
truck  trusts  of  the  mihlSti^»  three  —  Tashkent,  Samarkand, 
Fergana  —  hauled  moat  of  the  tonnage.  Other  trusts,  par-* 
ticularly  the  iChorezm,  Karakalpak,  Bukhara,  Surkhandar'ya  are 
making  poor  use  of  trailers.  The  use  of  trailers  will  make 
it  possible  to  decrease  hauling  costs  20-30^,  since  it  cuts 
down  the  cost  per  unit  of  transport  operations.  The  job  of 
truck  transport  workers  is  not  only  the  observance  of  fuel 
consumption  vrithin  the  established  standards,  but  also  measures 
providing  for  a  constant  decrease  in  fuel  consumption  and 
lubricants,  that  is  savligs.  Savings  in  fuel  and  lubricants 
is  of  economic  importance  not  only  as  one  of  the  means  of 
decreasing  the  coat  of  motor  vehicle  transport,  but  also  as 
savings  in  short  supply  materials.  Even  small  savings  in  these 
materials  on  each  vehicle,  multiplied  by  thousands  of  vehi¬ 
cles,  saves  hundreds  of  tons  of  fuel  in  the  economy.  The 
road  system  should  further  an  extensive  use  of  trailers.  If 
the  condition  of  roads  is  good  and  the  surface  is  not  broken 
up,  the  use  of  trailers  is  possible  even  on  unpaved  but  graded 
roads.  Studies  of  the  road  system  in  the  republic  show  that 
as  a  result  of  the  rapid  development  of  the  productive  forces 
of  the  economic  regions  of  the  Uzbek  SSR  it  will  be  necessairy 
to  increase  the  network  of  good  roads,  particularly  in  the 
/=mu-Dar’ya  Basin,  which  will  aid  in  cutting  transport  costs 
in  the  economy.  The  use  of  trailers,  as  stated  above,  is 
possible  also  on  unpaved,  graded  roads.  However  tra-ilers 
on  these  roads  are  used  only  in  the  summer,  when  there  is  no 
precipitation.  Dirt  roads,  including  graded,  during  atmos¬ 
pheric  precipitation  are  subjected  to  "wet"  damage  effects, 
and  in  the  summer  —  "dry".  This  limits  the  use  of  trailers. 
Therefore,  for  the  efficient  use  of  trucking  and  trailers 
and  a  decrease  in  transport  costs  it  is  necessary  to  improve 
the  condition  of  roads.  Trucking  in  the  republic  increases 
from  year  to  year,  but  repair  and  service  facilities  are 
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lagglns  behind  the  growth.  This  hinders  an  efficient  utili¬ 
zation  of  trucking. 

For  many  years  the  republic's  vehicles  were  split  up 
in  small  motor  pools,  which  led  to  the  development  of  small, 
poorly  equipped  auto  repair  shops  in  the;,  garages  of  enterprises 
and  offices.  .On,  1  January  1958  they  totalled  more  than  350. 
Small  motor  pools  must  handle. even  major  repairs  in  these 
shops,  vrhich  leads  to  excessive  expenses  and  trucks  stand 
around  during  repairs  or  waiting  for  them..  For  the  efficient 
utilization  of  trucking,  alongside  an  amalgamation  of  motor  ■ 
pool  facilities,  it  is  essential  to  expand  motor  vehicle  repair 
Industrial  enterprises,,  ^-^hich  arc  dispersed  among  many 
ministries  and  departments^., ^  Ihe  fragmented  nature  of  truck 
distribution  and  trucking  enterprises  malces  it  impossible  to 
utilize  the  unit  repair  method’,' whidh  requires  the  formation 
of  a  permanent  working  unit  reserve;  at  small  enterprises,  and 
motor  pools  such  a  fund  cannot  b'e’' formed.  Auto  repair  indus¬ 
trial  enterprises  oi'  the  .ministry  and  departments  are  located 
chiefly  in',  Tashkent  and'  Thshlcentskaya  Oblast' which  is  really 
Intolerable,  since  due. to' the  lack  of' auto  repair  enterprises 
in  all  oblasts  of  the  republic,  trucks  to  receive  major  repairs 
must  be  hauled  by  rail  ’800-1200  km:  to  Tashkent  br'  Tashkentskaya 
Oblast.  To  satisfy,  the  requirements  of  motor  pools  and  repair 
enterpx'ises  ,for  spare  parts  and  standard  specifications  for 
trucks  it  is  essential  to  specialize  various  plants  or  shops 
in  motor  vehicle  repair  plants  in  the  production  of  these 
spare  parts  and  standard  specifications,  freeing  truck  repair 
enterprises  from  producing  them.  The  concentration  of  large 
Industrial  enterprises  and  schools  in  such  large  cities  as 
Tashkent  and  Samarkand  have  determined  in  these  cities  a 
great  population  growth  and  development  of  mass  public  transit 
—  streetcar,  .trolleybus  and  bus,  without  vjhich  the  existence 
of  modern  cities  is  ’unthinkable.  Transit  facilities  in  Tash¬ 
kent,  Samarkand,  Andizhan,  Fergana  and  o’ther  cities  is  of  great 
socio-economic  importance.  The  presence' of  any  given  type 
of  transport  influences  the .distribution  in  the  city  of  enter¬ 
prises,  offices,  -residebtiai  sections,  schools parks,  thea¬ 
ters,  etc.  The  gpeat  population  boom  in  Tashkent  and  Samar¬ 
kand'  in  the  last.,  20’ years  in  the  main  cause  of  the  creation  of 
a  stable'  passenger  flpw,-  which-  made  it  advisable  first  to  or¬ 
ganize  streetcar  and  'then  trolleybus  service.  Streetcar  lines 
-in-  Tashkent  -and  Samarkand  interconnect  the  various  rayons  of 
the  city.  In  1959  in  Tashkent  the  total  length  of  streetcar 
lines  was  173.81  km,  with  11  streetcar  trains.  During  the 
Fifth  Five  year  Plan,  Tashkent  streetcar  facilities  were 
joined  by  ne’'.f  powered  and  trailer  cars,  designed  more  comfor¬ 
tably  for  their  passengers.  In  August  1956  new  and  comfortable 
streetcars -were  delivered  to  Tashkent  from  the  German  democratic 
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republic.  The  cars  are  equipped  with  a  supplementary  source 
of  pbwer,  which  malces  it  possible  to  light  the  car  in  case  of 
temporary  power  shutoff  from  a  substation.  During  the  Fourth 
Five  Year  Plan  trolleybuses  began  service  tn  Tashkent.  Trol¬ 
leybus  lines j  as  streetcar  lines^  interconnect  the  outlying 
rayons  and  pass  through  the  central  streets  of  the  city.  By 
1950  the  number  of  trolleybus  linieB  was  increased  to  four. 
During  the  Fifth  Five  Year  'Plan  rfew  trolleybus  lines  were 
inaugurated  and  existing  ones  were,  extended.  On  6  ijovember 
1954  the  sixth  trolleybus  line.went  into  service*  In  order 
to  improve  living  conditions  for'workers  and  improve  facili¬ 
ties  in  the  city  of  Tashkeht.  thq  Ute  Council  of  Ministers 
in  1958  decided  to  Carry  oUt,  in- 195$‘^l960  a  number  of  measures 
for  the  development  of  urbah  tr.fti^sli,  including  the  layout 
of  .  20  km  of  new  trolleybus  lineb',*  ,  Enlargement  of  the  city, 
chiefly  through  the  constructioilbf  new  multistory  apartment 
and  other  buildings,  the  opening  of  new  schools,  building 
of  plants  and  factories,  constituted  the  primary  factor  for 
increasing  the.  number  and  length  of  both  trolleybus  and  street¬ 
car  lines.  In  1955  more  than  70  km  of  trolleybus  lines  ran 
along  the  central  streets  of  Tashkent,  while  in  January  1959. 
the  number  increased  to  107.2.  During  the  Fifth  Five  Year 
Plan  and  in  subsequent  years  streetcar  lines  also  extended 
further.  In  1959  streetcar  passenger  transfers  increased 
10^  and  trolleybus  transfers  —  130^  in  comparison  with  1950. 

The  increase  in  the  volume  of  passenger  transfers  by 
streetcar  and  trolleybus  in  the  city  of  lashkent  is  due. to 
the  rapid  development  of  the  city,  extension  of  both  streetcar 
and  bus  lines,  the  addition  of  new  streetcars  and  trolley¬ 
buses.  The  somewhat  decreased  volume  of  streetcar  passenger, 
transfers  is  due  to  the  rapid  .growth  of  bus  service  in' 

Tashkent.  In  1958  there  were  34  bus  lines  in  Tashlcent  and 
the  total  volume  of  passenger  service  was  100.5  million  per¬ 
sons,  while  in  1959  the  number  of  bus  lines  was  increased  to 
43,  and  passenger  service  to  105  million. 

During  the  Fifth  Five  Year  Plan  the  river  fleet  was 
joined  by  new  vessels.  The  freight-passenger  fleet  .received 
the  diesel-powered  Przheval’ skiy  and  Dzhambul,  the  self-pro¬ 
pelled  cargo  fleet  was  joined  by  Navoy,  Tfutuzov,  SB-1,  SB-2, 
SB-4,  SB-6,  etc.  These  new  vessels  made  it  possible  to  handle 
the  Increased  volume  of  cargo  shipments.  In  1955  569,000. 
tons  of  cargo  was  shipped  into  the  Uzbek  SSR  and  661,0.00  tons 
shipped  out.  Increased  freight  shipments  demanded  the  develop¬ 
ment  of  mechanization  of  loading  and  unloading  operations  and 
an  improvement  in  shore  facilities.  Three-five  ton  truck 
cranes  are  now  used  for  transferring  freight  from  truck  to 
ship  and  vice  versa,  KATI,  DT-54  tractors  and  4000  m  loader 
cars  for  heavy  freight.  For  dry  cargoes,  as  well  as  cottoh- 
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seed,  type  T-45  and  T— 46  transporters  are  used,  15  and  80  m 
in  length  respectively.  In  addition,  Sharlauk  Landing  was 
built  for  improving  freight  operations,  with  a  railroad  spur 
line  from  Pitnyak  Station  on  the  Ashkhabad  Railroad,  the 
ICyzketken  Canal  Landing,  and  piers  were  rebuilt  in  Nukus, 
Chalysh,  Chinaz  and  other  points.  Enlargeioent  of  the  Central 
Asian  State  Steamship  Lines  Fleet  and  imprpvement  in  freight 
operations  aided  in  handling  the  growing  volume  of  freight. 

This  volume .increased  by  particulary  increases  wehe 

shown  by  petroleum  a.nd  lumber  shipments,  petroleum  products, 
cotton,  mineral  fertilizers,  etc.  The’  chief  cargoes  along 
the  A.mu-Dar*ya  are  petroleum  products  for  tractors  and  trucks, 
mineral  fertilizers j  cotton,  farAr machinery,  grain,  lumber, 
industrial  goods  and  consiimer  goods.  In  order  to  provide 
safety  for  navigation  on  the  river,  during  the  Fourth  and 
the  beginning  of  the  Fifth  Five  Year  Platt'  n^igation  markers 
were  set  up  on  the  Ainu-Dar*ya  at  regular  intervals,  as  on 
other  rivers  used  for  navigation  in  the  Soviet  Union. ;  Since 
1950  the  Amu^Dar’ya  Uas  had  navigation '.markers  lit.  at  night, 
which  provides  night  navigation,  ,,,ln  spite  Of  "the 'capricious 
nature  of  the  channel  and  shalibw  j)laces 'along '  the  bars,  and 
in  1952  electric  and  other  automatic  navigation  signs  vrere 
put  Up.  This  helped  Increase  the  volume  of  cargo  operations. 
The  Central  Aslan  State  Steamship  Lines  handled  cargo  ship¬ 
ments  for  the  Uzbek,  Turkmen,  Tadzhik  and  Kazakh  SSR.  Cargo 
shipments  on  this  river  vrere  also  handled  by  Uzrechtrans  of' 
the  Uzbek  SSR  Council  of  Ministers,  which  included  the  Nukus 
Operations  section  and  the  Kegeuli,  Ravshan,  a-nd  Kuvanysh- 
Dzharma  canals,  along  which  cargo  is  also  shipped.  Uzrech-^ 
trans  handles  the  same  cargoes  as  the  Central  Asian  Steamship 
Lines.  However,  Uzrechtrans  does  not  have  a  large  fleet  and 
cargo  volume  is  not  large.  Uzrechtrans  carried  8-9?&  of  the 
total  volume  of  the  state  steamship'  line  service.  Up  to 
1957  two  transport  organizations  handled  shipments  on  the 
Amu-Dar'ya  and  the  Aral  Sea:  the  Central  Asian  State  Steam¬ 
ship  lines  and  the  Uzrechtrans  (River  Transport  Administration 
of  the  Council  of  Ministers  Uzbek  SSR) .  Both  had  an  admini¬ 
strative-operations  set-up  on  parallel  operations  piers,  one 
had  ship  repair  yards  and  the  other  ship  repair  shops.  The 
central" Asian  lines  have  a  much  larger  fleet.  Experience 
has  dictated  the  advisability  of  not  maintaining  two  transport 
organizations  on  one  river.  In  1955,  for  handxing  an  increas¬ 
ing  volume  of  cargo  Uzrechtrans  spent  100,000  rubles  on 
building  riverboats,  \^hile  the  Central  Asian  lines  had  a  re¬ 
serve  of  about  2,000  hp  of  tug  fleet,  1500  t  of  dry  cargo  and 
800  tons  of  tanli  or  barge  reserve.  It  is  clear  that  the' 
existence  of  both  organizations  also  led  to  the  inefficient 
expenditure  of  government  funds.  In  January  1957  the  fleet 
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and  enterprises  of  Uzrechtrans  were  transferred  to  local 
Soviets.  The  industrial,  construction,,  communal,  irrigation 
development  of  the  lower  reaches  of  the  j\mu-Dar'ya  caused  a 
further  increase  ih  volume  of  cargo  shipments  along  the  Amu- 
Dar'ya  and  Sea  of  Aral.  In  1958  the  cargo  volume  for  the 
Central  Asian  Lines  increased  40%  over  1956.  Dsry  cargo  ship- 
>^®hts  increased  29%  in  1956-1958  and  petroleum  products  — 

24%,  In  the  period  under  study  shipments  of  such  cargoes  as 
cotton,  mineral  building  materials,  dear  petroleum  products, 
wheat  flour,  etc.,  increased  particularly.  An  increase  in 
cotton  shipments  is  due  to  the  further  development  of  cotton 
farming  in  the  Amu-Dar'ya  Basin,  the  production  of  mineral 
building  materials  is  due  to  the  great  development  of  indus¬ 
trial,  communal,  irrigation  and  housing  construction,  and 
clear  petroleum  products  are  due  to  the  mechanization  of  farm¬ 
ing  and  irrigation  Jobs,  as  well  as  the  development  of  motor 
vehicle  transport.  Consequently,  the  Increase  in  cargo  ship¬ 
ments  was  due  to  the  continuous  development  of  all  branches  of 
the  economy.  In  seven  yearh  ( 1952-1958)  cargo  turnover  on 
the  central  Aslan  lines  inciHiiaBed  by  almost  250^.  iPhe  increase 
in  cargo  volume  required  new  vessels,  and  mechanization  of 
loading  and  transshipment  operations.  Ah  improved  utilization 
of  the  existing  fleet  aided  in  handling  the  growing  Volume 
of  freight.  The  addition  of  new  vessels  with  shallower  draughts 
made  it  possible  to  cut  operational  expenses  (Table  25). 

As  can  be  seen  from  Table  25,  during  the  period  under 
study  the  fleet  v/as  Joined  exclusively  by  diesel-powered 
vessels  with  relatively  shallower  draughts.  We  should  par¬ 
ticularly  mention  the  diesel  Przheval’ skiy ,  which  can  only 
be  operated  on  the  Sea  of  Aral.  During  this  period  the  har¬ 
bor  and  auxiliary  fleet  was  also  increased.  The  addition  of 
new  vessels  made  it  possible  to  increase  passenger  service. 

In  1955  8600  persons  were  carried  in  transit  service,  800 
persons  in  local  service,  while  in  1958  these  figures  were 
26,700.  The  decrease  in  number  of  passengers  in  transit  ser¬ 
vice  is  due  to  still-existing  disadvantages.  In  1950-1958 
the  self-propelled  fleet  was  Joined  by  147  new  vessels,  and 
the  tug-drawn  fleet  —  121.  1952  was  particularly  a  big  year, 

and  additions  were  made  during  the  Sixth  Five  Year  Plan. 

Due  to  the  addition  of  new  ships,  obsolete  vessels  were  re¬ 
moved  from  service.  159  vessels  were  removed  from  the  self- 
propelled  fleet  and  155  from  the  tug-drawn,  thus  cutting  down 
operational  expenses,  improving  fleet  utilization,  etc. 

Of  great  importance  for  the  development  of  river  trans¬ 
port  was  the  building  of  canals.  The  canal  imeni  Lenin, 
the  Chimbay  Irrigation  System  and  others  are  very  important 
i-ot  only  for  irrigation  but  for  freight  transfer.  Along  such 
canals  as  the  Kyzketken,  Kegeyli,  ICuvanysh-Dzharma,  Ravshan, 
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imeni  Lenin  and  others,  navigation  is  possible  for  330  km. 

The  irrigation  canals  Eyzketken,  Kegeyli  and  Ituvanysh-Dzharma, 
constituting  the  Ohimbay  Irrigation  System,  for  a  long  time 
were  the  only  ones  in  Central  Asia  used  for  hauling  cargo. 

The  use  of  irrigation  canals  for  freight  service  provides 
savings  to  the  economy.  Suffice  it  to  say  that  the  cost  of 
goods  shipments  along  the  canals  of  the  Karakalpak  ASSR  is 
less  than  one-half  that  of  trucking.  Cargo  is  hauled  through 
the  canals  with  wooden  flat-bottomed  AO-ton  barges,  pulled 
by  the  BMK-90  tug.  • The  chief  cargoes  hauled  through  the 
canals  are  cotton,  cottonseed|  mineral  fertilizers,  farm 
machinery,  etc.  A  brealcdown  df  goods  hauled  through  the 
Chlmbay  Irrigation  System  shows  the  tremendous  importence 
of  canals  in  the  economy  of  th©  northeastern  part  of  the  right 
bank  areas  of  the  lower  reaches  of  the  Amu-Dar'ya,  where  there 
are  no  railroads.  The  canals  of  the  Chimbay  Irrigation  System 
have  an  exit  lock,  v^ithoUt  Which  it  Was  impossible  fcr  vessels 
to  go  out  of  the  canal  intd  the  Amii-^lDar'ye..  In  this  it  dif¬ 
fers  from  many  irrigation  syet^ms  in  central  Asia.  The 
absence  of  exit  locks  up  to  1957  in  navigable  canals  ( locks 
are  planned  and  not  built  Under  the  excuse  of  excessive 
irrigation  construction  costs),  led  to  massive  uneconomical 
hauls.  The  importance  of  the  Amu-Dar’ya  and  the  Sea  of  Aral 
in  the  economy  of  Uzbekistan,  particularly  the  lower  reaches 
of  the  Amu-Dar’ya,  la  tremendous,  although  navigation  is  of 
a  closed  nature  and  is  carried  out  only  within  the  limits  of 
Central  Asia.  The  closed  nature  of  navigation  does  not  de¬ 
crease  the  importance  of  the  river,  since  under  conditions 
of  a  socialist  planned  economy  all  forms  of  transport  make 
up  a  single  tra.nsport  system,  one  form  of  transport  supple¬ 
ments  the  operations  of  another.  The  Amu-Dar’ya  and  the  Sea 
of  Aral  on  the  one  hand,  and  rail  transport  on  the  other,  ^ 
play  a  great  role  in  organizing  combined  railroad— river  freight 
service  via  Chardzhou  and  Aral’ sk.  Study  shows  that  the 
primsny  transport- economic  ties  (Interregional  goods  exchange) 
of  the  lov7er  reaches  of  the  Amu-Dar’ya  are  with  the  Urals, 
Kazakhstan,  Siberia,  and  intraregional  ties  are  chiefly  with 
Tashkent,  Fergana,  Samarkand,  Turkmen  and  Tadzhik  economic 
regions.  The  importance  of  the  Amu-Dar’ya  in  domestic  economic 
ties  after  the  beginning  of  operations  of  the  Chardzhou- 
Kungrad  Railroad  did  not  lessen,  and  in  interregional  ex¬ 
change  it  has  remained  important  up  to  the  present. 

The  lower  reaches  of  the  Amu-Dar’ya  receive  wheat  and 
salt  from  Kazakhstan  and  the  Altai,  lumber  from  Siberia, 
industrial  equipment  from  the  Urals.  Cotton  fiber,  cottonseed 
oil,  wool,  fruits  and  canned  goods  are  shipped  out.  These 
poods  form  the  interregional  economic  ties  of  the  lov/er 
reaches  of  the  Amu-Dar’ya  and  are  shipped  not  only  by  railroad 
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but  by  combined  rail-water  traffic  via  iiral’sk.  One  of  the 
basic  i toms  shipped  from  the  lower  reaches  of  the  iimu-Dar’ya 
to  the  central  sections  of  the  country  is  cotton  fiber.  How¬ 


ever,  this  commodity  is  still  shipped  in  sma,ll  quantities  in 
combined  service.  The  volume  of  cotton  fiber  shipments  via 
Irar'slc  in  1950  was  91,#277  tons,  in  1955  —  120,513  tons,  and 
in  1959  —  110,200,000'.  Calculations  indicate  that  the  ship¬ 
ment  of  cotton  fiber  by  combined  transport  via  Aral'sk  will 
provide  great  savings  to  the  economy  by  cvitting  down  rolling 
stock  required  and  lightening  the  load  of  part  of  the  single 
track  Klnel'  Line.®  The  poor  development  of  cotton  fiber 
shipments  via  Aral'sk  is  due  to  the  following:  a)  the  lack 
of  interest  on  the  part  of  shippers  in  combined  rail-water 
shipments  due  to  the  greater  delay  in  delivery;  b)  damage  to 
the  bales  of  cotton  during  transfer  operations,  lowering  its 
quaiaity;  c)  high  cost  of  transfering  cotton  fiber  (in  Uchsay 
—  1,26  rubles  per  ton,  in  AraiVsk  ~  0,88  rubles.  One  of 
the  basic  factors  considered  by  shippers  in  shipping  cotton 
by  mixed  service  are  freight , rates.  .  The  rate  for  shipping 
cotton  is  the  reg'ilar  rate,  plus  ^0%  if  the  cargo  is  shipped 
only  by  railroad.  The  cost  of  shipping  one  ton  of  cotton  from 
Blruni  Landing  to  Uchsay,  415  km,  is  7*57  rubles,  while  haul¬ 
ing  it  by  railroad,  considering  the  50^5  increase,  the  cost 
is  2.346  X  1.5  =  3.52  rubles  for  the  water  section  from  Uch¬ 
say  to  Aral’sk,  that  is  for  437  km  the  cost  is  4.72  rubles, 
while  by  railroad  it  is  5.84.  The  rates  for  shipping 
along  the  Ashkhabad  Railroad  are  lower  than 

makes  it  more  desirable  for  shippers  to  use  just  the  railroads. 
Calculations  prove  that  if  cotton  is  shipped  from  Urgench  ^ 
Station  to  Rybnaya  by  railroad,  the  cost  per  ton  of  cargo  is 
20.89  rubles,  while  if  it  is  shipped  through  combined  trans¬ 
port  via  Aral’sk  —  22.40  rubles,  and  counting  the  cost  of 
transfer  —  24.54  rubles.  V/e  should  note  that  the  organiza¬ 
tion  of  combined  cotton  shipments  will  make  it  possible  to 
decrease  the  average  haul  distance.  Freight  cars  of  cotton 
from  Urgench  Station  to  Rybnaya  Station  make  a  run  of  4o  b 
km,  vrhile  with  combined  service  via  Aral*  sk  3108  km  (count¬ 
ing  848  km  by  water) .  A  decrease  in  ton— km  operations  per 
ton  of  cotton  fiber  will  be  1507  t/kra«  The  organization  of 
combined  shipments  of  cotton  will  provide  savings  in  roll  ng 
stock.  Calculations  prove  that  with  an  average  daily  loading 
of  foui?  OSL173  SL't  UiTgencli  strcttfion  cind  car  turnover  of  21*  5 
days,  in  purely  rail  transit  for  hauling  the  above  indicated 
quantity  of  freight,  86  cars  and  1.34  locomotives  are  needed. 
If  this  freight  is  hauled  in  combined  service,  only  58  cars 
and  1  locomotive  will  be  needed.  Water  transport  must  play 
a  decisive  role  in  freeing  railroads  from-  excessive  hauls. 
Cotton  is  hauled  from  the  lower  reaches  of  tne  Amu-Dar  ya  to 
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the  central-industrial  region  along  the  main  lines  Urgench- 
Chardzhou-Tashkent-Kuybyshev  and  overloads  single  track  sec¬ 
tions,  particularly  .Arys'-rAral’.sk*  The  development  of  com¬ 
bined  shipments  of  cott.ori.  via,  Aral*  sk  will  malce  it  possible 
to  out  the  size  of  the  flo>^ .of .  cotton  along  the  above  mentioned 
route*  Ho^veyer,  combined,  cotton  ahlpments  via- Aral' sk  have 
not  been  heavily  developed, > although  they  provide  savings  to 
the  economy*  First' of  all'thlis  is  due  to.  the  fact  that  the 
cost  of  shipping  goods  as  .a  ..whole  and  cotton  as  a  p.&rticv;.lar 
along  the  Amu-Dar'ya  and  the  Sea  of..;Aral  is  comparatively 
high.  According  to' figures  by ■ the  Central  Asian’ Steamship 
Lines,  the  actual  cost , of  hauling.pne  ton  of  cotton  in  1958 
was  3*3  kopeks  —  almost  lO  times  as  much  .as  on  the  railroad. 
Consequently,  the  cost  of  hauling  one  ton  of  cotton  fhom 
Urgench  to  Aral^sk  a  distance,  of  848  km  —  would  be  22,357 
rubles, °  and  by  railroad  from  Urgench  Station  to  Rybnaya  Sta¬ 
tion,  a  distance  of  4615  km  10.66  rubles.  One  of  the  causes 
of  the  increase  in  operational  expenses.,  in  addition  to  the 
high  cost  of  freight  transfer,  is  the  double  transshipment  of 
cotton  in  Uchsay  and  Aral* sk  (2,14  rubles).  In  addition, _ 
shipment  of  cotton  by  rail-water  tra.nspor't  involves  additional 
expenses  for  packing  materials  and  ships. 

For  shipping  cotton  on  the  Amu-Dar’ya  and  the  Seaof 
Aral  a  certain  number  of  ships  are  necessary,  -However,  initial 
capital  investment  in  mixed  transport  necessar^r  for  buying 
vessels  is  20-25^  leas  than  for  railroad  transport  alone. 

As  a  result  of  the  high  cost  of  shipping -goods  by  water  and 
the  double  transshipment,  operational,  expenditures  in  mixed 
transport  are  1505)5  higher  than  with  rail  transport  alone. 

This'  is  seen  from  the  fact  that  ’the  cost  of  shipping  one  ton 
of  cotton  by  rail  along  from  Urgench  station  to  .Rybnaya  Sta¬ 
tion  is  10,66  rubles,  while  it  is  27»5  rubles  in  mixed  trans¬ 
port,  For  the  development  of  mixed  shipments  of,  -cotton  through 
Aral' sk  it  would  be  advisable  to  build  a  universal  vessel 
which  could  carry  cotton  from  the  lower  reaches  of  the  A.mu- 
Dar’ya  to  Aral' sk  without  transshipping  in  Uchsay.  This 
would  make  it  possible  not  only  to  eliminate  transfer  opera¬ 
tions  in  Uchsay,  but  v-/ould  a.lso  cut  down  the  shipping  time. 

For  this  it  is  essential  to  improve  the  channels  from  the 
Amu-Dar'ya  into  the  Sea  of  Aral.  Since  these  bodies  of  water 
are  still  important  in  handling  mixed  rail-water  shipments 
via  Aral' sk  in  the  future,  the  operations  of  such  a  vessel 
would  greatly  cut  shipping  costs  along  the  lower  Amu-Dar  ya. 
Du©  "bo  the  low  aueed  of  vessels,  the  time  required  to  ship 
•cargoes  by  river  trans'oort  is  considerably  more  than  by  truck 
or  railroad.  However, ' this  disadvantage  of  river  transport 
differs  acco-rding  to  commodity.  Certain  commodities  produced 
seasonally  are  consumed  evenly  throughout  the  year  (grain, 
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cotton) .  Others  on  the  contrary  are  produced  the  year  around 
(mineral  fertilizer),  and  are  consumed  seasonally.  Such  goods 
must  be  stored  at  the  place  of  production  or  consumption. 
Slowness  in  shipment  does  not  cause  great  losses  to  the  econ¬ 
omy.  In  order  to  eliminate  completely  this  disadvantage  of 
river  transport  in  the  lower  reaches  of  the  Jimu-Dar’ ya,  it 
would  be  advisable  during  the  winter  to  haul  goods  by  railroad 
such  as  grain,  forming  reserves.  In  this  case  the  commodities 
would  be  stored  at  the  point  of  Consumption.  It  is  necessary 
to  create  grain  reserves  along  the  lower  Amu- par ’ya  in  quanti¬ 
ties  which  would  be  equal  or  more  than  the  volume  of  grain 
shipped  (with  delay)  by  the  Sea  of  Aral.  The  slowness  of 
vessels  on  the  Arau-Dar*ya  in  comparison  vfith  other  t3rpes  of 
transport  in  shipping  all  categories  is  of  importance  for 
commodities  the  production  and  consumption  of  vrhich  is  of  a 
seasonal  nature  (mineral  fertilizers,  cotton,  etc.).  From 
the  viewpoint  of  the  general  interests  of  the  economy  not  only 
an  accelerated  shipping  is  important,  but  also  regularity  and 
continuity  in  shipments.  Delayed  shipments  increase  the 
volume  of  freight  in  transit,  that  is  outside  the  sphere  of 
production.  Hiis  does  not  have  great  significance  for  goods 
produced  and  consumed  seasonally,  if  reserves  have  been  built 
up  in  the  area  of  consumption  during  the  winter.  The  impor¬ 
tance  of  the  Amu-Dar’ya  and  the  Sea  of  Aral  in  handling  intra- 
regiona.1  economic  ties  of  regions  along  the  river  basin  is 
also  great.  Interregional  economic  ties  of  the  iCaralca-lpak 
AS'SR,  Khorezmskaya ,  Tashauzskaya,  Chardzhouskajra,  Maryyskaya 
and  Surkhandar’ inskaya,  as  well  as  Fzylcr dinskaya  oblasts, 
effected  by  the  river,  aid  in  cutting  shipping  costs.  In 
our  opinion  the  cost  of  shipping  goods  along  the  Amu-Dar'ya 
must  be  compared  v/ith  the  cost  of  trucking  and  not  railroad, 
since  both  river  and  truck  transport  in  the  Arau-Dar'ya  basin 
handle  interoblast,  intraoblast  and  intrarayon  shipments.  The 
railroads  ship  goods  on  longer  hauls.  The  cost  of  shipment 
is  not  high.  In  short  hauls  on  the  railroad  the  cost  increa¬ 
ses.  The  Amu-Dar'ya,  intersecting  the  icarakalpak  AS  SR,  Tash- 
auskaya,  Khorezmskay a ,  Chardzhousmay  a  and  Surldiandar' inskaya 
oblasts  is,  as  it  were,  a  transport  axis  in  the  execution  of 
inter’- oblast  economic  ties.  Between  these  oblasts  lumber , 
petroleum  products,  cotton,  fruits  and  vegetables,  building 
materials  and  mineral  fertilizers  are  shipped  (Table  26). 

In  1950  the  volrume  of  regional  freight  correspondence 
by  vjaterways  was  608,000  tons,  and  by  1958  — =•  1,219,500  tons, 
that  is  the  volume  of  transport-economic  relations  of  the 
oblasts  of  the  Arau-Da-r'ya  Basin  had  doubled.  _  This  not  only 
characterizes  the  development  of  the  productive  forces  of  the 
region  but  also  indicates  a  planned  development  of  rail  and 
v/Sfber  ’brs.nspoi'’'t  c?-nd  'tli©  iBck  of  conipe'ti'bion  bBt-v/eon  ■tlioni* 
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Tfelile  S6 

Regional  Freight  Corres-poiidence  Dynamics 
Along  the  Lower  Amu-Dsi-r’ya  In  1958, 


The  construction  of  the  Chardzhou-ICuixsrad  Railroad  did  not 
lead  to  a  decrease  in  freight  volume  on  the  Jimu-Dar'ya  as  a 
whole  and  freight  shipments  betv;een  the  oblasts  of  the  i!irau- 
Dar  ya  Basin  in  particular  (Table  27).  The  total  volume  of 
goods  transshipment  of  the  port  of  ilral'sk  is  200-250,000  tons, 
Uchsay  —  250,000  tons  per  year.  Analysis  of  goods  shipments 
on  the  Amu-Da.r'ya  and  Sea  of  Aral  pointed  out  that  there  are 
no  large-scale  inefficient  shipment  operations,  vrith  the 
exception  of  grain  deliveries.  However,  due  to  the  poor  de¬ 
velopment  of  mixed  rail-water  shipments  via  Aral'sv  at  the 
present  time  inefficient  economic  relations  exist  between  the 
lower  Amu-Dar'jra  and  the  Urals  and  Kazakhstan.  It  is  obvious 
from  Table  27  that  during  the  period  under  study  the  economic 
inter’course  betvreen  oblasts  of  the  Amu- Bar 'ya  Basin  grew  from 
year  to  year.  The  development  of  economic  ties  is  due  to  a 
growth  in  the  productive  forces  of  the  oblo.sts'of  the  Amu- 
Dar’3ra  Basin,  chiefly  in  cotton  raising  and  industrial  con¬ 
struction.  The  major  transshipment  points  on  the  Amu-Dar’ya 
and  Sea  of  Aral’sk  are  Aral'sk,  Uchsay,  Farab,  Termez  and 
Taldiiatash  (Table  28).  In  1958  37,500  tons  of  mineral  fertil¬ 
izers,  about  8,000  tons  of  lumber  and  a  simll  quantity  of 
petroleum  products  v/ere  tra.nsferred  from  rail  to  sea  for  the 
lower  Amu-i)a.r*ya.  The  lovrer  Aniu-Dar'ya  is  located  relatively 
close  to  areas  supplying  miner'al  fertilizers,  lumber,  petroleum 
products,  which  are  frequently  hauled  to  the  lower  Amu-Dar’ya 
by  a  round-about  rail  route  (Table  29). 

The  lower  Amu-Dar'ya  is  one  of  the  main  consumers  of 
these  goods,  a  large  part  of  which  is  hauled  in  exclusiveljr 
by  rail,  although  this  is  inefficient.  iTineral  fertilizers 
are  shipped  to  the  lower  Amu-Dar'ya  chiefly  from  the  Urals, 
Ak'tyubinskaya  and  Moskovskaya  oblasts.  In  1959  the  lower 
Amu-Dar'ya,  as  can  be  seen  in  Table  29,  received  by  rail  from 
the  Urals  25,S00  tons,  from  the  center  —  11,500,  from  Kazakh¬ 
stan  (Orenburgskaya  and  Aktyubinskaya  oblasts)  --  82,900  tons, 
and  in  combined  rail- water  shipments  —  more  than  40,000  tons. 
The  geographical  location  of  these  regions  —  the  Urals, 
center  and  two  other  obls.sts  in  Kazakhstan  —  in  respect  to 
the  lower  Aimu-Dar'ya  called  for  the  stepped-up  development  of 
combined  rail-water  shipments  of  goods  via  Aral’ sk.  In  order 
to  develop  mixed  rail-vrater  shipments  through  Aral’ sk  it  is 
necessary  first  of  all  to  improve  the  fleet  and  rebuilt  port 
facilities.  The  development  of  mixed  shipments  is  important 
for  the  economy,  since  in  the  first  place  it  eliminates  long 
hauls,  in  the  second  place  cuts  down  on  the  number  of  railroad 
cars  s-nd  locomotives  needed,  and  in  the  third  decreases  the 
time  required  for  shipment. 

It  was  particularly  difficult  to  develop  the  upper 
Amu-Dar'ya  from  Termez  to  Pyandzh  and  from  Termez  to  lUiylkala, 
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Le^iend  to  Table  26; 


a  —  OriiTin  oT  ahl-o^nent  !• 

b  — •  Khorezmn'' 'aya  Oblnat  m 

c  —  Karalcalpab,  AS£R  n 

(.1  —  burkliaridai”*  inekaji’a  Oblast 

e  --  Destination 

1  —  Khoreajii 

I'.;  Kaylordinskly 

i'i  —  Tashauskaya.,  oblast 
1  Oolon 


—  Oladshik  SBR 

—  Inoluding 

—  Onain 

o  ■  —  1, umber 

p  --  Petroleum  prodxicts 
q  —  Gotten 
r  Metal  e,rticles 
D  —  Mineral  raw  materials 
t  —  Mineral  fertllizerB 


.  j  —  Khardzhauekaya  Oblast  u  —  Cement 

1  —  Mzylordiri£ke.ya  Oblast  .v  — .  Other 

«-PiCures  by  Central  Asian  Steamship  Lines. 


Table  27 

Hecioi'Jal  Freight  Correspond enoe*  Between 
Oblasts  of  the  Amu-Dar'ya  Basin  in  19E>I>“195B»  3.000 


HuMe»ottHNe  rpyaa 

' 

1950 

1955 

19S6 

1957 

1958 

f  XjieC 
« Jlcc 
t  6eH3MH 
dKcfMCIIII 
cMasyT 

f  CMtSOWOe  IMCJiO 

9  Xjion>K 

LMerasu  «  iuuuihu 
\  MNH.  CTPOR.  MaTCpNMH 
j  Mm.  yxo<{pMM 
K^XjOOKOBOe  IMUO 

W  U«N«Ht 

hllpmitoBapu 

IV  flpowe 

179,7 

40.5 

16.7 

67.8 
34,0 

3,7 

143,0 

28,2 

6,0 

66.6 

18.5 

2.5 
21,3 

45.9 

210,4 

68,2 

96,9 

47,7 

202,9 

16,0 

17,0 

76,1 

.20,0 

19,0 

9.8 

71,0 

137.4 
56,0 

14.5 

54,2 

127,1 

113,6 

65.5 

99.4 
17,0 
20,0 

10.4 
94,0 

. 

133,3 

43.4 

124.2  1 

57.5 

156.5 

128.6 
89,5 

106.2 
CB,  net 

11.2 

»;l 

157,5 

51,4 

146,7 

56,1 

167,0 
198,0 
102,2 
100,0 
c».  Her 
29,0 
6.3 
147,3 

0  Beero 

772.2 

893,0 

850,0 

1060,6 

1219,8 

_ Orainj  b  —  Lu-nber,  c  —  G-asoline,  d  —  .Ifercsene, 

e  —  v’uel  oil,  f  —  lubricants,  q  —  Cotton,  h  —  Metal, 
nrt-’oiec  and  -..yacViiner-r ,  i  —  Miiier.al  bnildin;.;.  mo.terials, 

';j  --'rineral  fertiliser,  1  —  Cottonseed  oil,  1  —  Cement, 
i  Industrial  roods,  n  —  Other,  o  —  Total. 

-■Re''-'or.sI  cor-r'eanondence  i-ceana  economic  intercourse  between 
nurkhsJidar’  inslayc  Gh.-.rdahousicayG,_  Khorezm  slay  a,  Kzylordin- 
Guaya,  Tashaus.^aya  oblasts  and  the  iCArakalpak  ^^SSR. 

•'HirThe’ table  has  been  di-aw'n  up  aceoi’dini/.  to  fisures  by  the 
Csnti'al  Asian  Lines. 


Table  28 

Tranashir>meiit  of  floods  at  Ma.ior  Ports  and  Landina^s  In  1950- 

1957/1000  t 


1  4  ApajbCK 

HaHM«HOsaHiie 

rpyaoB 

/  c  MOpB  MB  BceaesHyio  1 
•  xopory  1 

1  f,  c  BceaeaHoil  Aoponi 

1  ^  Ha  Mope 

19;5Q 

1955 

1957 

1950 

1955 

1967 

«^X«6 

^Merajiau  ne  a 
xeae  m  mc- 
TaaacuiAM 
'f^MNHcpaxhHue 
yAOOpeHHB 

4  XaonoK 
i  Jlec 

I  npoBMe  rpyaM 
j  Cojiii 

9.7 

4^3 

1.6 

I20I5 

^5. 

1.4 

2.0 

94^7 

^7 

! 

103,4 

o.v 

15.4 

M 

14.5 

94,2 

0,04 

4,0 

16,4 

6,6 

2,8 

!  64.0 

i 

0,3 

14,4 

2,2 

2.2 

1.9 

k:  Bcero 

105,3 

129,4 

98,9 

155,9 

124,2 

• 

87,0 

t.  yBcaft 

HaHweNOMHHe 

rpyaoB 

c  Mopa  Ha  peKy 

^  c  peKH  iia  mope 

1950  1 

j  1955  ’ 

1957 

■ 

1950 

1955  . 

1957 

«lxae6 

C  Meraaau  hc  b 
jwae  N  MB- 
nJUMMIOM 

AfMNiiepaJibHue 

yAoSpeHM 

8  Xaoooic 

VJlec 

\  npoiHC  rpyaM 

1 

101,5  1 

j 

0,.5 

31„() 

0.,4 

13,4 

0.8 

94,2 

1.7 

4.0 

20,6 

9,1 

9,1 

64,0 

2.3 

14.3 

8/2 

7.3 

7.6 

9.3 

96/ 

3.3 

3.1 

1.1 

125,3 

5,5 

2,2 

1,9 

95,4 

8> 

K  Bcero 

J4S',6 

152,5 

111,7 

1 

103  ,«■ 

135.6 

108.3 

(Le.^eiid  on  pase  96) 


« 


h  — •  Lumber  ' 

t  —  Other  commodities 
j  —  Salt 
k  — •  Total 
1  —  Uchsay 

tn  Prom  sea  to  river 
n  -.«■  Rrom  river  to  sea 

Note:  The  high  volume  o£  goods  shipments  at  ports  in  1955 

was  due  to  the  relative  length  of  the  navigation  period 
In  comparison  with  previous  years* 

Legend  to  Table  29: 
a  —  Destination 
b  —  Xashauzskaya  Oblast 
c  —  Khorezmskaya  Oblast 
d  --  Karakalpak  AS3R 
e  —  Areas  of  origin 
f  --  Petroleum  products 
g  «-  Lumber 

h  —  Mineral  fertilizers 
i  <—  Oor'kovskaya  Oblast 
Pertriskaya  Oblast 
Moskovskaya  Oblast 
Chelyablnskaya  Oblast 
Orenburg skay a  Oblast 
Aktyublnskaya  Oblast 
Kerne rovskaya  Oblast 
Stalinskaya  Oblast 
Altayskly  Kray 
Krasuoyarskiy  Kray 
Irkutskaya  Oblast 
Euryat  ASSR 
S verdlovskaya  Oblast 
Kuydyshevskaya  Oblast 
Saratovskaya  Oblast 
Bashkir  ASSR 
Arriienian  SSR 
j  --  Total 

•  *  The  table  has  been  drawn  up  according  to  figures  by  the 
mechanized  registration  factory  of  the  Tashkent  Pnilroado 


Ei^end  to  table  28: 

Aral'sk 

From  water  to  rail 
From  rail  to  water 
Grain 

Metals  not  in  finished  form 
and  scrap  metal 
Mineral  fertilizer 


a 

b 

c 

d 


f  — 


a*  A*. 
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But  the  soviet  rivermen  were  able  to  handle  these  diffioult 
sections  of  the  river.  Via  the  river  port  of  Termez  the  fol¬ 
lowing  goods  are  shipped  to  Jifg'anistan:  bulldozers,  excavators, 
graders  arid  other  road-building  equipment,  lumber,  fabrics ^ 
cement,  etc.,  and  in  the  otheri  direction  —  cotton,  wool, 
dried  fruits,  raw  hides,  etc.  V/e  are  speaking  here  chiefly 
of  the  Amu-Dar*. yan  ■  The  Syr-Dar**ya,  2684  km  in  length,  is 
navigable  chiefly  within  Tashkentskaya  oblast.  The  Chinazskiy 
Operations ' section  ships  along  the  Syr-Dar‘ya  mineral  ferti¬ 
lizers,  machinery,  farm  prioducts,  kerosene,  etc.  Navigation 
could  be  developed  more  extensively  along  the  Syr-Dar’ya 
if  the  dams  of  the  Farkhadskaya,  and  Kayrakkumskaya  GES  and 
the  Kzylordinskaya  Dam  had  locks  for  allowing  ships  to  pass. 
Uzbek  River  transport  during  the.  Fifth  Five  year  plan  and 
subsequent  years  played  an  important  part  in  economic  develop¬ 
ment.  In  the  period  under  study  air  transport  was  extended 
significantly.  Up  to  1956  IL-rl4,  LT-2  and  other  niston  planes 
were  operated  on  Uzbek  lines.  '  During  the  Fifth  Five  Year 
plan  local  aviation  developed  particularly  into  tlie  ICarakal- 
pak  ASSR,  Bukllarskaya  and  Sanjarkandskaya  oblasts.  This  was 
due  to  the  relatively  poor  development  of  roads  connecting 
oblast  with  rayon  seats,  as  well  as  the  remoteness  of  many 
areas  from  the  railroad,  and  in  addition  the  rising  standard 
of  living  had  much  to  do  with  it.  In  degree  of  public  use  of 
air  transport  the  Karakalpak  ABSR  occupies  one  of  the  leading 
positions  in  the  republic.  However,  the  development  of  air 
transport  was  insufficient  for  freeing  motor  vehicle  transport 
from  long  passenger  runs.  In  1955  a  new  high-speed  aircraft 
was  devel'oped  —  the  jet  passenger  plane  TU-104  —  under  the 
direction  of  chief  designer.  Hero  of  Socialist  Labor,  acadan- 
ician  A.  M.  Tupolev.  The  cruising  speed,  that  is  the  most 
economical,  of  the  plane  is  800  km/hr.  Characteristic  for 
this  plane  are  arroS'dike  wings  and  completely  streamlined 
tail  assembly.  The  TU-104  ran  for  the  first  time  between 
Moscow  and  Tashkent  in  October  1956.  Since  then  regular  air 
service  has  begun  between  Tashkent  and  our  republic’s  capital. 
In  June  1958  prop  planes  were  removed  from  the  Moscow  run.  The 
TU-104  began  daily  flights,  subsequently  changed  to  two  and 
then  three  flights  per  day.  In  connection  with  operations  of 
the  TU-104,  the  Tashkent  Air  Fleet  became  radically  changed. 
TU-104-A,  TU-104-B  and  the  TU-114  planes  v/ere  produced.  The 
TU-114  has  four  turboprop  engines  and  is  designed  for  100 
passengers.  The  development  of  Soviet  aviation  has  made  it 
possible  to  establish  direct  air  communications  between  Mos¬ 
cow  and  the  capitals  of  the  foreign  countries  of  the  east 
via  Tashkent.  In  August  1958  regular  TU-104  flights  began 
on  the  Mo scow-Delhi  route  via  Tashkent.  The  development  of 
new  aircaraft  furthered  a  decrease  in  air  rates.  The  Uzbek 
Civil  Air  Fleet  Administration  at  the  beginning  of  1957 
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decreased  rates  an  average  of  30^  for  local  passenger  service, 
particularly  along  the  following  routes!  Tashkeht-Nukus,  Tash¬ 
kent-  Samarkand,  Tashkent- Bukhara,  etc.  The  same  year  instead 
of  the  LI-2,  faster  and  more  comfortable  IL-14's  began  to 
fly  the  Tashkent-Nukus  and  Tashken.t-Minerali.'jO^.  Vody  runs. 

During  the  period  under  study  planes  began  to  be  used  more 
extensively  in  agriculture.  For  a  long  time  the  P0-2a  plane 
v;as  used,  designed  by  Pollkarpov.  In  1954  a  new  and  more 
productive  plane  appeared,  the  AN-2,  designed  by  Antonov. 

The  sprayeh  rate  was  increased  to  21  kg  of  superphosphate 
per  second;  The  use  of  the  AN-2,  makes  it  possible  to  increase 
greatly  the  volume  of  air  fertilizing  operations,  stepping 
up  the  fight  against  field,  qrchard  and  vineyard  pests. 

During  a  ten-hour  workday  a  horse-dnawn  sprayer  treats  14 
ha,  a  tractoh-dravm  —  3^,  the  po^2A  plane  —  100,  while  the 
AN-2  sprays  250-270  ha.  The  extensive  use  of  aircraft  in 
agriculture  involves  additional  expenses  connected  with  the 
building  of  airfields,  and  in  addition  a  plane  cannot  operate 
in  small  sections  and  sections  which  contain  other  objects; 
operations  depend  on  weather  conditions. 

Soviet  designers  have  created  a  new  machine  for  agri¬ 
culture  —  the  helicopter.  In  1956  the  first  consignment  of 
MI-4  helicopters  arrived  at  the  Uzbek  capital.  The  use  of 
helicopters  in  agriculture  does  not  require  the  building  of 
airfields  or  special  landing  strips.  Helicopters  can  work 
all  fields.  The  rotating  horizontal  propeller  of  the  heli¬ 
copter  directs  a  strong  flow  of  air  toward  the  ground,  V7hich 
improves  the  penetration  of  the  poison  ejected  from  the 
tank  of  the  helicopter  into  the  plants.  The  stream  of  chemi¬ 
cals  is  flung  downward  with  great  force.  Bouncing  off  the 
ground,  it  also  sprays  the  bottom  of  the  leaves.  The  Ml-4s 
farming  helicopter,  designed  by  doctor  of  Technical  Sciences 
M,  Mil’ ,  is  quite  effective.  The  helicopter  requires  little 
space  to  land  and  take  off.  The  capability  of  flying  at  speeds 
up  to  200  km  per  hour,  hanging  motionless  over  one  spot, 
rising  and  dropping  along  a  vertical  line  opens  up  great 
possibilities  for  helicopters  operating  under  the  most'  un¬ 
usual  conditions  —  in  roadless  and  desert  areas  of  the  renub- 
lic.  Air  transport  during  this  peripd  played  an  important  part  in 
improving  the  economy  and  culture  of  Soviet  Uzbekistan.  Due 
to  the  development  of  the  productive  forces  of  the  republic, 
freight  and  passenger  turnover  in  all  types  of  transport  in¬ 
creased  greatly.  Tremendous  changes  occurred  in  the  structure 
of  shipments:  industrial  goods  took  up  more  than  one-half  of 
the  volume  of  goods  shipped,  and  improvement  in  operations  on 
the  basis  of  incorporating  the  latest  achievements  -of  tech¬ 
nology  has  boosted  the  development  of  all  types  of  transport. 

During  the  period  under  study  the  transport  system  was 
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expanded  through  the  building  of  the  now  Chardzhou- ’■<‘unsrad 
Railroad,  a  number  of  roads  and  gas  lines.  The  extensive  use 
of  diesel  locomotives  in  rail  transport,  large  trucks,  central¬ 
ized  shipments,  as  well  as  the  amalgamation  of  small  motor 
pools,  the  extension  of  the  system  of  good  roads,  the  use  of 
large-capacity  high-speed  jets  and  turboprop  planes,  the  addi¬ 
tion  of  new  vessels  to  the  river  fleet,  maximum  mechanization 
of  loading  an  unloading  operations,  further  improvement  in 
freight  shipment  planning  and  other  measures  have  made  it 
possible  to  cut  shipping  costs  in  the  economy. 


CHAPTER  SIX 


THE  RELATIONSHIP  BEWfEEN  VARIOUS 
FORMS  OF  TRANSPORT  IN  THE  REPUBLIC 


As  a  result  of  the  implementation  of  ■■Party '  policies 
in  Uzbekistan  great  success  has  been  achieved  in  the  develop¬ 
ment  of  transport.  Truck  and  air . transport,  which  did  not 
exist  before  the  revolution,  appealed,  and  rail  transport, 
furnished  with  modern  equipment,  constitutes  one  of  the  main 
elements  of  the  country’s  single  transport  system.  River 
transport  was  also  developed  extensively.  To  these  four  forms 
of  transport  one  other  has  been  added  in  recent  years  —  gas  . 
transfer,  which  has  great  prospects  for  the  future  in  Uzbek¬ 
istan.  The  presence  in  Uzbekistan  of  almost  all  forms  of 
transportation  and  a  large  volume  of  freight  and  passenpjer 
transfer  make  it  possible  to  effect  an  intelligent  distribu¬ 
tion  of  freight-passenger  flovr,  that  is  establish  a  relation¬ 
ship  bet\'reen  various  forms  of  transport.  The  problem  con¬ 
sists  in  developing  each  form  of  transport  in  correspondence 
to  the  sphere  of  its  effective  use.  In  this  case  the  possi¬ 
bility  is  formed  for  transferring  freight  and  passengers  with 
the  least  possible  expense,  which  will  make  it  possible  to 
decrease  in  the  final  analysis  labor  expenditures  on  produc¬ 
tion,  circulation  and  shipment.  In  order  to  achieve  the 
maximum  development  of  each  form  of  transport  it  is  essential 
to  solve  a  number  of  vital  problems,  the  chief  of  vrhich  are 
the  following:  expansion  of  the  hal’d- surface  road  system, 
construction  of  new  railroads,  development  of  new  types  of 
rolling  stock  and  vehicles,  for  use  by  rail  and  truck  transport 
maximum  mechanization  of  loading  and  unloading  operations, 
the  construction  of  mechanized  loading  facilities,  develop¬ 
ment  of  a  system  of  v/arehouses,  orgs-nization  of  ferry  service 
for  freight  across  the  Caspian  Sea,  all-out  development  of 
pipelines,  reconstruction  of  airfields,  achievement  of  rhyth¬ 
mic  operations  between  the  various  forms  of  transnort  in  haul¬ 
ing  freight  and  passengers,  etc.  The  distribution  of  freight 
and  passengers  between  the  various  forms  of  transport  in  Uz-. 
bekistan  depends  definitely  on  the  level  of  the  development 
of  transport  facilities.  In  I960  railroads  totalled  Ih.Qfo 
of  the  total  length  of  transport  facilities  in  the  Uzbek  SSR, 
i-raterways  —  14.66,  pipelines  —  1.06^  and  gas  lines  —  5«83%. 
Due  to  the  discovery  of  tremendous  reserves  of  natural  gas 
around  Bukhara  in  recent  years  gas  transfer  has  been  developed 
Before  the  discovery  of  Bukhara  gas  pipelines  of  local 


significance  were  laid  in  the  Fergana  Valley.  The  total  length 
of  gas  lines  in  the  Fergana  Valley  by  the  end  of  1957  was 
71  km.  Gas  was  used  for  filling  the  local  needs  of  the 
valley.  The  construction  of  gas  mains  began  in  1958.  Between 
1958  and  i960  the  following  lines  were  built:  Dzharkak- 
Tashkent  —  625  km,  Severnyy  Sokh-Fergana  —  68.  km,  Andizhan 
village-Andizhan  city  —  11  km.  At  present  the  density  of 
the  transport  facility  system  per  100  square  meters  in  Uzbek¬ 
istan  is  as  follows:  railroads  —  0*56  km,  oil  pipelings  — 

0.04  km  and  gas  pipelines  •—  0i22  kmi  Although  railroads  are 
second  in  length  to  roads,  hanidle.a  great  volume  of 

freight  and  passenger  service  (Table  30) i 

The  ratio  of  rail  transport  In  freight  turnover  in  the 
republic  began  to  drop • slowly,  and  In  passenger  serviee  it 
began  to  drop  noticeably;  the  role  of  motor  Vehicle  transport 
both  in  freight  and  passenger  service  increased,  and  the  ratio 
of  air  transport  increased  in  passenger  service.  The  ratio 
of  river  transport  and  oil  pipelines  in  the  republic  is  low. 

The  basic  form  of  transport  in  the  republic  —  rail  —  is  the 
only  means  with  the  aid  of  which  interregional  and  intraregional 
transport-economic  ties  are  maintained  throughout  the  year. 

The  distribution  of  freight  and  passenger  serviee .between  rail¬ 
roads  and  highways  is  of  national  economic  importance,  since 
many  hard-surface  roads  run  parallel  to  the  railroads.  These 
include  Tashkent-Angren,  the  Fergana  Belt  Highway,  the  Zerav- 
shan  and  Great  Uzbek  Highways.  The  distribution  of  freight 
shipments  between  trucking  and  river  transport  is,  in  our 
opinion,  of  little  importance  for  the  economy  of  the  lower  Amu- 
Dar'ya.  Finally,  the  distribution  of  passenger  service  between 
air,  rail  and  highway  service  is  also  a  vital  problem.  As 
for  petroleum  pipelines  for  the  transfer  of  crude  oil,  its 
advantages  over  rail  transport  caiinot  be  disputed.  For  the 
efficient  distribution  of  freight  and  passenger  transfer  be¬ 
tween  the  various  forms  of  transport,  it  is  essential  to 
proceed  from  their  technical— economic  features.  In  this  we 
must  consider  the  following  economic  indices:  1)  capital  in¬ 
vestment,  2)  operational  outlay,  3)  metal  consumption,  4)  labor 
consumption,  5)  fuel  consumption,  6)  time  spent  in  transporting 
freight  and  cost  of  freight  in  transit.^  In  addition,  in  our 
opinion  it  is  essential  to  consider  regularity  in  the  opera¬ 
tions  of  each  form  of  transport.  In  distributing  freight 
flow  between  various  types  of  transpoi-t,  under  Uzbek  condi¬ 
tions  only  rail  transport  can  provide  regularity,  for  even 
trucking  in  many  regions  does  not  operate  regularly,  particu¬ 
larly  in  the  winter.  It  is  also  necessary  to  consider 
spoilage  and  damage  to  goods.  All  forms  of  transport  are  not 
equal  in  providing  protection  from  damage  and  spoilage.  Air¬ 
craft  should  be  used  for  long  hauls  of  highly  perishable  goods. 
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Table  30 


Ratio  of  Various  Forms  of  Transport  In  the 
Uabak  33R.  in  Freight  and  Passenger  Service,  % 
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Table  31 

-owet  Use  Effectiveness  in  Various  'fyoas  of  Transoort* 
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trucks  for  short  hauls.  At  present,  In  view  of  the  relatively 
poor  development  of  refrigeration  facilities  not  only  in 
Uzbekistan  but  in  the  other  Central  Asian  republics  spoilage 
of  goods;:  particularly  on  the  railroads,  is  still  too  high, 
as  a  result  of  which  the  quality  of  perishable  goods  being 
transported  drops  sharply..  This  decreases  the  role  of  rail¬ 
road  in  the  distribution  of  perishable  goods  among  the  various 
types  of  transport. 

We  shall  briefly  give  the  significance  of  each  index 
in  determining  the  ecOnomlp  effectiveness  of  rail  and  truck 
transport.  1)  capital  investment.  The  cost  per  km  of  single- 
track  rail  line  with  diesel  locomotives,  rolling  stock  and 
freight  turnover  of  3*000,000  tons  in  the  first  year  of  ser¬ 
vice  with  1„  s  7%,  totals  100  *  25  *  125,000  rubles.  The  cost 
per  km  of  road  with  trucks  according  to  figures  by  the  Uzbek 
State  institute,  of  the  Eon-ferrous  metals  industry  totals 
70-^100 iOOO  rubles.  The  cpi^t  pdr  km  of  railroad  is  30  to  40% 
higher  than  the  cost  per  km  of  non— blacktop  road.  In  general 
the  cost  per  km  bf  single  track  railroad  together  with  rolling 
stock  is  1.5  to  3  times  that  of  the  cost  per  km  ofrdad.  In 
this  example  for  each  ruble  of  capital  investment  in  a  single- 
track  railroad  there  are  48  t/km  of  freight,  and  for  trucking 
road  —  75  t/km.  2)  Operational  expenses.^  Here  it  is  neces- 
saiy  to  consider  not  only  expenditures  depending  on  the 
of  traffic  but  expenditures  independent  of  the  train  traffic, 
since  it  is  not  a  matter  of  transferring  freight  for  rail 
transport  to  trucks,  but  of  determining  the  economic  effective¬ 
ness  of  their  use  by  building  new  roads.  The  average  cost 
of  rail  freight  shipments  in  the  Uzbek  SBR  in  I960  was  0*37 
kopeks,  and  for  truck  transport  --  7.2  kopeks  per  t/km,  while 
for  general  use  truck  transport  it  was  6.2  kopeks  per  t/km, 
where  trucks  are  larger  and  operations  are  better.  The  low 
cost  of  rail  transport  in  comparison  with  trucking  does  not 
testify  to  the  advisability  of  shipping  freight  by  rail,  since 
for  short  hauls  the  cost  is  even  greater  than  for  trucks. 

The  level  of  rail  shipment  cost,  and  in  general  of  all  types 
of  transport  is  greatly  influenced  by  distance.  Shipment  of 
Ijy  railroad  involves  initial  and  terminal  operations, 
without  which  the  trains  cannot  be  made  up  or  disassembled. 
Expenses  for  the  initial  and  terminal  operations,  since  they 
are  distributed  proportionate  to  distance,  in  short  runs 
noticeabl'^  influence  the  cost.  At  present  the  cost  of  ini¬ 
tial  and  terminal  operations  per  ton  of  freight  is  0.5  rubles^ 
This  means  that«  with  a  distance  oT  50  1  kopelc  is  spent 

for  each  t/km,  and  with  a  distance  of  15  km  —  3.33  kopeks, 

10  Inn  —  5.0  kopeks  and  5  km  —  10  kopeks.  In  comparing 
the  cost  of  rail  and  truck  shipments  it  is  necessary  to  con¬ 
sider  that  the  costs  of  maintaining  roads  are  not  counted  in 
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the  cost  of  trucking,  while  rail  line  maintenance  costs  are 
included  in  rail  shipment  costs.  Expenditures  for  maintaining 
roads  make  up  15-16^  of  operational  expenses. 

Calculations  of  cost  of  rail  and  truck  shipments  are 
not  made  according  to  a  single  method}  the  existing  method 
requires  certain' corrections.  In  rail  transport  operational 
expenses  are  determined  by  branches  of  the  economy,  and  then 
the  cost  per  t/km  of  freight  shipments  and  passenger-kilometer 
of  passenger  transfer  is  determined,  after  vrhich  the  cost  per 
t/km  is  arrived  at.  In  truck  transport  the  cost  is  determined 
according  to  expenditures,  dependent  and  independent  of  the 
amount  of  traffic.  3)  Consumption  of  metal.  The  consumption 
of  metal  for  building  1  km  of  single-track  railroad  line 
with  rolling  stock  total  15  tons  per  million  t/km  per  year. 
This  is  significantly  Qjsatcr  than  for  other  type  of  trans¬ 
port.  This  means  that  rail  transport  is  the  most  metal  con¬ 
suming  type  of  transport.  We  should  note  that  if  the  distri¬ 
bution  of  freight  is  made  between  operating  types  of  transport 
—  rail  and  truck  —  metal  consumption  in  rail  transport  will 
be  less,  it  is  merely  necessary  to  build  the' lacking  number 
of  cars  for  handling  the  freight  flow  transfered  from  truck¬ 
ing.  4)  Labor  expenditure.  In  distributing , freight  flow 
between  rail  and  truck  transport  labor  expenditure  is  very 
important,  since  the  shipment  of  goods  with  the  least  labor 
expenditures  greatly  decreases  the  cost  of  shipment. 

Freight  is  shipped  by  rail  with  less  labor  expenditure 
than  for  trucking.  T'his  is  due  to  the  fact  that  the  cargo 
capacity  of  railroad  cars  is  much  more  than  that  of  trucks, 
railroad  lines  ship  15-20  million  tons  of  freight  per  year, 
roads  much  less.  A  train  consisting  of  30  4-axle  cars  with  a 
3,000  hp  locomotive  is  operated  by  a  crew  of  five,  while  in 
truck  transport  for  the,  shipment  of  the  sa.me  qua-ntity  of 
freight  375  ZIL-150  trucks  are  required  with  an  equal  number 
of  drivers  and  loaders.  In  rail  transport  more  drive  force 
is  expended  to  move  freight  than  in  trucking  (Table  31)*  In 
trucking  an  average  of  15  hp  is  required  for  each  ton  of 
freight,  and  on  the  railroad  --  0.9  hp.  It  follows  from  the 
above  that  in  rail  transport  less  labor  is  expended  in  trans¬ 
ferring  goods  than  in  trucking.  Labor  productivity  in  Uzbek 
Railroad  transport  total.  600,400  t/km,  in  general  use  truck 
transport  65,900  t/km,  and  even  loss  for  truck  transport  in 
the  republic  as  a  whole.  The  method  of  calculating  labor 
productivity  in  truck  transport  requires  more  accuracy.  In 
rail  transport,  in  determining  labor  productivity,  the  workers 
of  all  sections  are  included  in  the  operations  group,  which 
more  correctly  reflects  the  level  of  labor  productivity , 
while  in  trvick  transport  road  repair  cre’-^s  are  not  included 
in  the  operations  group.  This  deliberately  i^jfp’ades labor 
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p.egend  to  Table  31  cont,:  ‘  — t 

'g  —  Truck  ! 

h  —  Truck  with. trailer 
i  —  Freight  train 
S.  Kudryavtsev, 

(Economic  Social  Transport),  Text 
Moscow,  1957,  page  43* 

Table  32 

Ratio  o£  Various  Forms  of  Transport  in  the  Uzbek 
SSR  in  1959-1965,  %  of  Total  Shipping*  ! 
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productivity,  while  in  fact  this  index  would  be  even  less  if 
the  road  repair  crews  were  included.  In  order  to  increase 
labor  productivity  in  truck  tranport,  it  i^  nssessary  first  of 
all  to  improve  vehicle  utilization; .  Calculation  shows  that 
if  the  degree  of  truck  load  capacity  utilization  were  increased 
by  1^,  an  additional  1,3T7»000  tons, of  freight  could  be 
hauled.  In  order,  to  increase  labor  productivity  all-out 
development  of  centralization  of  si;i.ipments  must  be  achieved, 
as  we  have  discussed  the  advantages  of  this  in  the  preceeding 
section.'  The  use  of  trailers  also  influences  greatly  an 
increase  in  laboh  productivity.  However,  at  present  a  small 
amount  of  freight  is  hauled'  by  trailer.  In  I960  only  1.6  mil¬ 
lion  tons  of  freight  were  hauled, by  trailer.  The  level  of 
labor  productivity  in  truck  transport  is  influenced  by  the 
use  of  large  trucks  and  an  expaiisipn  of  the  hard- surface  ro3.d 
network.  On  hard  sur,face  'roads  not  only  opers-tioual  expenses 
are  less,  but  trailers  and;' Ibn^br' rigs  can.  and ■■  should  be 
used.  5)  Fuel  Cohsumptlon'.  F^el  .coppumption  is  important 
for  determining  the  economic  effecti'VBness  of  rail  and  truck 
transport.  There  is  no  common ,'denomina't or.  for  determining 
fuel  consumption'  in  rail  and  truck  transpbr't.  In  rail  traps- 
port  fuel  consumption  is  determined  .per  10,000  t/km  gross, 
and  in  truck  transport  gasoline  consumption  is  determin®d  per 
1000  km  of  mileage,  depending  on. the  make  of  truck.  In 
I960  fuel  consumption  on  the  Tashkent  Railroad  per  10,J0Q 
t/km  gross  with  diesel  .locomo'ti'ves  totalled  45.8  kg  and  l.Oo 
rubles,  while  in  genera,!  use  Uzbek  truck  transport  the  figure 
for  1000  km  was  380  liters  or  4'1,04  rubles,.^ 

The  amount  of  fuel  consumption  is  influenced  greatly 
by  movement  resistance  in  rail  .and  truck  transport.  Resis- 
tence  in  truck  transport  is  much  greater  than  in  nail,  az 
a  truck  rate  of  40-50  km/hr  on  improved  roads  resistance  is 
12-15  kg  per  t,  and  on  rail  transport  at  the  same  speed  — 

2.3.  Such  a  great  difference  is  due  to  the  fact  that  .the 
weight  of  loaded  freight  cars  is  11  times  that  of  ZIL-^0 
trucks.  6)  The  time  requii’ed  for'  transporting  goods  ardthe 
cost  of  freight  in  transit.  The  time  for  transporting  goods 
is  extremely  important  in  the  country's  economy.  Time  gained 
by  accelerating  goods  shipment  not  only  speeds  up  the  "turn¬ 
over  of  working  capital  but  also  will  increase  labor  producti¬ 
vity.  At  the  present  time  the  rate  of  shipping  goods  on  the 
Tashkent  Railroad  is  10  km/hr,  and  in  general  use  truck 
transport  —  16-17  km/hr.  Truck  transport  has  a  clear  ad¬ 
vantage  over  rail.  Freight  shipments  by  rail  for  short  dis¬ 
tances  not' only  increase  the  time  required  for  delivery,  bu 
ct^J  are  used  extremely  inefficiently  and  the  time  spent  by 
the  freight  car  under  way  is  2-3^  of  total  car  turnover.  An 
acceleration  of  the  time  required  to  ship  goods  by  rail  by 
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increasing  the  weight  of  trains,  improved  utilization  of  rol¬ 
ling  Btpok  and  the  extensive  use  of  dftesel  locomotives  will 
make  it  possible  to  handle  shipments  with  less  rolling  stock 
and  fewer  workers.  It  follows  frorni  the  above  that  rail 
transport  has  a  number  of  advantages,  over  trucking.  The  , 
continuity,  mass  nature  and  relatively  low  cost,  high  labor 
productivity,  comparatively  less  fuel  consumption  and  other 
advantages  make  rail  trah sport  t.hay^prlmary  form  in  the  re¬ 
public.  Experience  has  proved  t'lfat  truck  transport  should 
play  a  decisive  part  in  short  hauls.  in  the  republic 

in  many  outlying  regions  trucks  ha,ul  freight  long  distances, 
and  here  trucking  is  justified,  s|hce  in  these  areas  freight 
floV  is  not  large  and  for  the.  tiiije  being  there  is  no  heed 
to  build  railroads.  The  Sphere  of  iruck  Use  is  bSirtg  expanded 
more  and  morei  This  is  aided  hy  the  extensive  use  Of  large- 
capacity  dump  trucks,  the  extension  of  the  rbad  system  and 
use  of  trailers.  The  Seven  Year  Plan  calls  for  a  great  change 
in  the  relationship  between  various  types  of  transport.  This 
is  due  to  the  fact  that  all  short  rail  hauls  now  taking  place 
will  be  transferred  to  trucks.  .As  a  result  of  expanding  the 
hard  surface  road  system  the  ratio  of  truck  transport  in 
intraoblast  and  interoblast  shipping  vrill  increase  (Table  32.) 

It  is  clear  from  Table  32  that  the  ratio  of  rail  trans¬ 
port  during  the  Seven  Year'  Plan  in  freight  turnover  and  par¬ 
ticularly  passenger  turnover  will  decrease.  A  decrease  in 
the  ratio  of  rail  transport  in  freight  turnover  occurs  through 
a  great  development  in  trucking.  A  significant  ckange-.will 
take  place  in  passenger  turnover.  A  drop  in  the  ratio  of 
rail  transport  in  passenger  service  is  due  to  the  addition 
of  large-capa-city  jet  and  turboprop  planes  to  the  Civil  Air 
Fleet,  as  well  as  the  extensive  development  of  bus  service. 
During  the  period  of  stepped-up  Communist  construction  the  • 
saving  of  time  is  of  first-rate  importance,  since  the  bringing 
of  economic  regions  in  our  country  closer  together  in  time 
will  accelerate  the  rate  of  building  the  material-technical 
basis  of  communism  in  the  USSR.  In  addition,  a  steady  rise 
in  the  standard  of  living  and  regular  decrease  in  air  rates 
will  further  an  increase  in  the  ratio  of  air  transport  in 
passenger  service.  During  the  beginning  of  Seven  Year  plan 
the  sphere  of  streetcar  use  will  be  greatly  limited,  due  to 
the  development  of  more  comfortable  forms  of  urban  transit  — 
buses  and  trolleybuses.  The  planned  and  proportional  develop¬ 
ment  of  all  tynes  of  transport  will  make  it  possible  to  dis¬ 
tribute  efficiently  the  flovr  of  freight  and  passengers  among 
the  various  forms  of  transport,  estalDlishing  an  intelligent 
relationship  among  them. 
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CHAPTER  SEVEN  . 

BASIC  TRENDS  TRANSPORT  DEVEMPMEKT 

Extensive  Interregionat  and" intra^^egional  transport- 
economic  links  within  the  republl^.cati'  be  effected  only  If 
transport  develops  together  ylth  the  development  ot  .^econom-  . 
ic  regions.  ExtehstVe  specialization  and  cooperatioid  of  in-i 
dustrlal  enterprises  are  possible  only  through  rail  t.rens- 
port»  using  the  most  aK)derh..ecpdipment  end  well-developed  :  , 
rail  system.  Particularly  gtCAt  is  the  role  of  rail  trans** 
port  during  the  period  of  ste^p|^d-up  communist  construction; 

In  1959  the  Soviet  nation  eiatered  a  period  of  stepped-up  '  , 
communist  construction.  Thd  21st  Patty  Congress  outlined:' 
the  ways  of  devetoping  the  national  economy  for  1959-1965. 

The  creation  of  a  material- technical  basis  for  communism 
means  the  futther  e3rt:ensive  development  of  heavy  industry, 
which  Is  the  basic  foundation  of  the  socialist  economy  — 
ferrous  and  noii-ferrous  metallurgy,  power  engineering,  the 
chemical,  petroleum,  gas  and  machine  building  Industry.  Tedi- 
nlcal  progress,  automation  and  mechanization  of  production 
processes,  the  extensive  use  of  atomic  energy^  chemicals  and 
gas  In  the  national  economy  are  essential  elements  in  cre¬ 
ating  the  material-technical  basis  for  communism.  During 
a  period  of  a  sharp  increase  In  freight  shipments  and 
passenger  service  efficient  transport  operations  become 
extremely  Important...  The  Intelligent  selection  of  direction 
In  the  development  of  transport  will  make  it  possible  to 
satisfy  to  a  maximum:  the  requirements  of  the  primary  econ¬ 
omic  law  of  socialism,  that  Is  transport  will. fully  aid  In 
the  rapid  development  of.  productive  forces  and  the  creation 
of  a  mate rial-technical, basis  for  communism  In  this  country. 
The  cCrrect  selection  of  the  basic  direction  for  the  devel¬ 
opment  ol  transport  will  make  it  possible  to  carry  freight 
and  passengers  with  the  least  transport  costs,  filling  the 
requirements  of  the  economy  to  a  maximum  for  freight  and 
passenger  service,  deepening  the  socialist  division  of  lab¬ 
or,  specialization  and  cooperation  betv^en  Industrial  bran¬ 
ches.  Distribution  of  freight  and  passenger  service  between 
various  tj^es  of  transport,  taking  into  consideration  their 
technical-economic  features,  the  presence  of  a  single  trans¬ 
port  system,  service  by  all  types  of  stransport  and  their 
development  according  to  a  single  economic  plan,  the  pos¬ 
sibility  of  organization  and  total  development  of  combined 
rail-water  shipments  and  many  other  advantages  of  socialist 
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transport  over  capitalist  make  it  possible  to  determine  the 
basic  trend  in  the  development  of  transport. 

Under  Uzbek  conditions  the  development  of  cotton  farm¬ 
ing,  the  gas,  chemical,  oil  refinixig,  machine  building  in- 
dustry,  ferrous  metallurgy!  building  materials  industry, 
and  the  constant  rise  in  the  standard  of  living  on  the  one 
hand,  and  the  continually  ’developii^  transport-economic 
links  between  this  republic  arid  other  areas  of  the  country 
on  the  other,  constitute  factors  detOrinihirig' the  basic  trends 
in  the  development  of  uibek  traftspOii^t!  In,  1965  cotton  pro¬ 
duction  in  the  republic  wl^l  ttdfeai  3i8>illiOn  toris.  This  , 
tnerins  that  trucks  will  harix  6i4|mitlib»s  tOris  of  raw  cotton*, 
rail  and  riv^t  ttirispo^  iitiliiles  of 

cotton  fibre,  12,000  tons  of  dOtto',  (354000  toris  of  ^:;c|t:tbri** 
seed  oil;  truck  and  rail  transport  1^9  million  tbtts  o£ 
cottonseed,  8:>0, 000  tons  Of  oilOake^  560, OOO  tons  of  husks, 
83,000  tons  of  SOapi  fotal  cotton  product  shipments  in  all 
t^es  Of  trariSport  will  be  10^860,000  tons.  This  requires 
the  solution  of  a  number  of  present  transport  problems. 

In  the  estimated  figures  for  the  development  of  the 
USSR  economy  for  1959-1965  great  attention  is  devoted  to  the 
development  of  all  types  of  transport,  particularly  rail.  In 
1959-1965  a  radical  technical  reconstruction  of  rail  trans¬ 
port  is  called  for,  that  isj  a  transfer  of  main  lines  to 
electric  and  diesel  locomotives,  the  laying  of  Sturdier  arid 
heavier  rails,  equipping  many  lines  with  automatic  block 
systems,  central  dispatcher  systems,  the  extensive  util¬ 
ization  of  radio  communications,  television.  In  addition/ 
new  railroads  are  to  be  built.  Thus  the  radical  techriical 
reconstruction  on  the  basis  of  technical  progress  constit¬ 
utes  one  of  the  basic  trends  in  the  development  of  trans¬ 
port,  Technical  progress  is  the  fundamental  basis  in  the 
development  of  transport,  the  deciding  factor  in  handling 
rapidly  increasing  freight  shipments,  increasing  labor  pro¬ 
ductivity,  labor  efficiency  and  increasing  the  country’s 
labor  resources.  The . inf luence  of  technical  progress  on 
labor  productivity  in  ..the  area  of  rail  transport  is  seen  in 
two  ways:  on  the  one  hand  new  equipment  results  in  labor 
savings  where  it  is  introduced,  and  frees  workers  for  other 
jobs.  On  the  other  hand,  new  equipment  improves  equipment 
utilization  standards  and  thus  increases  labor  pro^ctivity. 
Technical  progress  under  capitalism  also  increases  labor  pro¬ 
ductivity,  but  this  intensifies  labor,  while  under  social¬ 
ism  labor  productivity^  is  increased  through  an  intensifica¬ 
tion  of  equipment  use^. 

The  main  element  in  technical  progress  in  rail  trans¬ 
port  under  our  republic’s  conditions  is  the  extensive  ap¬ 
plication  of  diesel  locomotives  not  only  on  main  lines  but 
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in  switching  operations*  The  diesel  locomotive  is  more  ec¬ 
onomical  and  powerful  in  comparison  with  the  steam'  locomot¬ 
ive,  In  utilising  diesel  power  the  weight  per  train  increas¬ 
es  greatly,  which  aid^  in  increasing  labor  productivity, 
since  we  expedience  an  increase  in  output  per  worker.  An  in¬ 
crease  in  train  weight;  takes  place  not  only  through  tthe  ex¬ 
tensive  application' of  diesel  locomotives  and  large-capac¬ 
ity  six-axle  cars  witl>  a  capacity  of  93-100  tons,  but  also 
through  a  great  increese  in  industrial  shipmeht,  the  ratio 
of  which  vd.ll  go  up  tq  75-80%  in  the  future  in  rail  trans¬ 
port  freight  Operations An  increase  in  labor  productivity 
through  an  increase  ;lh  train  welghp  is  involved  winh  the 
lengthening  of  arrival  and  departure  sidings  at  Stations,  At 
the  present  time  a  further  incrpasa  ip  the  weight  of  trains 
in  many  cases  is  limited  by  the  'ie^th  of  station  sidings, 

The  present  length  of  many  arrlyai^departure  sidings  is  in¬ 
sufficient  for  heayy-weijght  traihsi  as, a  result  of  which- in> 
certain  sections  the  capacity  of  dieSel  locomotiws  is.  being 
utilized  inefficiently, 

For  a  further  increase  in  train  weight,  decrease  in 
transport  costs  in  the  economy,, ;  creation  of  reserves  of 
traffic  capacity  on  the  railroad^ sSqtiOns  and  savings  in 
capital  investment  necessary  for  increasing  the  traffic  cap¬ 
acity  of  railroad  lines,  as  calcul^tipns  show,  the  useful 
length  of  arrival-departure  siding.s  oh  main  lines  should  be 
no  less  than  1100  m.  This  length  will  make  it  possible  to 
increase  the  weight  per  train,  allowing  heavy  and  long  trains 
to  pass  at  way  stations.  The  extensive  utilization  of. dies¬ 
el  locomotives  will  make  it  possible  to  increase  the  aver¬ 
age  locomotive  run,  which  also  will  increase  labor  produc¬ 
tivity  of  transport  workers.  In  1958  the  average  daily 
diesel  locomotive  mileage  was  403  km.  In  the  future  this  , 
wilA  increase  to  600  km,  by  1965,  The  average  daily  loco¬ 
motive  mileage  will  increase  through  total  change  on  the 
TasHcent  main  line  to  diesel  locomotives,  double-tracking 
and  sturdier  and  heavier  rails,  as  well  as  automatic  block 
systems  on  the  lines.  This  will  also  make  it  possible  to 
extend  single  locomotive  runs.  Up  to  1958  on  the  Tashkent 
main  line  there  were  nine  steam  locomotive  and  two  diesel 
depots.  Locomotives  were  operated  on  short  runs  from  75- 
120  km.  Short  runs  on  the  Tashkent  road  were  necessary,  for 
servicing  steam  locomotives  every  70-80  km.  The  implemen¬ 
tation  of  the  TE-3  diesel  on  existing  runs  hindered  a  more 
efficient  utilization  of  diesels,  which  did  not  require 
frequent  servicing.  Under  present  conditions,  each  brigade 
would  have  time  off  at  the  changepoints .  For  the  efficient 
utilization  of  rolling  stock,  the  locomotive  runs  were  ex¬ 
tended  in  the  second  half  of  1958.  For  example,  the  Tash¬ 
kent-  Syrdar'inskaya  run  (80  km)  was  extended  to  Ursat»yev- 
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skaya  station  (151  loti),  Leninabad- Gorchakovo  (IBO  km)  was 
extended  to  Ursat'yevskaya  station  (260  km)3,  etc.  An  ex¬ 
tension  of  the  locomotive  runs  made  it.  possible  to  eliminate 
several  ste^  depots  (Syrdar* inskoye^  Leninabad,  Denau,  etc). 
Extension  of  the  locomotive  runs  required  a  changeover  to 
the  shift  system,  whereby  the  brigades  do  not  remain  with 
their  diesels.  Ih  this  method  of  diesel  servicing  each  one 
will  be  responsible  for  all  locomotives,  and  all  will  be  re*- 
sponsible  for  each.  Here  a  genuinely  communist  attitude  is 
shown  to  community  property,  the  lengthening  of  the  runs 
made  it  possible  to  increase  the  average^^daily  diesel  loco¬ 
motive  mileage  in  1959  td  5^^-580~  km.  For  more  efficient 
diesel  locomotive  utilization  it  is  essential  to.  lengthen 
further  the  single  locomotive  rvms.^  j^  operations  in  the 
Seven  Year  Plan  on  maih  runs  siiOh  as  Ghen'gel'dy-Ursat'yev- 
skaya  (460  km),  Ursaf 'yeVskaya^Ragan; (905  km),  Kagan- termez 
(992  km)  etO^  mil  not  Ohly  tnake  It  possible  to  increase  the 
average  daily  diesel  mile£i|ii(  but  also  that  of  Cars,  increas- 
labor  productivity,  acOelerate  turnover  and  dit  down  the 
requirements  of  the  road  for  rolling  stock.  In  the  total 
shift  of  the  Tashkent  main  line  to  diesel  drive  dnits  the 
sequence  Of  shifting  to  diesel  traction  of  the  various  tmits 
is  of  inuch  importance.  We  must' proceed  not  only  from  an  in¬ 
crease  in  Average  daily  mileage  for  locomotives  and  cars  but 
also  from  a  decrease^ in  operations  costs. 

Diesels  should  be  used  .  extensively  not  only  for 
main  line  hauling,  but  also  for  switching  operations.  It 
is  true  that  the  cost  of  a  series  TE-1  diesel  is  almost 
twice  that  of  the  series  E  steam  locomotive.  Ihe  diesel 
will  make  it  possible  to  cut  operations  costs  in  swittdiing 
operations  and  handle  more  cars  per  day.  This  means  that 
without  supplementary  capital  investment  the  handling  cap¬ 
acity  of  a  station  will  increase.  The  diesel  will  make  it 
possible  to  save  in  capital  Investment  necessary  for  increas¬ 
ing  the  stations 's  capacity.  With  the  use  of  diesels,  since 
the  switching  operations  process  will  be  more  rapid,  the  time 
spent  for  each  switching  run  will  be  less,  which  is  import¬ 
ant  for  cutting  down  the  time  spent  by  cars  at  freight 
yard  stations.  Operating  cars  on  the  average  spend  more 
than  407,  of  their  time  in  operation  at  section  and  sorting 
yards,  CXitting  this  time  by  the  extensive  use  of  diesels 
in  switching  operations  leads  to  an  acceleration  in  freight 
car  turnover  and  in  the  final  analysis,  to  a  decrease  in  the 
requirements  of  rail  transport  for  cars.  One  of  the  basic 
elements  of  technical  progress  is  the  laying  of  sturdier  and 
heavier  rails,  which  make  it  possible  for  heavy  trains  to 
run  at  higher  speeds.  These  R-50  and  R-65  rails  will 
make  it  possible  to  cut  down  running  track  maintenance  costs. 
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Heavy  rails,  layed  on  rock  ballast  and  ferroconcrete  ties, 
will  not  only  cut  down  operations  costs  but  will  Improve 
rail  operations.  Ferroconcrete  ties  are  the  thing  for  the 
future.  They  last  40-50  years  (the  effective  life  of  im¬ 
pregnated  wboden  ties  is  7-8  yea:fs)i  In  our  opinion  in  the 
near  future  we  should  lay  ferroconcrete  ties  on  all  lines  in 
Tashkent skaya  Oblast,  and  in  succeeding  years,  in  Samarkand- 
skaya  Oblast  and  the  f^axgwa  Valley.  There  are  railiroad  sec¬ 
tions  in  the  republic  whore  mechanization  of  transport  pro¬ 
cesses  is,  extremely  important.  These  are  loading  and  unload¬ 
ing,  as  well  as  track  . operations.  is  .true  that  in  these 

operations  a.  good  part- of  the  vbrk  is  .mechanized,  but  the 
loading  and  unloading  oi  much  freight  . is  handled  manually. 

The  manual  method  not  only  inereesee  the  cost, of  transport 
operations  but  increases  the  'time  spent  by  cars  idle,  wors¬ 
ens  their  use  indices.  In  1958  in  the.  freight  yards  and  on 
industrial  spur  tracks  of  the  Ta silent  main  line  48%  of  all 
loading  and  unloading  operations  Were  mechanized. 

The  June  Plenum  of  the  CC  of  the  Party  (1959)  devot¬ 
ed  serious  attention  to  the  mechanism  of  freight  operations 
in  transport.  In  the  efficient  use  of  freight  cars,  mech^ 
anization  of  loading  operations  is  very  Important,  which  will 
make  it  possible  to  cut  down  the  time  spent  by  cars  during 
loadli^g  and  unloading,  will  accelerate  thei*^  turnover  and 
decrease  the  requirements  of  the  road  for'  cars,  cut  down 
capital  investment  voltime  necessary  for  building  railroad 
cars.  The  cost  of  building  a  car  averages  3,500  rubles. 
Calculations  indicate  that  due  to  total  mechanization  of 
cotton  fibre  loading  the  Uzbek  SSR  would  save  more  than 
500, OOO  rubles  per  year.  However,  a  large  percentage  of 
loading  and  unloading  operations  in  the  republic  are  still 
done  manually.  A  further  development  of  total  mechanization 
of  loading  and  unloading  operations  on  spur  tracks  leading 
to  Industrial  enterprises  and  freight  yards,,  where  up  to  the 
present  about  one  half  of  all  freight  operations  are  handled 
manually,  will  make  it  possible  to  save  on  production  costs. 

If  we  consider  that  the  cost  of  handling  one  ton  of  freight 
manually  in  1958  was  26.7  kopeks  and  11.8  with  machinery, 
with  total  mechanization  we  will  save  more  than  1.6  million 
rubles  per  year.  In  the  future  we  should  devote  more  atten¬ 
tion  toward  carrying  out  measures  which  will  make  it  possib¬ 
le  to  raise  universally  the  level  of  loading  and  unloading 
operations  mechanization,  primarily  on  industrial  spur  tracks, 
which  handle  a  considerable  (70-80)  percentage  of  the  total 
volume  of  rail  freight  operations. 

The  addition  of  jib,  diesel  and  motor  cranes  mounted 
on  railroad  cars  in  1959-1965,  with  hoist  capacities  of  5- 
50  tons,  electric  gantry  cranes  with  a  span  of  11.3-16  m 
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and  hoist  capacity  o£  5-10  tons,  3-10  ton  loadet  trucks  o£ 
various  models  with  fork  lift  devices  for  operating  in  open 
areas,  as  well  as  small  1.3  ton  loaders,  sufficiently  man¬ 
euverable  for  operating  in  warehouses  and  inside  box  cars, 
will  enable  maxlmvim  m^ohanitation  of  loading  and  unloading 
operations  in  rail  ttahSport,  in  vietf  of  a  further  increase 
in  crated  and  piece  shipments  It  is  essential  to  extend  t^he 
package  method  of  shipping  these  goods. on  pallets*  With 
this  the  use  of  bhe  small  f pick  lift  is  advisable*  The  time 
spent  by  freight  cars  during  loadiiig  operations  with  pallets 
in  comparison  with  Ope.rations  witthdut:  the  Use  of  pallets 
is  cut  40-60%.  This  makes  it 'possible  to  accelerate  freight 
Car  turnover,  decrease! the  cost  io/i  handling  freight  and  in¬ 
crease  labor  productivity  in  Ibadl^  Operatiiinis.  In  the  fin¬ 
al  analysis  suCceSs  ih  total  loading  Operations  mechanisation 
will  depend  on  the  ektehSiva  uSe  o^  containers;  Iri  view  of 
increased  shipments  of  farm'^ products  and  building  materials^ 
of  particular  importance  is  shipment  in  special  Containers 
of  vegetables,  fruits,  as  well  as' slate,  glass  and  other  com¬ 
modities,  where  particular  regulations  must  be  observed  in 
shipping  and  transfers.  It  is  intolerable  that  up  to  the 
present,  as  a  result  of  carelessness,  about  207.  of  all  po¬ 
tatoes,  107.  of  glass,  157.  of  bricks,  etc.,  are  ruined  in 
transit.  The  use  of  containers  will  not  only  provide  total 
mechanization  of  loading  and  unloading  operations,  but  it 
will  make  it  possible  to  cut  expenses  on  packaging  materials. 
The  following  example  is  interesting.  Expenses  for  packaging 
one  ton  of  glass  for  shipping  in  freight  cars  total  13.5 
rubles,  in  containers  —  2.45  rubles.  Containers  are  also 
important  for  making  the  shipmeiit  of  small  commodities  ef¬ 
ficient.  If  small  commodities  are  carried  in  containers, 
they  are  shipped  on  flatcars,  the  capacity  of  which  is  used 
to  a  greater  extent  than  that  of  boxcars  in  hauling  small 
commodities.  Several  million  rubles  are  saved  in  packaging. 
Many  containers  and  boxes  are  shipped  by  truck  to  the  rayon 
seats  of  the  oblasts  in  this  republic.  The  transfer  of  2.5 
ton  capacity  boxes  by  truck  along  poor  roads  is  extremely 
difficult.  It  is  quite  possible  to  haul  lighter  containers 
by  truck  on  poor  roads.  The  Seven  Year  Plan  provides  for  the 
production  of  containers  with  smaller  capacity  —  0.5  and 
1.25  tons.  This  will  advance  the  crating  of  goods.  Crat¬ 
ing  should  be  combined  with  the  construction  of  new  crate 
storage  areas  not  only  at  large  but  also  at  small  stations, 
to  which  oblast  roads  adjoin.  By  bringing  crate  storage 
areas  to  industrial  and  farming  centers  it  will  be  possible 
to  cut  transport  costs  greatly.  The  rapid  development  of 
industry,  farming,  construction  and  commerce  in  Tashkent  has 
led  to  a  great  increase  in  freight  handling  at  Tashkent 
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Freight  Station*  Business  between  the  station  and  all  ship¬ 
pers  and  consignees  In  the  city  o£  Tashkent,  the  presence  of 
numerous  spur  approach  tracks  "and  five  container  storage 
areas  require  the  construction  pf  e  inechanlzed  freight  load-: 
ing  yard  which  would  provide  tnexln^. mechanization  of  load-  . 
ing  operations.  I^chanized  yards , would  make  it  possible  to 
cut  down  greatly  the  timei'.s^ent  by  freight  cars  in  loading 
and  unloading,  decrease  t'l^e  needs 'of -rail  transport  for  cars, 
accelerate  tne  process  d£  forming  and  dissassembling  trains 
and  decrease  the  cost  of  fneigHt  handling.  Samarkand,  Kok¬ 
and,  Andizhan  and  other  stations  also  need  a  mechanized 
freight  haiidling  yard.  .  One  of  the.  elements  of  technical 
progress  in  rail  transport  is  the  equipping  of  sections  with 
automatic  block  systems,  i^icjb  will  not  only  increase  traf¬ 
fic  safety  but  will  incx^ase,.the:  traffic  capacity  of  lines  by 
30%.  One  of  the  most  laborious  jobs  in  rail  tra.Asport  are 
track  reapairs.  Track,  repair  brigades  must  be  given  mobile 
power  stations  with  sets'  of  machinery  and  tools  for  tamping 
ties,  cutting  rails  and  other  jobs  formerly  done  manually. 

For  more  effective  traffic  direction  the  train  dis¬ 
patcher  must  have  radio  contact  with. train  engineers,  which 
would  make  it  possible  for  the  duty  dispatcher  to  know  what 
section  the  train  is  on,  the  train.' s  speed,  and  the  dispat¬ 
cher  could  tell  the  eng.l^eer  that  the  train  was  transiting 
through  way  stations  artd  indicate  the  track,  at  what  station 
the  meeting  would  take  place,  give  weather  forecasts,  etc. 
This  is  important  for  incfeasi^  traffic  safety  and  the  traf¬ 
fic  capacity  of  railroad  sections.  It  is  true  that  radio 
communications  are  used  on  a  small  section  of  the  Tashkent 
main  line.  We  must  provide  radio  communications  with  the 
rail  sectipns  Kagan- Samarkand,  Samarkand,  Ursat 'yevskaya, 
Ursat 'yevskaya-^dizhah  and  Kzyltukumachi-Angren.  An  insep¬ 
arable  element  in  technical  progress  in  rail  transport  is 
the  installation  of  centralized  electric  switch  operations 
at  the  main  railroad  stations.  A  significant  increase  in  th? 
number  of  passenger  and  commuter  tra.ins,  as  well  as  maximum 
train  safety  required  electric  switch  centralization  at 
Tashkent  passenger  station,  which  freed  a  great  number  of 
switchmen.  With  electric  switch  centralization  all  incor¬ 
rect  operations  are  impossible,  which  provides  complete  traf¬ 
fic  safety.  The  great  Increase  in  rail  freight  turnover  mak¬ 
es  it  necessary  to  equip  major  stations  such  as  the  Tashkent 
Freight,  Ursat 'yevskaya,  i^gan  and  Kokand  with  electric 
switch  centralization  in  the  near  future. .  The  application 
of  the  objective  law  of  planned  and  proportionate  develop¬ 
ment  of  society  to  transport  requires  not  only  the  exten¬ 
sive  incorporation  of  the  latest  equipment,  but  also  new 
rail  and  road  construction,  gas  mains  and  the  total  develop- 
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ment  of  all  types  of  ttenspprt.  The  socialist  planned  econ¬ 
omy  contains  all.opporttmities  for  the  harmonious  develop¬ 
ment  of  all  branches  of  the  economy,  including  rail  trans¬ 
port.  Proportionate  development  of  rail  transport  requires 
the  harmonious  and  total  development  of  links  in  the  rail 
system,  in  order  for  one  branch  not  to  sldw  the  development 
of  an  other.  In  order  to  increase  train  weight  it  is  es.nen- 
tial  to  ,  produce  a  mote  powprful  lOcomotiye,  stiitdier  road¬ 
bed,  heavier  rails,  as  well  as  an  increesii  in  the  number  of 
ties  per  ^  of  track,  the  installatidh  of  automatic  block 
systems,  etc.  Radical  technical  taconstruction  should  be 
combined  with  the  building  pf  new  reilrpads.  kany  existing 
lines  ate  overloaded,  milch  .cUtd • down  their  flexibility. 

Many  railroad  llnee  in  tni  peptiblid  ere  single'^trackedjl  and 
with  the  significant  incredee  in  the  amount  of  train  traffic, 
the  section  Speed  will  decrease. 

At  present  Uzbekistan  has  2324  km  of  lines  as  compare 
ed  to  1300  in  1913.  The  density  of  the  system  in  the  Uzbek 
SSR  is  0.56  km  per  100  sq  km  of  territory,  and  2,8  km  per 
10,000  population,  while  in  the  USSR  as  a  whole  the  density 
is  0.6  and  6.0  respectively.  In  density  the  USSR  as  a  whole 
and  Uzbekistan  ii particular  still  lag  behind  a  number  of 
capitalist  countries.  In  Great  Britain  the  density  of  the 
rail  system^^  is  14.3  and  6.6  respectively,  in  the  USA  4.5  and 
21,5,  in  West  Germany  —  15,0  and  7.3.  However,  although 
the  density  of  the  system  is  not  ah  all-encompassing  index, 
it  without  a  doubt  reflects  the  level  of  rail  transport  de¬ 
velopment.  Hew  rail  construction  requires  major  expenditures 
of  labor  and  materials.  The  periods  required  for  capital 
investment  in  rail  construction  to  pay  for  itself  are  great¬ 
er  than  those  in  the  reconstruction  of  rail  transport.  Low 
density  indices  per  unit  of  territory  in  Uzbekistan  are  due 
to  the  fact  that  the  roads  are  built  chiefly  in  more  densely 
populated  regions.  Such  areas  ias  the  Karakalpak  ASSR,  with 
an  area  of  lo7,900  sq  km,  has  a  total  of  100  km  of  rail 
lines,  Bukharskaya  Oblast,  with  122,000  sq  km  —  276  km,  etc. 
Existing  Uzbek  main  lines  Kagan-Ursat 'yevskaya,  Ursat'yeV- 
skaya-Andizhan  and  Ursat'yevskaya-Tashkent,  Arys ' -Orenbusrg 
were  built  60-70  years  ago,  when  freight  was  hauled  in  small 
volume,  where  the  level  of  development  of  productive  forces 
of  the  area  was  low,  many  regions  were  not  populated,  the 
lower  reaches  of  the  Amu-Dar*ya,  the  Southwest  of  Uzbekistan, 
the  Turkmen  and  Tadzhik  SSR  did  not  experience  great  transport 
difficulties  in  their  ties  with  the  European  part  of  the  na¬ 
tion  due  to  the  roundabout  nature  of  the  then  existing  rail 
routes  to  the  center  of  the  USSR,  During  the  years  of  Sov¬ 
iet  authority  .the  productive  forces  of  Central  Asia  devel¬ 
oped  rapidly,  and  goods  shipments  increased  sharply,  inter- 
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regional  transport-economic  ties  increasing  greatly  between 
Central  Asia  and  the  European  and  Eastern  areas  of  the  coun¬ 
try.  The  existing  rail  route  from  Central  Asia  to  Europe 
remained  the  only  one.  Along  this  route  goods  flowed  from 
formerly  sparsely  pppulated  regions  to  the  European  part  of 
the  USSR,  from  which  these  regions  received  industrial  goods. 
The  configuration  of  the  rail  route  was  u,..<accaptable  for  many 
regions  in  Central  Asia.  Due  to  lack  of  a  short  rail  route 
across  the  lower  Amp-Dartya  to  Europe,  the  entire  area  of  the 
Amu-Dar'ya  basin,  Southwest  Uzbekistan,  the  Tureen  and  the 
Tadzhik  SSR  bear  heavy  transport  expenses  in  maintaining 
economic  ties  with  Europe.  The  present  level  of  the  develop¬ 
ment  of  productive  forces  in  Central  Asia  retires  the  de¬ 
velopment  of  new  rail  construction  both  on  routes  from  Uz¬ 
bekistan  to  Europe,  to  the  Eastern  areas  of  the  country,  as 
well  as  within  the  Central  Asian  republics  themselves.  Hew 
rail  construction  is  extremely  important  from  an  economic  , 
standpoint.  The  building  of  rail  lines.  Will  produce  gre^t  ' 
savings  to  the  economy.  Main  line railroad  const  ruction 'un¬ 
der  Uzbek  conditions  will  make  it  possible  to  cut  down  the 
distance  of  hauls,  that  is,  decrease  ton-km  operations.  Cal¬ 
culations  indicate  that  due  to  the.  construction  of  the  Kiin- 
grad-Aleksandrov  Gay  road  the  route  from  Europe  to  Central 
Asia  will  be  cut  by  755  km.  New  rail  construction  will  make 
it  possible  to  cut  down  the  number  of  locomotives  and  freight 
cars,  train  and  locomotive  brigades,  etc.  A  decrease  in  the 
number  of  cars  and  locomotives  means  that  those  units  not 
needed  will  be  used  on  other  lines,  where  a  shortage  is  felt, 
and  in  this  manner  we  will  save  in  capital  Investment  nec¬ 
essary  for  building  new  cars  and  locomotives.  This  will  aid 
the  rapid  development  of  productive  forces,  increasing  rail 
productivity. 

The  effectiveness  of  new  rail  construction  consists 
also  in  the  fact  that  due  to  a  decrease  in  the  distance  of 
hauls  time  required  for  shipment  will  also  be  decreased,  as 
well  as  the  volume  of  freight  in  transit.  This  means  that 
freight  will  leave  the  sphere  of  transfer  more  rapidly  and 
the  development  of  production  will  be  accelerated.^ 

This  is  quite  important  in  the  peaceful  competition 
between  two  systems  and  the  creation  of  a  material-technical 
basis  for  communism.  The  development  of  new  rail  transport 
under  Uzbek  conditions  will  lighten  the  load  of  all  rail 
routes.  For  example,  the  construction  of  the  Kungrad-Alek- 
sandrov  Gay  line  will  lighten  traffic  on  the  single-track 
Kinel'  route,  and  will  cave  on  capital  investment  necessary 
for  developing  this  route,  creating  reserves  of  traffic  cap¬ 
acity,  improving  flexibility  in  operations,  etc.  The  effec¬ 
tiveness  of  new  rail  construction  is  not  limited  by  this. 
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The  construction  of  a  railroad  in  Uzbekistan  will  give  a 
sharp  boost  forward  to  the  development  of  productive  forces 
in  regions  lying  along  the  railroad  and  Will  raise  the  stan¬ 
dard  of  living*  One  can  estimate  the  importance  of  new  rail¬ 
road  construction  for  the  development  of  production  on  the 
following  example*  Cotton  farming  along  the  lower  reaches  of 
the  Anu-Dar'ya,  which  until  1953  Was  cut  off  from  the  rail 
system^  is  the  main  branch  of  farming  in  the  area^  but  could 
not  develop  intensively.  Before  the  building  of  the  rail¬ 
road  the  goods  necessary  for  developing  cotton  farming  could 
not  be  delivered,  and  the  shipping  of  cotton  was  quite,  dif¬ 
ficult,  the  cotton  sometis^s  beihg  flown  out.  COt ton  ..fiber 
production  in  KhOrezmskaya  Oblast  and  the  KK  ASSR  in  1950 
was  84,700  tohs*  The  Chardzhou-Kuiigrad  railroad  greatly 
proved  commercial  Intercourse  bo^een  this  area  end  others  J 
By  1955  cotton  production  dn  the  lower  Amu-Dar'ye  totalled 
134,600  tons,  and  in  i960  --155*000.  In  addition  to  cot¬ 
ton  farming,  inobstty  dhd  vatibUs  branches  of  agriculture 
have  developed  on  the  Ibiitel!  Ainu-Dar^ya*  However,  an  in¬ 
crease  in  production  in  this  region  was  achieved  not  only 
due  to  the  construction  of  a  hew  railroad,  but  also  through 
extensive  capital  investment  in  industry  and  agriculture* 
Another  Important  element  ih  new  rail  construction  is  aiup** 
swing  in  the  national  republics*  as  well  as  a  rise  in  the 
standard  of  living,  the  creatioii  of  skilled  workers  and  tech¬ 
nical  cadtes*  the  construction  of  the  Salar-Barrazh,  Kzyl- 
tukumachl-Angren  railroads  played  a  tremendous  part  in  cre¬ 
ating  the  Chirchik  and  Angren  industrial  regions.  The  de¬ 
velopment  of  the  Angren  coal  beds  alone  greatly  cut  the  im¬ 
port  of  coal  to  the  republic  from  Karaganda  and  the  Kuzbass, 
As  a  result  of  the  development  of  the  Angren  industrial  re¬ 
gion  ferrous  metallurgy  of  all-union  significance  was  devel¬ 
oped  in  the  republic.  The  development  of  the  Chirchik  and 
Angren  industrial  regions  played  a  great  part  in  improving 
interregional  transport-economic  ties.  The  substantial  cut 
in  the  importation  of  mineral  fertilizers,  farm  implements, 
china,  coal,  mineral  building  materials  and  other  goods  from 
distant  economic  regions  made  it  possible  to  cut  transport 
costs.  New  rail  construction  in  the  Uzbek  SSR  will  also 
affect  the  economy  through  speeding  up  passenger  service. 

In  creating  a  material-technical  basis  for  communism,  along¬ 
side  technical  progress,  the  efficient  utilization  of  time 
by  members  of  society  is  of  first-rate  Importance.  Analysis 
of  the  develo^ent  of  the  productive  forces  of  the  oblasts 
in  the  republic  has  indicated  that  due  to  the  insufficient 
development  of  rail  transport  many  oblasts  have  a  relatively 
low  level  of  production  development.  For  example,  the  low¬ 
er  Amu-Dar’ya  was  cut  off  from  the  rail  system  for  a  long 
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time.  Althoughln  1953  the  Chardzhou-Urgench  section  of  the 
Chardzhou-Kungrad  line  went  into  service,  the  right  bank  of 
the  Anu-Dar'ya,  which  contains  tremendous  reserves  of  inert 
materials,  has  no  railroad.  Existing  .quarries  along  the 
right  bank  of  the  river  are  not  being  worked  due  to  the  ab¬ 
sence  of  a  railroad,  although  the  lower  reaches  of  the  river 
need  large  amounts  of  road  building  materials.  In  order  to 
surface  roads,  stone  is  brought  from  Bukhara  to  Khorezmakaya 
Oblast,  and  from  I4ara  to  Tashauzskaya.  It  is  hauled  700-800 
km  by  rail;  th^  quality  of  thd  stone  is  poor.  As  calcula¬ 
tions  have  shown,  2^800,000  cu  m  of  quarry  stone  will  be  heed¬ 
ed  merely  for. surfacing  primary  roads^  including  blacktop, 
along  the  loWer  Amu-Dar'ya.  ..It  would  be  advisable  to  use  the 
high  quality  stone  of  Dzhumurtau,  which  is  distinguished  by 
great  strengths  At  present  stone  for  civil  and  irrigation 
construction  is  hauled  by  truck  from  Dzhumurtau.  Its  cost 
according  to  calculations  operative  in  Khorezmskaya  Oblast 
is  12.0-16.0  rubles  per  cu  m.  In  workizig  the'  Dzhumurtau 
quarry  manually,  the  cost,  of  stonel  niece ssary  for  roah  sur¬ 
facing  will  be  about  40  million  rubles,  the  cons true tip^ 
roads  with  rock  surface  requires  great  ekpenditures.  In  or¬ 
der  to  avoid  inefficient  expenditures  we  should  mechanize 
the  operations  at  the  Dzhttmurtau  quarry.  According  to  cal¬ 
culations  by  the  Khorezm  Road  Administration,  with  mechan¬ 
ized  operations  in  Dzhumurtau  and  rail  transport  of  100  km, 
its  cost  would  decrease  to  3. 0-5.0  rubles  per  cu  m.  This 
would  make  it  possible  to  cut  down  the  amotmt  of  alloca¬ 
tions  required  for  rock  surfacing  roads.  Calculations  show 
that  initial  capital  investment  in  building  a  mechanized 
plant  in  Dzhumurtau  would  be  paid  for  rapidly.  For  the  ef¬ 
ficient  utilization  of  the  tremendous  reserves  of  stone  in 
Dzhvunurtau  it  is  advisable  in.  the  near  future  to  build  a 
line  from  Dzhumurtau  to  Tashauz  station,  40  km  long. 

In  order  to  haul  stone  from  Dzhumurtau  it  would  be 
advisable  to  set  up  belt  routes  between  Dzhumurtau  and  Tash¬ 
auz.  A  unit  formed  of  15  four-axle  flatcars,  the  train 
weighing  1300  tons  gross,  furnished  with  a  TE-1  lopomotive 
and  crew,  would  deliver  stone  to  Tashauz.  From  here  the 
materials  would  continue  to  the  south  and  north  of  the 
lower  reaches  of  the  Amu-Dar'ya.  After  being  unloadedj  the 
train  unit  would  go  to  Dzhumurtau  station,  where  a  loco¬ 
motive  would  be  coupled  to  the  train,  already  loaded  with 
stone.  The  organization  of  belt  routes  will  make  it  pos¬ 
sible  to  cut  down  greatly  the  time  spent  idle  by  cars  in 
loading  operations  and  accelerate  the  rolling  stock  turn¬ 
over.  The  Chardzhou-Kungrad  railroad  runs  along  the  left 
bank  of  the  Amu-Dar'ya,  intersecting  all  of  Khorezmskaya 
Oblast,  and  in  the  KK  ASSR  it  extends  for  about  100  km.  The 
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primary  Industrial  and  farming  regions  of  the  KK  ASSR  lie 
along  the  right  bank,  which  is  connected  with  the  left  bhnk 
by  ferry.  Of  nine  administrative  rayons  in  the  KK  ASSR.  five 
aire  on  the  right  bank,  including  Nukus  —  the  capital  of  the 
ASSR,  Primary  ecbnomid  links  between  the  AS$R  and  the  ad-, 
mlnlstrative  and  industrial  regions  of  Central  Asia  are  main¬ 
tained  by  rail.  Goods  shipped  by  rail  to  the  right  baxik 
rayorts  of  the  ASSR  must  be  ferried  across.  At  the  beginning 
of  winter  and  spring,  tdien  the  ice  is  not  very  thick,  it  is 
extremely  difficult  to  transfer  goods  across  the  ice, .and 
s^etimes  traffic  stops  altogether,  ,itbe.  right  bank  section 
of  the  KK  ASSR  needs  normal  transport  liriks  with  the  loft, 
which  has  railroad  lines.  In  order  to  improve  tranaport- 
economic  ties  between  the  right  and  left  batik  it  isrn^ces- 
sary  to  build  a  pedestrian  bridge  during  thCi  Saven  Year  Plan 
near  Takhiatashj  makii%.  it  sturdy;  ehOugh  to  support  motor 
vehicle  traffics  ^The  ar4a  o^  Sulhhn-Ulz^jbag  ridge  contains 
large  reserves  of  mineriila.  iind  biillding  materials.  The  ut¬ 
ilization  Of  qa&try  products  from  Sultati^^Uit-Oag  ridge  viould 
speed  up  reconstruction  of  the  road  system  not  only  alorig 
the  lower  Amu-Dar'ya  but  also  in  Tashauzskaya  Oblast.  The 
shipping  of  building  materials  by  truck  and  river  is  ex¬ 
tremely  expensive  and  Involves  great  operational  expenses. 
Therefore  it  is  essential  to  build  a  Nukus-Chimbay-Sultanr* 
yiz-Dag  rail  line  in  1965-1970  from  Sultan-Uiz-Oag,  to  haul 
out  minerals  and  building  materials. 

Studies  conducted  by  the  Economics  Institute  of  the 
AS  UzSSR  for  the  development  of  the  productive  forces  of  the 
Southwest  region  of  the  UzSSR  indicated  that  due  to  the  lack 
of  a  railroad  linking  Samarkanskaya  Oblast  with  Surkhandar- 
' inskaya  by  the  shortest  route,  not  only  these  oblasts  but 
the  Tadzhik  republic  (excluding  Leninabadskaya  Oblast)  bear 
extensive  transport  costs  in  view  of  the  roudabout  nature  of 
the  existing  line.  The  interests  of  developing  the  produc¬ 
tive  forces  of  this  region  demand  the  construction  of  a  new 
railroad  line  between  Samarkand  and  Karshi  by  the  shortest 
route.  Transport-economic  ties  in  the  Southwest  of  Uzbek¬ 
istan  will  expand  greatly  in  the  future  due  to  the  farming 
of  the  Karshi  steppe  and  the  development  of  farming  in  the 
Zeravshan  Basin,  and  the  necessity  will  arise  not  only  for 
double-tracking  the  Kagan-Ursat ' yevskaya  section  but  also 
for  building  a  straight  route  between  Karshi  and  Samarkand. 
Farming  the  Karshi  steppe  is  possible  if  the  necessary  goods 
are  hauled  regularly  by  rail  and  delivered  by  truck  to  the 
area  of  consumption.  The  straight  route  Samarkand- Karshi 
will  not  only  speed  up  the  farming  of  the  Karshi  steppe 
but  will  aid  in  developing  productive  forces.  This  line, 

290  km  long,  will  make  it  possible  to  cut  freight  mileage 
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by  240  km,  Sai^rkand-Kairshi  will  be  a  freight  route. 

The  ra^id  growth  of  industrial  forces  in  the  Fergana 
Valley  will  also  heighter^  the  question  of  rail  construction. 
In  the  future  the  interregional  and  intrhregional  economic 
ties  of  the  F’ergana  Valley  will  increase  greatly  due  to  the 
development  of ,  cotton  ^farming,  petroleum,  chemical  and  light 
industry  ae  well" hSc other  branches  of  the  economy,  Calcula* 
t ions  indicate  that  the  existing  single-track  line  Ursat'yev- 
skaya-Kokend-An4ixhan  in  the^'^ture  will  not  be  able  to  han¬ 
dle  the  traffic,  even  jlf  atttcmalic  block  systems  are  set  up 
and  the  tE-3;  The  problem  of  d!evelOjPihg  new 

rail  Constrhcjtion  can  he' ;^6ived  in  two  way's:  the  construction 
of  a  new  direct  llihie  Pridonovo-Akhangifiran  with  the  simultan¬ 
eous  doUblC'^btacking  Of;  the  sections  ;i^zyltuktimachi-Akhangar- 
an-  Angfen  end  PridonoVp-Kbkand-Andi^hen,  or  the  construction 
of  new  rbads  through  he  the  Central  Fergana  on  the  Andizhan- 
Kokand-Priddnovo  and  PridOnovo-AHhaugaran  route  with  douhlVr 
tracking  on  the  Kzyltukumachi-Ahgren  section,  the  latter  V 
variant  is  mbte  expensive,  but  It  will  speed  up  the  exploi¬ 
tation  of  the  Central  Fergana 'and  will  cut  trucking  costs  for 
hauling  goods  to  and  from  railroad  stations, The.  necessity 
of  building  new  railroads  in  this  region  proceeds  also  from 
the  shift  of  the  metallurgical  plant  in  BegolVata. to  a  full 
cycle.  According  to  preliminary  calculations  , by  candidate 
of  Economics  0,  Alferov,  the  freight  turnover  of  the* 
plant  will  be  several  million  tons  in  the. future. 

Total  use  of  raw  materials  from  the  Angren  mining  >  . 
region  brings  up  the  necessity  of  building  a  number  of  in-  i 
terrelating  industrial  installations,  the  production  actiy-,, 
Itles  of  which  require  the  total  development  of  rail,  road 
and  cable  railway  transport,  the  building  of  a  number  of 
industrial  spur  tracks,  A  preliminary  study  of  this  prob¬ 
lem  indicates  the  necessity  of  changing  the  Kzyltukumachi- 
Angren  rail  section  to  electricity,  double- tracking,  the 
installation  of  automatic  block. systems,  etc.  The  total 
development  of  transport  for  the  Ansren  mining  region  will 
further  an  efficient  organization  of  freight  hauling  pro¬ 
cesses  between  industrial  Installations  with  the  least  pos¬ 
sible  transport  costs.  The  development  of  rail  transport  in 
Uzbekistan  is  influenced  greatly  by  a  growth  in  the  economies 
of  the  Turkmen,  Tadzhik  and  Kirgiz  SSR,  since  goods  from 
these  republics  are  transit  shipped  through  our  republic. 

A  growth  in  the  economy  of  Central  Asian  republics,  an  in¬ 
crease  in  interrepublic  shipment  volxime,  as  well  as  an  ex¬ 
pansion  in  transport-economic  ties  of  the  Southwest  of  the 
republic,  lower  reaches  of  the  Amu-Dar'ya,  the  Turkmen  and 
Tadzhik  SSR  with  other  economic  regions  in  the  country  loc¬ 
ated  outside  of  Central  Asia  will  in  the  future  increase  the 
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rail  traffic  on  the  sing]|.e« track  Kagan-Ursat'yevskaya  line 
an  average  of  60%,  Such  an  increase  is  due  primarily  to  the 
fact  that  in  the  Southwest  of  the  Uzbek  SSR  the  major  cotton 
region  will  develop,  with  the  development  of  the  petroleum, 
chemical,  and  cement  industries  and  other  branches  of  the  , 
economy»  all  of  this  requires  the  laying  of  a  second  trace 
on  the  kagatv-Ursat'yevskaya  section  and  the  equipping  of  this 
section  with  automatic  block  s^sfey  in  the  near  future.  The 
building  of  new  railroads  be twheh  outlying  .ohl^stk  in  the 
republic,  such  as  KarshirSamarkahd,  Akhangaran-PjiriddiipVo, 
will  lead  to  a  redistribution  in  switching  operaclohGt  lor  ^ 
number  of  junction  statiops  such  ail  Tashkent-freight, 
UrSat'yevskaya,  Kagad,.  etc.  ^oi  ekapiple^  due  to  the  build¬ 
ing  of  the  Karshi7Siimerkahd,,taiilb4d  oh  a  direct -roiite, 

Kagan:  station  will  hdt  be  ah  Hcivllj^  loadChi  Howevef ,  the 
sorting  of  Cars  heddihg  fpr  Suruhandar'ihskkya  Oblast  and  , 
the  Tadzhik  Republic  (ekCiudlng  Lenlnabadskaya  Oblast) 
will  be  handled  at  Samarkand  station,  which  requires  new 
track  construction,  therefore  in  determining  the  economic 
effectiveness  of  capital  investment  in  new  railroad  con¬ 
struction  we  must  consider  expenses  for  station  siding  de<* 
velopments  and  switching  facilities  for  a  number  of  sort¬ 
ing  stations.  The  problem  of  the  development  of  new  rail¬ 
road  construction  on  routes  from  central  Asia  should  be 
solved  in  our  opinion,  proceeding  from  the  commercial  in¬ 
tercourse  of  Central  Asia.  Measures  directed  toward 
handling  Increased  volume  of  freight  and  passenger  service* 
due  to  the  increase  in  interregional  relations  between  the 
economic  regions  proceed  primarily  from  the  freight  traffic 
along  the  railroad  lines.  A  constant  increase  in  freight 
traffic  makes  it  essential  to  equip  railroads  with  new 
facilities.  Let  us  assume  that  on  a  one-track  line,  where 
traffic  is  controlled  by  semaphores,  as  traffic  increases 
such  measures  are  taken  as  a  strengthening  of  the  tracks, 
utilization  of  more  powerful  locomotives,  transition  to 
improved  methods  of  rail  traffic  —  semi-automatic,  auto¬ 
matic,  etc.  If  traffic  reaches  such  a  level  whereby  all 
measures  for  handling  it  are  exhausted,  the  most  expensive 
variant  is  applied  for  handling  the  increased  volume  of 
shipping  —  laying  a  second  track.  This  is  what  happened 
on  the  Tashkent-Kaufmanskaya  section,  later  on  the 
Tashkent-Arys '  and  Kaufmanskaya-Ursat'yevskaya,  etc.  Such 
measures  are  quite  intelligent,  since  the  railroad  line 
rtms  from  east  to  west  and  intersects  to  one  degree  or 
another  economic  regions.  Economic  regions  which  do  not 
require  direct  lines  are  servdd  by  this  line.  The  config¬ 
uration  of  the  existing  railroad  system  in  the  republic 
corresponds  to  the  inconsistent  displacement  of  economic 
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administrative  rayons.  Certain  economic  regions  in  the  re¬ 
public  are  located  relatively  close  to  the  European  section, 
Kazakhstan,  the  Urals,  Siberia,  but  they  are  not  intercon¬ 
nected  by  a  direct  route  rell  line.  An  increase  in  rail 
freight  turnover  is  determined  by  interregional  economic 
ties.  Therefore  it  is  necessary  to  establish  the  large 
economic  regions  in  the  country  with  which  Uzbekistan  and 
the  lower  Amu-Dar’ya,  the  southwest  region,  the  Turkmen 
and  Tadzhik  SSR  in  particular  should  have  primary  interreg¬ 
ional  ties. 

The  lower  Amu-Dar'ya  and  the  Zeravshan  basin  on  the 
one  hand  are  pporly  served  by  railroad,  but  these  regions 
have  a  great  potential  for  the  development  of  productive, 
forces.  On  the  other  hand  we  should  consider  the  ever- 
expanding  interregional  economic  ties  with  the  East,  The 
basic  cause  for  increase  in  freight  traffic  on  the  Kagan- 
Ursat 'yevskaya  line  is  the  constant  increase  in  commodity 
exchange  between  the  Southwest,  the  lower  Amu-Dar'ya,  the 
Turkmen  and  Tadzhik  SSfi.  and  the  European  section  of  the 
country,  the  Urals,  Kazakhstan  and  Siberia,  as  well  as 
their  links  with  Tashkent  and  Fergana  economic  regions.  In 
order  to  determine  the  trends  in  primairy  interregional  goods 
exchange  in  Uzbekistan  we  studied  importation  in  1957-1959 
of  65  categories  of  goods  (Table  33), 

Uzbekistan  has  primary  interregional  commercial 
intercourse  in  Importation  of  goods  from  the  Urals,  Kazakh¬ 
stan  and  Siberia,  We  should  note  that  our  republic  is  also 
a  large  consumer  of  farm  machinery,  tractors,  motor  vehicles, 
metal  products,  the  ratio  of  which  is  4,5%  in  Interregional 
goods  exchange.  Interregional  exchange  in  the  goods  indi¬ 
cated  takes  place  to  a  great  degree  with  the  European  part 
of  the  USSR  (Table  34). 

It  is  evident  from  Table  34  that  in  1959  the  ratio 
of  the  European  part  of  the  USSR  in  Uzbekistan  imports  of 
motor  vehicles,  tractors,  farm  machinery  and  metal  items  was 
52.19%,  the  Trans-Caucasus  Republics  —  0,86%,  the  Urals  — 
24,86%,  Kazakhstan  and  Siberia  —  22.09%.  In  view  of  the 
extensive  development  of  construction  for  the  creation  of 
the  USSR’s  third  metallurgical  base,  further  development  of 
machine  building  and  other  branches  of  heavy  industry  in  the 
eastern  regions,  Uzbekistan's  interregional  commerce  in  the 
above-mentioned  goods  in  the  future  will  be  carried  out  to 
a  great  extent  with  the  eastern  regions.  This  is  due  to  the 
fact  that  the  eastern  regions  are  relatively  more  closely 
located  to  Central  Asia  and  the  cost  per  ton  of  pig  iron  at 
the  new  mills  of  the  third  metallurgical  base  of  the  USSR 
will  be  16,9  rubles,  while  at  the  present  Novolipetsk  plant 
it  is  21,3  rubles  and  at  Krivoy  Rog  (second  unit)  —  23,7 
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Table  33* 


!  ’  Ratio  ;of  Large  USSR  Economic 
Regions  in  Interregional  Goods  Exchange 
for  Uzbek  Imports  1957-1^5$ 


j 


■  ■  ■  •  ' 

Cl  SwMMMMiiecxm  fmAom** 

1957 

1968 

■ 

1959 

h  UeHTpMkHMi 

.c.  Ceeai^SiMtaim'ri  ' 

cl' neeoiiReKNi 

a  CeeeiMN^ICaBksaeuNi 
^  ypeaMzeA 

9  3anuiio-CR6NpcKiill 
h  BooToeiio-CMMpezMft 
JlMfciieeocioeeMi 
floweeMO-nemmyoeCKMli,  lOro- 
3«najuiuft  r  KhZHuit  yCCP 

K  Sanawiuft 

L  SaanazescKNil 

H  Keeazeiewquril 

Beaepyeoicai  CCP 

MoiuaeciUM  CCP 

■ 

5,45 

1,82 

2,tB 

0.62 

18|8 

111? 

22;84 

o;8 

3.8 

0t26 

0;0 

31*1 

OM 

0.^ 

4,11 
0.89 
8.M 
1,04 
1560 
9,01 
21  44 
0,36 

3.99 

0,27 

0,« 

88,6 

0,22 

0.82 

5,35 

0,97 

406 

16;02 
977 
21  8 
0,4 

5,4 

0,25 

0,9 

36,8 

08 

0,09 

Legend:  a  —Economic  regions  b —-Central  c  — 
Northwest  d  —Volga  e  -^North  Caucasus  f  —Urals 
g  --Western  Siberia  h  —Eastern  Siberia  i— Far  East 
j  — Donets-Dniepr,  Southwest  and  Southern  Ukraine 
k  --Western  1  — Trans-Cauc&sus  m  —Kazakhstan-,  n  — 
Belorussian.  SSR  o— Moldavian  SSR 

*The  table  has  been  formulated  according  to  figures  by 
the  mechanized  registration  Factory  of  the  Tashkent 
Railroad* 

**According  to  the  decree  by  the  CC  of  the  Party  and 
Council  of  Ministers  USSR  of  26  April  1961  fpr  No,  38 I 
17  large  economic  regions  were  set  up  in  the  USSR  and 
two  economic  administrative  regions 
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Table  34* 


Interregional  Goods  Exchanged 
with  various  USSR  Regions 
in  1957-1958,  % 


dKOKOMHteCKHe  paftOMU 


IdSd 


^  UeMTpaahMuit 
^  CeBcpo-Saniwaift 
^  noaoiaccKMil 
**  Ceaepo-KaBKaacicaft 
^y|M4bCKtlft 
P  3anaxN0*CH6HpcKMji 
'V  BoCTO*iHO‘CNdHpCIUlil 
/‘AaafcHeaoctonHiii 
;  JlOMcmco-npKJiHeBpoBcinifi  10^- 
3aiiaAHHX  «;iChKHWll  yCCP 
icSanajtkiiift' 

t'  SanBicastKiift' i  3"  ■ 

/‘^KaeaxcniickMlt 
^^BeBopyeckaa  CCp 

OMOMJUBOtiM.  CCP 


20.87 

2.26 

2.4 

122,83 

13»06 

1.44 

(VM 

2|a2 


20.8 

2.8 

8.4 

2.5 
26,4 
10.5 

0,7 

10,8 

0,6 


20,46 

3.96 

9,99 

2,49 

24.86 

10,04 

1,2 

0.57 

12.54? 

0.70 

IO;28 
2;03 
0  03 


Legend  —  See.  Table  33,  . 

*The  table  has  been  drawn; up  according  to  figures  by  ,  . 
The  Mechanized  Registration  Factory  of  the  Tashkent 
Railroad, 
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rubles^.  We  have  studied  Uzbekistan's  interregional  trans- 
port-economic  ties  with  the  large  economic  regions  of  the 
USSR  in  goods  export  (Teble  35). 

As  can  be  seen  from  Table  35,  in  1959  the  ratio  of 
the  European  part  of  the  USSR  for  goods  from  the  Uzbek  SSR 
totaled  38,13%,  the  Urals  —  9.18%,  the  Trans-Caucasus  — 
2.5%,  Western  and  Eastern  Siberia  and  the  Far  East  —  10.79% 
and  Kazakhstan  —  39.4%.  Consequently,  Uzbekistan  in  goods 
shipped  out  has  established  basic  intarregional  economic  ties 
with  Western  and  Eastern' Siberia  and  Kazakhstan,  as  well  as 
with  the  Urals.  Here  we  should  note  that  the  prliwry  com¬ 
mercial  relations  of  the  Urbek  SSR  for  outgoing  goods  are 
with  the  European  part  of  the  country  and  the  Eastern  re¬ 
gions  of  the  USSR,  shifting  thett  primarily  after  the  war. 
Prospects  for  the  future  development  of  the  country's  pro¬ 
ductive  forces  indicate  that  in^kis try  and  agriculture  in 
Kazakhstan  and  Siberia  w^ll  develop  more  rapidly  than  the 
Western  regions  of  the  qoutitity.  Tremendous  natural  re'>^ 
sources  —  timber,  coali  hbhi-iierrous  and  rare  metals,  iron, 
gold,  polymetals,  oil,  Mild,  etc^,  on  the  one  hAnd^  labor 
resources  and  the  use  of  the  test  modern  technology  bn  the 
other  hand,  will  dreate  favorable  conditions  for  the  further 
development  of  the  produdtive  forces  of  the  eastern  regions. 
In  addition,  the  East^  particularly  the  Kazakh  SSR  and  the 
Altai  Kray, .  in  the  future  will  be  as  before  major  grain  re¬ 
gions,  which  is  important  for  furnishing  grain  to  the  Uzbek 
SSR.  In  the  planned  figures  for  the  development  of  the  USSR 
national  economy  for  1959-1965  it  is  outlined  that  more  than 
40%  of  USSR  capital  investment  will  be  directed  toward  de¬ 
veloping  the  productive  forces  of  the  eastern  areas.  During 
the  Seven  Year  Plan  in  the  eastern  regions,  chiefly  in  Si¬ 
beria,  lumber  operations  will  expand,  which  is  also  important 
for  furnishing  the  Uzbek  SSR  with  sawed  lumber.  Years  of 
study  conducted  by  the  Academy  of  Sciences  Ukbek  SSR  on  the 
development  of  the  lower  Amu-Dar'ya  and  the  southwest  region 
of  the  republic'  has  indicated  that  these  regions  possess 
rich  natural  resources,  particularly  the  Southwest,  for  the 
further  development  of  productive  forces.  The  future  con¬ 
struction  of  the  Amu- Bukhara,  Amu-Karakul  and  Kelif  canals, 
reservoirs  and  other  irrigation  projects  will  aid  in  farm¬ 
ing  and  irrigating  the  Karshi  Steppe  and  the  Zeravshan  basin. 

A  rise  in  the  productivity  of  cotton  and  expansion  of  farm 
land  will  make  it  possible  to  increase  cotton  production  in 
the  Southwest  of  the  Republic  up  to  1.7  million  tons  in  the 
future.  Cotton  farming  is  the  basis  of  the  Uzbek  SSR  econ¬ 
omy,  and  around  it  other  branches  of  industry  and  agriculture 
will  develop.  In  the  future  the  Southwest  region  of  the  Uz¬ 
bek  SSR  will  become  a  major  cotton-growing  area  in  Central 
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T^ble‘.35 


a<atio  o£  USSR  Ecqhbaiic  Regions 
in  Goods  Sxpotfted  from  Uebeklstan 

In  %  to  Total'  Alnnual’^ 

.  . . 


({  dKOHOMMieCiCMe 
paftoHU 

1957  r.- 

i 

1 

■'■'1958'  jr.  ■ 

,  ’ 

J950  T. 

*'  .i  *  ■  . 

^UeHTPMbHUil 

16,3^ 

15,58  -/ 

V  16,3 

CeBepo*3anaAHUil 

1  3,16' 

2i88:  ^ 

,.2,98 

<=<  noaogi)KCkHll 

■  2,04 

■..■.'•■2y27. 

<'  CeBepo<K«BKa3cMt 

::  6,7 

0.74 

ypaabCKHtt 

Ilf? 

'  8,5 

,  :  9.18  ’ 

i  3anaji(Hp«CH6Hp> 

,  -.ckHa  '  ■ 

'  4,1-' 

5,23 

'  5,15 

^  BoCtO«IHO*CHCMp- 

.  '*  '■ 

,  .  CKHti 

4,1 

8.8 

./  ■■  4,44 

)  ilaJIbHeBOCTOMHIiift 

0,91 

1,2 

,3  yccp 

7.9 

3.74  i 

3,24 

k  SanajtHiiifi 

4.3 

6.27  1 

7,4 

^  SaKasKaacKHti 

0.77 

.2.5 

H  KaaaxcTBHCKH^ 

34,2 

40.4 

39,4 

A'  BeaopyccKaa  CCP 

2.8 

4.06 

4.5 

0  MoaAaBCKii  CCP 

.  .  (1,53 

0,15 

0,7 

Legend  -^’'See  lalS.  e  35>.’.,  ■' 
’''See  Table  33  and  34.',; 


Asia  --  In  the  Zeravshan  basin  and  the  Karshi  Steppe.  The 
cotton  center  will  include  also  orchards,  vineyards,  silk, 
{Poultry  farming,  livestock  for  slaughter,  dairy  products, 
which  constitute  a  basis  for  the  rapid  development  of  light 
industry,  the  food,  cotton  dleaning,  wool,  leather- footwear 
industries.  The  discovery  pf  natural  gas  near  Bukhara  made 
it  possible  for  the  Southwest  of  Uzbekistan  to  occupy  a 
Heading  position  in  the  fuel  balance  liot  only  of  the  Be- 
l^iiblic  but  of  the  USSR.  Bul^ra  natural  gas  is  a  valuable 
raw  material  fox  developing  i^he  chemidal  industry,  which 
will  develop  in  the  Amu-Dar'ya  basin.  The  dohstruction 
during  the  Seven  Year  Plan  of  a  nitioeen  feiHrilizer  and 
cement  plant  in  Navoi,  A  jj^elanzheVyjE/  combine  in  Bukharai 
the  Naroi  GRES  and  numetbU^  oitheilr  enterprises  testifies  to 
the  fact  that  the  Southwest  rdildn  dz  the  Eepiiblic  has  a 
great  future.  > , 

Analysis  of  interregional  economic  ties  not  only  of 
the  Southwest  Region  of  the  Republic  but  the  Western  areas 
of  Central  Asia  showed  that  the  primary  economic  ties  of 
these  regions  in  the  future  will  be  with  Kazakhstan,  Western 
and  Eastern  Siberia,  the  Urals  and,  to  a  lesser  extent,  with 
the  central  part  of  the  country,  the  Northwest  and  the  rest 
of  the  areas  in  the  European  part  of  the  country.  Lumber, 
grain,  products  of  various  branches  of  heavy  industxry,  live¬ 
stock  products,  wool  fabrics,  wood  chemistry  products  and 
products  of  the  woodworking  industry  will  be  shipped  from 
the  ecstem  regions,  fran  the  Urals  —  machine  equipment, 
motor  vehicles,  while  the  ratio  of  these  goods  in  interre¬ 
gional  economic  ties  will  be  more  that  60-65%.  The  European 
part  (excepting  the  Urals)  will  handle  40-35%.  As  local  light 
industry  develops  the  ratio  of  the  central  area  will  drop. 

It  is  true  that  the  European  section  will  be  the  number  one 
supplier  of  machine  tools,  motor  vehicles,  products  of  elec¬ 
trical  power  engineering  ^  industry  and  other  types  of 

machine  building  products,  the  production  of  which  requires 
highly  skilled  and  fine  labor.  Efficiency  of  interregional 
economic  ties  for  the  Uzbek  SSR  in  the  future  requires  the 
juncture  of  Bukharaskaya  Oblast  with  Kzylorda  by  rail¬ 
road,  and  further  on  with  pzhezkazgan.  This  will  make  it 
possible  to  eliminate  existing  roundabout  hauls,  decrease 
the  distance  (by  700  km)  and  rolling  stock.  In  the  final 
analysis  transport  costs  in  the  economy  will  be  cut.  In  ad¬ 
dition,  the  Kagan-UrsAt'yevskaya-Arys' -Kzyl-Orda  rail  route 
will  be  lightened  in  traffic  and  capital  investment  necessary 
for  increasing  the  traffic  capacity  of  this  route  will  be  de¬ 
creased.  The  absence  of  steep  grades,  and  the  gentle  slope 
along  this  line  joining  the  Amu-Dar'ya  basin  with  Kzyl- 
ordinskaya  Oblast  will  make  it  possible  not  only  to  decrease 
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shipping;  costs  in,  comparison  with  the  Kazakh  Railroad  but 
also  ,  utilizing  the  TE-2  diesel  locomotive,  to  haul  heavier 
trains  than  on  the  Kazakh  Railrced.  The  length  of  this  line 
frptri  Bukharskaya  Oblast  to  Kzyl-Orda,  ie  650  km,  from  Kzylf 
Orda  to  Dzhezkazgan— 600  Ion.  Cahse.quently,  the  building 
of  thd  new  railroad  frpmr  Bukharskja!ya^  Oblast  to  Kzyl-Orda^: 
will  make  it  possiblLe-  tP  elijninate<  :rotUidabout  hauls,’  saving 
in  ^pital  investment' necessary  £br  . increasing  the  traffic 
capacity  of  individual  rail  sections v  The  building  of  a 
railroad  from  Bukharskaya  Oblast  tOf;> Kzyl-Orda  and.  on  to 
Dzhezkazgan  does  not  yet  fully  solve  the-iprcblem  of  devel¬ 
oping  new  rail  construction  on  ther'^outes  from  Central  Asia 
to  other  economic  regions  in  the  USSR*  The  existing  rail 
route  from  Central  Asia  to  Europe  (Kinel*  route)  increases 
the  length,  of  hauls  from  the  Turkmen,.Tadzhik  SSR,  the  lower 
Amu-Dar'ya,  the  Southwest  Region  of  .lUzbekistan  and  Samar- 
kandskaya  Oblast,  Since  the  economic  relations  of  these 
regions  are  maintained  by  roundabout  routes,  as  a  reshlt  of 
which  these  regions  bear  teavy  shipping  costs* 

The  lower  Amu»Par*ya,  southwest  of  Uzbekistan  in  com¬ 
parison  with  Tashkent  and, Fergana  regions  have  been  little 
studied*  Nevertheless  a  study  of  the  lower  Amu- bar 'ya  and 
the  southwest  of  the  Republic,  carried  out  by  the  Council, 
for  Studying  Productive  Forces,  and  the  Institute  of  Econom-?* 
i'cs  AS  Uzbek  SSR  indicates  that  these  regions  contain  large 
amounts  of  natural  resources,,  and  much  unfarmed  land*  In 
the  future  industry  and  agriculture  will  be  greatly  developed 
in  the  Amu-Dar'ya  basin*  The  lack  of  a  short,  direct  rail 
route  from  the  lower  Amu-Dar'ya  to  Europe  constitutes  one 
of  the  causes  for  the  relatively  poor  development  of  pro¬ 
ductive  forces  in  these  regions.  For  the  creation  of  con¬ 
ditions  for  the  developnwnt  of  productive  forces  in  the 
western  part  of  Central  Asia  and  the  lower  Amu-Dar'ya,  and 
efficiency  in  interregional  commercial  intercourse,  it  will 
be  necessary  to  join  Kungrad  with  Aleksandrov  Gay  via  Makat, 
The  construction  of  t\his  railroad  will  be  extremely  Impor¬ 
tant  in  view  of  the  discovery  of  extensive  oil  deposits  on 
the  Ust-Urt  Plateau*  Linking  Central  Asia  by  rail  through 
the  lower  Amu-Dar'ya  with  Europe  is  not  a  new  matter*  i4any 
>  studies  were  devoted  to  this  problem*  .  As  early  as  the 

'  seventies  of  the  nineteenth  century  the  problem  arose  of 

building  a  railroad  straight  through  from  Europe  to  India, 
and  part  of  this  road  was  to  run  along  the  lower  Amu-Dar'ya 
through  Aleksandrov  Gay-Kungrad-Chardzhou.  After  building 
the  Trans-Caspian  Railroad  and  bringing' the  railroad  as ^ far 
cts  Tashkent  the  question  came  up  several  times  of  lihlcing 
Turkestan  with  the  country's  railroad  system*  In  1905 
Orenburg  was  joined  with  Tashkent*  The  lower  Amu-Dar'ya 
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remaltied  cut  off  from  the  *country^s  railroad  system*  But  in 
1912  the  question  was  once  again,  raised  of  the  necessity  of 
liiikii:^  the  lower  AciUM0ar'ya  with  Europe  across  Chardzhou** 
Kungrad^Aleksailldrov  Gay  fhr  lightening  traffic  on  the  Oren** 
burg* Tashkent  line*  In  1913:  a  plan  was  drawn  tip  for  an 
Aleksandrov  Gay^Cha^disnOu;  main  1^0*,  After  the  beginning  of ihe 
Evolution  Construct idh  of/this  line  was  plachd  as  critical 
in  1919.  Thid  wad  dhci  to.  timpp^ry  bCcupatioh  of  Baku 
by  the  British  imperialistdi  Xh  l928i*l$29  economic  inves* 
tigation  was  made  once  fgaln  of  the  Entire  plan*  Iri  1930 
work  began  on  the  line  from  Charfizt'o^*  but  it  wdd  stopped 
after  30  km.  In  1933  the  Institute  of  Economic  Studies  of 
the  Central  Asian  Gosplan  organized  a  brigade  Which' worked 
on  the  problem  of  transport  litiks  with  the  Khorezm  oasis.8 
This  brigade  did  a  fine  job  and  came  tO  the  conclusion 
t^t  it  was  necessary  to  join  the.  lower  Amu-Dar'ya  with 
the  European  part  of  the  OSSIU  However i  this  road  was  not 
built  during  the  pre-war  Five  Year  Plans  for  a  number  of 
reasons.  During  the  Fifth  Five  Year  Plan  the  Chardzhou* 
Kungrad  section  was  built  as  a  main  line.^ 

The  Party  Congress  which  took  place  in  1952 

devoted  much  attention  to  the  development  of  rail  transport 
and  included  the  Kungrad*I4akat*Aleksandrov  Gay  line  in  the 
railroad  construction  plan.  The  problem  of  linking  by 
rail  the  lower  Amu*Dar'ya  with  the  European  part  of  the 
country  was  discussed  also  in  the  journal  Zhe le znoderozh- 
tSCL  transpo^  (Kail  Transport).  In  an  article  by  Dmitriyev, 
Khanukov  and  Khokhlov,  "The  l  ain.  Turkmen  Canal  and  Problems 
of  Rail  Links  :in  Central  Asla",^'^  the  necessity  and  advisa¬ 
bility  of  building  a  railroad  along  the  Kungrad-l'iakat- 
Aleksandrov  Gay  route  was  also  indicated*  Finally,  at  the 
July  Plenum  of  the  GC  of  the  .Party  in  i960,  which  discussed 
the  fulfillment  of  '  resolutions  of  the  21st  Party  Cong¬ 
ress  on  the  development  of  industry,  transport  and  the 
incorporation  into ; production  of  the  latest  achievements  of 
science  and  technology,  the  necessity  of  building  the  Alek¬ 
sandrov  Gay-Kungrad  main  line  was  emphasized.il 

This  problem  was  discussed  in  the  local  press  in  a 
number  of  articles  by  the  author  of  this  work.  The  total 
length  of  the  Kungrad-Makat -Aleksandrov  Gay  line  is  1100 
km.  The  easy  terrain  on  this  route  will  not  only  facilitate 
rail  construction  but  will  make  it  possible  to  eliminate 
dual  locomotives  and  rear-coupled  locomotives.  This  route 
will  require  only  slightly  more  than  half  the  locomotive 
power  in  comparison  with  the  Kinel*  route,  where  there  are 
more  "harmful"  grades,  and  this  is  important  for  railroad 
operations.  In  order  to  determine  the  freight  turnover  of 
this  line  we  proceeded  from  the  prospects  of  interregional 
economic  ties  between  the  regions  of  Central  Asia  with  the 
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European  part  of  the  cpuntry,  and  we  sit  up  the  following 
areas  Chardzhou-ICungrad-Makat-Kandagach-ArysV-Tashkent- 
Chardzhou  and  Ghardzhbu-Kungrad*>Makat»Aleksandrov  Gay-r 
Urbakht-Iletsk-Arys'«Ursat'yevskaya- Chardzhou.  In  detenrtinlrg 
the  freight  turnover  of  this  line  we  considered  that  due  to 
the  new  line  the  shortest  route  is  opening  up  for  the  western 
regions  of  the  areas,  along  which  it  is  advisable  to  maintain 
interregional  economic  intercourse  with  the  Industrial  Urals 
and  the  North  Caucasus  and  other  economic  regions  of  the 
European  part  of  the  USSR.  Calculations  indicated  that  the 
freight  divide  is  at  Ozhizak  Station.  Freight  turnover  on 
this  line  is  formed  of  Ipterregiqmil  transport-economic  ties 
between  the  regions  located  in  <the  western  part  of  the., 
areas,  the  Amu-Dar'ya  basin,  the  Sotithwest  of  the  Republic 
as  well  as  the  Tuidcmen  and  Tadzhik  SSR.^^ 

Before  determining  the  futtite  freight  turnover  on 
this  line,  we  calculated,  the  di^tisiohs  or  interregional 
economic  ties  with  the :  ^ropeah'^art  of  the  country  at 
present.  Goods  which  JboUld;  be  shipped'  to  Central  Asia  from 
Europe  if  this  railroad  we,te  in  operation  are  ferrous  metals, 
steel  and  cast  iron  pipe,  lumber,  cement,  mineral  fertili¬ 
zers,  potatoes,  motor. venicles,  tractors,  farm  machinery, 
fabrics,  lubricants,  clothing,  underwear,  knitwear,  machine 
equipment  and  other  goods.  A  study  of  this  problem  showed 
that  the  present  extent  of  interregional  ties  between  the 
western  regions  of  Central  Asia  and  the  European  part  of  the 
country  in  goods  imports  requires  the  building  of  a  Rungrad- 
Aleksandrov  Gay  railroad.  Without  a  doubt  economic  ties  be¬ 
tween  these  regions  and  Europe  for  goods  export  would  be 
handled  via  Makat.  Calculations  have  shown  that  the  total 
volume  of  imports  by  the  western  regions  of  Central  Asia 
from  the  European  part  of  the  country  by  rail  in  1959  were 
3.2  million  tons,  and  exports  total ;2. 4  million.  Conse¬ 
quently,  total  imports  and  exports  Were  5.6  million  tons. 

We  determined  the  total  future  import  and  export  of  the 
Makat  route.  In  order  to  determine  import  and  export  for 
Central  Asia  on  the  llakat  route,  we  determined  the  total 
gross  production  of  industry  and  agriculture  along  the  lower 
Amu-Dar'ya,  the  Southwest  Region  of  the  Republic,  the  Fergana 
valley,  the  Turkmen  and  Tadzhik  SSR  for  the  future.  In  ad¬ 
dition,  we  determined  the  Central  Asian  import  and  export 
structure.  Along  the  i^akat  route  cotton  fiber,  vegetable 
oil,  fresh  and  dried  fruits,  textile  machinery,  cotton 
down,  cement,  non-ferrous  metals,  wine,  oil-cake,  canned 
vegetables,  products  of  the  chemical  industry,  karakul, 
textile  machinery,  excavators,  fabrics  and  other  goods  will 
be  shipped  out  of  Central  Asia.  Central  Asia  will  receive 
from  Europe  machine  building  products,  industrial  goods. 
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metals,  motorcycles,  phosphorous  fertilizers,  teKtile  goodsj 
tractors,  footwear,  clothii^,  underwear,  knitwear,  furniture, 
rails^  madiinery' equipment  and  other  goods.  According  to  our 
calculations,  total  Imports  and  exports  through  I^'Iekat  in  the 
future  will  be  10  million  tons.  Including  six  million  tons 
import  and  four  million  tons  export.  Worthy  of  attention 
are  calculations  by  Mosgiprotrans  for  det^rminiiig  freight 
flow  along  the  Kungrad-MakatoAleksendrov  Gay  Line.  Although 
the  total  volume  of  Imports  and  exports  determined  by  Mosgi- 
protrans  for  the  Makat  Route  does  not  cause  great  fear,  the 
structure  of  both  export  And  import  requires  additional  work 
in  our  opinion.  For  example,  theV  determined  future  lumber 
imports  to  central  Asia  at  1.1  fni^ion  tons.  In  out  opinion 
this  is  too  highl  They  ttere  borrect  in  including  lumber  under 
imports*  but  the  problem  lies  in  Which  regions  should  supply 
lumber  for  central  Asia.  A  stddy.  of  the  problem  of  lumber 
supply  for  Central  Asia  Indicates  that  before  the  construction 
of  the  Turksib  Railroad  lumber  was  shipped  to  Central  Asia 
only  from  the  European  part  of  the  USSR.  After  this  road  was 
put  into  operation  lumber  began  to  come  to  Central  Asia  from 
Siberia,  which  contains  tremendous  timber  reservee.  The  role 
of  Europe  in  supplying  Central  Asia  with  lumber  decreases 
due  to  the  inefficient  nature  of  shipping  lumber  from  Arkhan- 
gel'skaya  and  Vologodskaya  oblasts  and  the  Komi  ASSR,  as  well 
as  from  other  northern  regions  of  the  country  to  Central  Asia. 
At  present  lumbar  is  shipped  chiefly  from  Siberia  to  Central 
Asia  (Table  36). 

It  is  obvious  from  Table  36  that  the  import  of  lumber 
(cut  and  rough)  to  Central  Asia  has  increased  18%  in  three 
years.  According  to  the  figures  in  the  Table  we  can  easily 
determine  the  ratio  of  the  western  and  eastern  regions  in 
lumber  for  Central  Asia.  In  1957  the  western  regions  shipped 
436,740  tons,  in  1959  192,010  tons,  the  eastern  regions  — 
2,833,700  tons  and  3,667,400  tons  respectively.  In  the  period 
under  study  the  ratio  of  the  western  regions  in  lumber  to 
Central  Asia  decreased  by  127%,  while  the  ratio  of  the  eastern 
regions  increased  by  almost  30%.  This  is  quite  logical,  since 
western  and  particularly  Eastern  Siberia  possess  tremendous 
timber  reserves  and  due  to  their  geographical  position  are 
aptly  suited  for  shipping  lumber  to  Central  Asia.  The  con¬ 
struction  of  the  Kungrad-Makat-Aleksandrov  Gay  Railroad  will 
make  it  possible  to  cut  the  length  of  lumber  hauls  from  the 
western  regions  to  Central  Asia.  Lumber  is  shipped  to  Central 
Asia  from  the  central  part  of  the  country,  the  northwest  and 
North  Caucasus  regions  as  well  as  the  Volga.  Calculations 
point  out  that  the  distance  of  lumber  shipments  via  i^kat 
from  north  and  northwest  regions  of  the  European  part  of  the 
RSFSR  to  Central  Asia  is  greater  than  the  distance  from  Central 
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Table  36 

liLuabesr  Imports  to  Central  Asia  In  1957»1959»  1000  t* 
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Legend:  see  table  33;  1  —  Region  of  origin,  2  —  Uzbek  SSR, 
3  —  I'urkmen  SSR/  . 4  —  Tadzhik  SSR,  5—  Total 
liable  drawn  up  by  figures  of  the  Mechnlzed  Registration 
Factory  of  the  Tashkent  Railroad, 
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Asia  to  Siberia*  It  is  true  that  the  distance  o£  shipments 
of  lumber  from  the  Volga,  the  central  part,  the  Urals  to  Cen¬ 
tral  Asia  will  become  shorter,  but  these  regions  caniiOt  possess 
great  timber  reserves.  These  regions  will  hardly  be  able  to 
supply  Central  Asia  with  enough  lumber.  It  follows  from  the 
above  that  in  the  future  lumber  imports  of  1.1  million  tons 
from  the  European  part  of  the  USSR  to  central  Asia  are  hardly 
feasible  and  the  determined  amount  of  lumber  imports  is 
exaggerated.  The  requirements  of  Central  A  sia  for  lumber  will 
be  six  million  tons  in  the  future,^-’  and  it  will  be  chiefly 
shipped  from  Siberia,  only  partially  from  the  European  part 
of  the  USSR.  The  Importance  of  this  line  is  tremendous. 

First  of  all  the  Kungrad-Makat-Aleksandrov  Gay  Line  will  aid 
in  the  total  development  of  the  economy  of  the  Amu-Dar'ya 
Basin,  farming  on  the  Ust-Urt  Plateau,  the  further  development 
of  the  Embinskiy  Oil  Fields,  it  will  lighten  the  load  of  the 
overloaded  Kinel'  Route  and  :aake  it  possible  to  cut  capital 
investment  necessary  for .increasing  its  traffic  capadity. 

In  addition,  this  line  make  it  possible  to  decrease  the 
distance  of  goods  shipmentbf  thd  needs  of  rail  transport  for 
rollingstock  and  finally  production  outlay.  Capital  invest¬ 
ment  necessary  for  building  this  line  will  be  paid  for  first 
of  all  through  an  increase  in  labor  productivity,  that  is 
through  a  decrease  in  the  cost  per  unit  of  both  transport 
output  and  in  industrial  and  agricultural  products.  A  de¬ 
crease  in  the  cost  of  transport  output  takes  place  chiefly 
through  a  decrease  in  the  length  of  h^uls  (Table  37). 

Calculations  indicate  that  the  distance  foi^  hauling 
goods  from  the  western  part  of  the  country  to  the  Uabek  SSR, 
due  to  the  construction  of  the  line,  will  decrease  440  km^ 
to  the  Turkmen  SSR  —  1,068  km.  We  shall  endeavor  to  eluci¬ 
date  the  method  of  determini^  the  economic  effectiveness  of 
capital  investment  in  new  railroad  construction,  which  will 
make  it  possible  to  decrease  rolling  stock  mileage*  A  decrease 
in  the  distance  of  freight  hauls  will  provide  double  savings 
to  the  economy:  one-time  savings  and  savings  in  annual  opera¬ 
tions  expenses,  which  is  important  for  determining  the  econo^* 
mic  effectiveness  of  capital  investment  in  new  railroad  con¬ 
struction.  The  one-time  savings  are  obtained  through  cutting 
the  number  of  locomotives  and  freight  cars  needed,  as  well 
as  the  amount  of  freight  in  transit,  and  savings  in  opera¬ 
tional  expenses  —  through  a  cut  in  shipping  costs.  1.  The 
methods  of  determining  the  one-time  savings  in  locomotives 
and  freight  cars  are  as  follows:  a)  determination  of  freight 
turnover,  freight  turnover  can  be  determined  by  calculation, 
proceed!^  from  the  size  of  interregional  and  intraregional 
commercial  intercourse  of  regions  served  by  the  new  railroad. 
Proceeding  from  freight  turnover,  it  is  necessary  to  determine 
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the  required  number  of  working  locomotives  and  freight  cars 
both  for  the  planned  railroad  and  the  existing.  The  total 
number  of  freight  cars  is  determined  by  the  formula  N=F  x  U, 
where  N  —  working  freight  cars,  F  —  freight  car  turnover 
in  24-hour  periods,  U  —  average-daily  freight  car  load. 

The  average  daily  load  can  be  determined  by  the  formula 

y  where  Q  —  freight  turnover  per  year,  3S5  — 

number  of  days  in  year,  q  *•-  freight  capacity  of  car  in  tons, 
y  —  freight  car  load  capacity  use  coefficient,  a  —  coef¬ 
ficient  of  freight  car  Idad  unnevenness.  In  determining  U 
it  is  essential  to  consider  that  in  the  future  a  large  amount 
of  goods  will  be  hauled  in  6-axle,  90-100  ton  cars.  About 
407,  of  all  goods  are  hauled  in  6-axle  and  607.  in  4-axle  cars, 
and  therefore  U  must  be  deterdiined  separately,  that  is  for 
6-axle  cars: 

U6=  — ,9Pj4!a-^  ,  for  4-axle  cars:  0^=  “gf&V I'v” 

365*q4*y  ^ 

After  determining  the  average  daily  load  it  is  necessary  to 
determine  the  car  turnover.  It  is  determined  by  the  formula 

0=  ;  where  IfuH  —  complete  freight  car  run,  km, 

S  —  average  daily  car  mileage.  The  full  car  run  is  composed 
of  loaded  and  empty,  that  is  Ifull  =  lem  +  llo*  llo  we 

can  take  the  actual  distance  betw  een  regions  in  economic 
correspondence,  and  the  amount  of  empty  mileage  is  deter¬ 
mined  proceeding  from  the  percentage  of  empty  mileage  to 
loaded.  At  present  this  index  is  4l7oj  but  in  future  calcul¬ 
ations  it  will  be  necessary  to  take  less,  since  with  a  fur¬ 
ther  improvement  in  distribution  of  productive  forces,  reg¬ 
ulation  of  empty  freight  car  runs  and  planning  shipping  the 
empty  mileage  value  will  be  decreased.  Car  turnover  is  de¬ 
termined: 

0=  34o.  .t.  ,  After  it  is  necessary  to  determine  the  re¬ 


required  nuraber  of  six  and  four-axle  cars  individually.  The 
working  number  of  freight  cars  for  six-axle  cars  —  IIg= 

F'Ug,  for  four-axle  —  114  =  F»U4.  After  determining  the 
number  of  freight  cars  both  for  a  new  railroad  and  existing, 
the  difference  is  determined,  which  provides  savings  in 
operating  freight  cars.  It  is  determined  according  to  the 
following  formula:  „„„ 

Ec  -  !'•  4  “  (i-^.6+W4)  j  where  E 
savings  in  total  cars  needed,  —  working  number^of 
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Table  37^^ 


Decrease  l;a  Hauling  Distances  Between  Central  Asia 
and  the  Western  Regions  o£  the  Country  in 
View  of  the  Building  of  the  Kungrad-Mfekat-Al- 
eksandrov  Gay  Railroad  Line,  km 
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Legend; 
a  -«  Region 

b  —  Uabek  SSR  •  • 

c  —  Turkmen  SSR  ‘  .• 
d  —  On  existing  line  • 
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four-axle  cars  on  existing  road.  Since  the  construction  of 
the  new  railroad  will  make  it  possible  to  shorten  hauling 
distances,  as  a  result  of  which  freight  car  turnover  will  be 
less,  a  decrease  will  also  be  achieved,  in  required  working 
freight  cars:  in  this  case  we  will  always  observe  the  rela¬ 
tionship  .  M4)  . 

B)  Due  to  a  decrease  in  hauling  distance  the  number 
of  locomotives  required 'also  decreases,  which  is  deterrained 
by  the  following  rormula: 


K 


=  np*s_v(l  +  b) 


m*  S 


where  K  —  required  number  of  locomotiv¬ 


es,  np  —  working  nxmber  of  locomoitives,  s  average  daily 
freignt  car:  run,  km,  m  —  freiS^^^  car  makeup  of  train,  S  — 
average  daily  locomotive  run  in  km,  ,b  auxiliary  locomotive 
mileage  coefficient,  . _ 

The  required  number  rpf,  locomotives  is  also  determined 
separately  for  new  and  exist iiig?  railroads,  ,=The,.  results  of 
calculations  will  differ,  since  the  number  of  working  freight 
cars  on  the  new  road  is  less  .than,  on  the  existing,  and  there¬ 
fore  Kgjj  >  Knew*  difference  -  K^g^  =  Kg  will 

give  tne  number  ,of  locomotives  saved.  C);Liue  to  a  decrease 
in  the  length  of  hauls  in  view  of  the  building  of  the  new 
railroad  the  period  required  for  goods  shipment  bettjeen  com¬ 
municating  regions  v/ill  decrease.  However  we  should  note 
that  an  acceleration  in  the  shipment  of  certain  goods  will 
make  it  possible  to  cut  the  value  of  goods  in  the  process  of 
transit.  The  effect  of  cutting  the  shipment  time  can  be  de¬ 
termined  by  the  following  formula; 

Efr  =  —  ’Ken»  'diere  Efj.  —  annual  effect  on  cutting  ; 

amount  of  freight  in  transit,  rubles;  Tl  and  t2  —  time  re¬ 
quired  for  goods  to  be  shipped . from  loading  to  unloading 
point  on  new  and  existing  railroads,  hours;  C  —  average 
price  per  ton  of  goods,  divided  by  ton-km  ratio  for  each 
commodity  in  total  goods  turnover,  rubles;  t—  duration  of 
annual  period,  hours;  —  standard  coefficient  of  capital 
investment  effectiveness, 

2.  Savings  in  anntial  operational  expenses.  Due  to  a 
decrease  in  the  length  of  hauls  annual  operational  expenses 
will  decrease  through  a  decrease  in  locomotive  and  freight 
car  mileage.  A  decrease  in  locomotive  and  freight  car  mile¬ 
age  will  make  it  possible  to  cut  the  requirements  of  rail 
transport  for  train  and  locomotive  crews^  expenditures  for 
heating  and  lighting  locomotives,  etc.  We  determined  to  show 
the  decrease  in  freight  car  mileage  due  to  a  decrease  in  th;? 
length  of  hauls.  For  this  it  is  necessary  to  determine  the 
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necessary  number  of  four-  and  six-axle  cars  for  hauling  a 
given  vulume  of  freight  according,  to  the  formula: 

«6  =  .  For  four-axle  cars:  n4  «  » 

where  ng  and  r^,.  —  number  of  six-  and  four-axle  bars  nec¬ 
essary  for  hauling  a  given  Volume  of  freight.  The  number 
of  cars  necessary  for  hauling  the  given  volume  should  be  de- 
tenined  both  for  the  new  and  existing "railroads.  The  effect 
produced  from  decreasing  freight  car  mileage  is  determined 
by  the  formula:  for  six-a|cle  cars-:  Eg  n6  ‘ros'^sav* 
four-axle  cars:  Ea  =  nA»mA*l '  .  »  whera  E,-»»  savings  in  ax- 
le-km,  mg  and  m.  —  the  nt|nb|f;o£  :^raighC  :car  axles ^  1^  „ 

--  hauling  dist3bice  .aaved, ;  |ciii. ,  Ibfbllpw?  ftom  the  above  , 
that  a  decreese  in  hatUing  aistandds  will  cut  operational 
expenses.  On  the  basi^  of  the  above  we  can  determine  the 
period  required  for  capifcfel  investment  to  be  paid  for  in  new 
railroad  construction  according  to  the  formula 


’^1  *"  2Qo*Cr 


where  t  —  period  required  for  cap- 


—  ZQ2~^2 

ital  investment  in  new  railroad  construction  to  pay  for  it¬ 
self;  A  —  capital  ii'.vestment  in  new.  railroad  construction, 
Kubles;  dE  —  single-time  savings  in  locomotives  and 
freight  cats,  rubles;  dE^^  —  effect  of  decreasing  cost  of 
freight  in  transit,  rubles;  ZQ.  and  ZQ2  —  freight  turnover 
of  new  and  existing  railroads , ^tons ;  Cf  and  Cj  —  operation¬ 
al  expenses  for  hauling  one  ton  of  freight  on'^the  new  and 
existing  railroads,  rubles. 

In  determining  the  economic  effectiveness  of  capital 
investment  in  new  railroad  construction  it  is  necessary  to 
consider  also  the  effect  of  the  development  of  production 
in  the  area  adjacent  to  the  railroad,  the  effect  of  acceler¬ 
ation  of  passenger  service,  etc.  Technical  progress  and  new 
railroad  construction  will  be  accompanied  by  a  significant 
increase  in  freight  service.  Freight  turnover  and  primary 
rolling  stock  utilization  indices  on  the  Tashkent  Railroad 
will  increase  greatly  during  the  Seven  Year  Plan  (Table  38). 
Freight  turnover  on  the  Tashkent  Main  -Line  increased  287. 
during  the  past  seven  years  (1952-1958),  with  an  increase 
of  49%  for  the  present  Seven  Year  Plan,  In  handling  increased 
freight  turnover  an  increase  in  train  weight  will  be  important 
as  before.  Handling  the  rapidly  gnawing  freight  turnover 
during  the  Seven  Year  Plan  will  be  done  through  the  radical 
technical  reconstruction  of  rail  transport,  which  will  be 
one  of  the  basic  factors  in  the  further  improvement  of  rolling 
stock  utilization.  The  gradual  transition  of  main  lines 
in  the  republic  to  diesel  locomotives  will  first  of  all 


1: 


-136- 


Tabla  38  — i 

Dynamics  o£  Tashkent  Main  Line  Rolling  Stock  ! 

Utllieation  Improvemant  Duriii^  the  Seven  Year  Plan* 
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Legend:  a  —  Unit  o£  measurethent*  b  —  Million,  c- —  24-hour 
periods,  d—  Tons,  e  —  km,  f  —  Freight  turnover,  rate  t/ka 
g  —  Passenger  Service,  passenger  km,  h—  Freight  turnover, 

1  —  Freight  car  turnover,  j  —  Average  gross  freight  train 
weight,  k  --  With  steam  locomotive.  I  —  Diesel,  m  --  Static 
freight  car  load,  n  —  Average  daily  freight  car  mileage, 
o  —  Average  daily  locomotive  mileage  with  transfer  and  out- 
-going  trains,  p  --  Diesel  locomotive,  q  —  Steam  locomotiye 
^^rom  the  Seven  Year  Flan  for  the  development  of  the  Tashkent 
Railroad.  The  plan  is  being  fulfilled  ahead  of  schedule. 


improve  freight  car  turnover,  increase  the  average  daily  mile¬ 
age  and  increase  train  weight.  Gross  train  weight  will  in¬ 
crease  350  tons,  average  daily  locomotive  mileage  —  40  km, 
etc,  A  decrease  in  train  weight  with  steam  traction  and  a 
decrease  in  the  average  daily  locomotive  mileage  during  the 
Seven  Year  Plan  is  due  to  the  gradual  replacement  of  the  steam 
locomotive  by  diesel  bn  main  lines.  During  the  Seven  Year 
Plan,  although  freight  car  turnover  will  decrease  by  0,3 
days,  this  will  provide  great  savings  to  the  economy.  Accor¬ 
ding  to  our  figures,  savings  f^om  cutting  requirements  for 
freight  cars  through  dedreas  freight  cat  turnover  will 
total  about  3  millibn  rubles.  i.;  . 

Passenger  service  duting  the, Seven  Year  tlan  will  in¬ 
crease  chiefly  through  an  liiCreasb  in;  local  and  suburban 
service^  as  well  as  between  the  tepublics  of  Central  Asia, 

The  size  of  direct  passenger  service  will  not  increase.  How¬ 
ever,  en  route  passenger  service  will  improve  greatly.  The 
total  number  of  passenger  cars  will  be  supplemented  by  all- 
metal  cars;  first-class,  pullman  (two-berth  compartments), 
with  many  conveniences  for  the  passengers.  During  the  Seven 
Year  Plan  a  major  change  will  take  place  in  the  freight  turn¬ 
over  structure  of  the  republic’s  rail  transport;  shipments  of 
petroleum  products  will  increase  not  through  importation 
from  other  economic  regions  but  by  a  significant  increase  in 
oil  refining  at  the  Vannovskiy  and  Fergana  Oil  Reftoeries, 

An  increase  in  the  shipping  of  petroleum  products  is  due 
to  the  mechanization  of  farm  jobs,  the  total  mechanization  of 
cotton  fanning,  an  increase  in  motor  vehicle  transport,  maxi¬ 
mum  mechanization  of  road-building  and  irrigation  projects, 
etc.  The  application  of  industrial  methods  in  construction 
changes  the  structure  of  building  material  shipments.  The 
extensive  application  of  this  method  not  only  will  accelerate 
the  rate  of  construction  jobs  but  will  bring  to  a  minimum 
the  transfer  of  brick  by  rail.  On  the  other  hand,  this  method 
will  increase  shipments  in  cement,  gravel,  sand  and  rock. 
Shipments  of  building  materials  during  the  Seven  Year  .irlan 
will  increase  by  80T4,  and  cement  —  almost  5007..  An  increase 
in  cement  shipments  will  take  place  primarily  through  an 
increase  in  local  production.  This  will  greatly  decrease  the 
amount  of  cement  hauled  in  from  the  Volga,  Ukraine,  Urals, 
and  other  economic  regions.  Grain  shipments  will  increase 
both  throxigh  an  increase  in  grain  production  in  the  republic 
as  well  as  grain  hauled  in  from  Kazakhstan  and  Siberia,  The 
length  of  grain  hauls  can  be  decreased,  eliminating  existing 
counter- shipments  of  wheat,  cutting  down  the  importation  of 
wheat  flour,  etc.  During  the  Seven  Year  Plan  the  volxjme  of 
goods  hauled  in  long  distances  (mineral  fertilizers,  cement, 
wool  fabrics,  footwear,  xinderwear,  knit  garments,  textile 


items ,,  CQnsvtmer  goodp)  wltl.be  cut)  but  shipments  will  increase 
by  production  Increase  in  the  republic.  Coal  imports  from 
Karaganda  aiidrthe  Kuzbass' will  tut  almost  totally;  rail¬ 
road  shipments  of  coal  will  *^hc.)i;ea.9e  slowly^  jalthough  coal 
extraction  in  Angren.  Sharghi^  aM  other  central  Asian  coal 
beds  will  increase.  ;This  is^j^O itO  the  fact  that  by  the  end 
of  1965  about  3  million  tons  ^jitjcokl  extracted  in  Angren  will 
be  used  locally.  The  primry/caase  for  the  retarded  growth  . 
in  coal .  shi^ents  is  the  extensive  intjfodiet^ion  of  gas  to  . 
industrial  enterprises  and  homes  on  the  basis  of  inexpensive 
Bukhara  natural  gas.  A  transition  of  republic 'industrial:  ■  / 

enterprises  to  natural’ gas  will  hot  only  greatly  change  the 
structure  of  freight  dhifanents  but  will  provide  great  savings 
to  the  economy.  As  4  result  of  shifting  the  Samarlcand  Tannery 
imeni  AWhunbabayev  to  neural  gas  the  state  in  1959  a.aved 
557,000  rubles,  the  Ketalloppsuda  Plant  —  31,500 ,, rubles, 
the  shoe  factory  —  139,000  rubles^  etc.  Under  the  qonditibnS 
of  our  republic  particular  attention  should  be  devoted  to  the 
development  of  refrigeration  facilities,  since  in  the  future 
grape  growing,  truck  farming,  and  melons  will  be  greatly 
developed.  In  the  future  we  will  increase  the  flow  of  fruits 
and  vegetables  to  the  easteim  regions,  of.  the  country  and  the 
Urals,  as  well  as  the  center  of  the  USSR,  that  is  the  perish¬ 
able  goods  transport  volume  will  increase.  In  order  to  improve 
the  quality  of  freight  operations  in  hauling  perishable  goods 
it  is  necessary  first  of  all  to  reconstruct  the  existing 
refrigeration  plants,  build, new  ones  and  make  extensive  use 
of  trains  with  electric  heating  and,, mechanical  refrigeration.  ,  , 
The  output-  of  cheap  electric  power in  the  republic  will  make 
it  possible  to  build  a  number  of  stationary  ice  plants,  pro¬ 
vide  mobile  ice  plants  with  power  and  utilize  isothermic 
freight  cars  with  electric  heat. 

During  the  Seven  Year  Plan  the  republic  will  continue 
to  use  Siberian  lumber.  However,  shipment  volvime  will  not 
increase  greatly,  due  to  the  extensive  use  of  the  industrial 
method  in  construction.  Cotton  shipments  will  increase 
greatly.  Shipments  of  cottonseed  oil  alone  will  increase 
62%,  ^inta7  and  down  —  almost  double.  Cotton  shipments  by 
1965  will  occupy  one  of  the  leading  positions  in  freight 
turnover  on  the  railroad,  Here  than  four  million  tons  of 
cotton  alone  will  be  shipped  by  railroad.  Therefore  a  greater  J 
efficiency  in  shipping  cotton  by  decreasing  the  irregularity 
of  shipments,  routing  shipments,  developing  of  mixed  rail- 
water  service,  improved  utilization  of  freight  car  capacity, 
loading  of  cotto  i  containers  in  the  empty  freight  cars  for 
the  return  trip,  etc,  are  of  great  economic  importance*  Of 
particularly  great  Importance  in  the  economy  is  a  decrease  in 
the  irregularity  of  cotton  shipments.  This  not  only  facili- 


tates  rhythmic  operations  of  rail  transport  but,  of  CCwt*C*4 
mills,  makes  it  possible  to  save  tens  of  millions  of  rubles. 

We  shall  breifly  examine"  the  influence  of  irregularity  in 
shipping  cotton  on  rail  transport.  Cotton  traffic  both  for 
the  USSR  railroads  as  a  Whole' and  individual  roads  is  dis-  ,i. 
tributed  unevenly  throughout  the  year.  This  is  due  to  the 
seasonal  nature  of  cotton  production.  The  basic  main  cotton 
route  of  the  USSR  is  the  Tashkent  railroad,  which  hauls  2/3 
of  the  country's  cotton  shipments*, -  Cotton  shipping  is 
concentrated  in  October^  November,  Uepeither  and  in  the  first 
quarter  of  the  year.  The  maxlmm  id^d  ticw^^  in  the  fpurth 
quarter,  that  is  during  tH©  gre.etast  j^ribd  of  load  for  the 
cotton  mills,  and  the  minimum  ih  the  third  quarter,  that  is 
during  the  period  of  repairs'  on  cotton  mills  (Table  39). 

The  relatioh  of  thq  maximum  month  operations  with 
average  monthly  operatidh|  for.  the  year  will  express  the 
irregularity  of  the  load  .ti^'mdhths  for  the .  year  oh  the  aver¬ 
age,  The  irregularity  coefficieht  fot  cbtton  in  1956  was 
1*1^,  in  1959  —  1.6%,  Irregularity  ih  cotton  shipments  is 
observed  not  only  by  months  but  by  10-day  periods,  RaCh 
dot ton  loading  station  wdrks  irregularly  during  the  course 
of  a  month.  At  the  beginning  and  middle  Of  a  months  that  is 
during  the  first  and  second  ten-day  periods,  the  station 
fulfills  the  monthly  loading  plan  by  50-60%,  while  in  the 
third  ten-day  period  frequently  40%  and  more  of  the  monthly 
cotton  loading  is  carried  out.  This  is  due  both  to  the 
length  of  the  third  decade  and  the  accelerated  operations  of 
cotton  mills  at  the  end  of  the  month.  Transport  facilities 
and  labor  during  the  year  are  distributed  and  utilized  irceg- 
ularly.  The  first  and  fourth  quarters  are  the  periods  of 
maximum  utilization  of  plant  production  capacity.  During  the 
third  quarter  the  plants  are  subjected  to  repairs  before  the 
following  harvest  or  greatly  decrease  cotton  processing,  that 
is  the  utilization  of  their  product ion  capacity  drops  to 
20-25%  (Table  40). 

It  is  obvious  from  Table  40  that  the  mills  operate 
irregularly  throughout  the  year,  particularly  the  Uchkurgan 
Cotton  Mill.  The  average  duration  of  cotton  mill  operations 
in  the  republic  is  222  work  days.  Consequently,  the  irregu¬ 
lar  cotton  load  is  a  factor  exerting  a  negative  influence  on 
the  utilization  of  the  production  capacities  of  all  cotton 
cleaning  mills.  We  should  note  that  although  cotton  ship¬ 
ments  and  cotton  production  are  of  a  seasonal  nature,  the  con¬ 
sumption  of  products  obtained  after  processing  cotton  fiber 
at  textile  combines  is  of  an  even  nature.  Irregular  operation 
of  cotton  mills  is  as  a  rule  due  to  exhaustion  of  the  supplies 
of  raw  materials  long  before  the  new  harvest.  One  of  the 
causes  of  irregular  Ity  of  cotton  shipments  in  our  opinion 
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'Table  39  ' — | 


Irregularity  of  Cotton  Shipments  on  the  Tash¬ 
kent  Main  Line  In  %  to  Annual  Load 
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Legend:  a  —  January,  ti  —  February,  d  —  March,  d  --  April, 
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Legend:  see  Table  39  1  —  Namangan  Station,  2  —  Uchkur- 

gan  station,,=  3  —  Andizhan  Station,  4  —  Total  for  year 


is  stoppage  In  cotton  shipments  to  procurement  centers.  Raw 
cotton  picked  from  kolkhoz  fields  is  sent  chiefly  to  procure¬ 
ment  centers  and  from  there  to  cotton  mills.  On  the  average 
in  September  12-16%  of  the  season's  total  harvest  is  sent  to 
procurement  centers,  in  October  45-50%,  in  November  25-30%, 
December  3-57..  A  s»udy  of  this  problem  indicates  that  many 
procurement  centers  in  the  course  of  a  year  procure  more  raw 
cotton  than  their  warehouse  facilities  allow.  This  occurs 
because  the  maximum  supply  pf  raw  cotton  at  procurement  cen¬ 
ters  is  expected  in  Oecembeir*  After  this  no  more  raw  cotton 
is  sent  from  the  kolkhoz  fiplds,  while  shipment  of  raw  cotton 
to  cotton  mills  continues.  Therefore,  warehouse  facilities 
of  procurement  centers  in  December  corirespond  to  the  total 
{Trocurement  of  raw  cottbn  minus  the  cotton  shipped  out  for 
the  four  months,  that  is  S  e  Q,.  **  Q4»  where  S  —  total  area 
of  procurement  Center  warehouse  facilities,  Qx  —  total  raw 
cotton  procured  by  procUr«^ehli  cehters  in  year,  tons,  Q^j.  — 
total  raw  cotton  shipped  frdM  procurement  Cehters  to  cotton 
cleaning  mills  in  four  months,  tons.  At  present  wamhouse 
facilities  for  produrement  centers  correspond  to  the  maximum 
supply  of  raw  cotton  in  December.  This  is  achieved  dup  tO 
an  increased  shipment  of  raw  cotton  in  September,  Octobeti 
November  and  December  from  procurement  centers  to  cotton 
mills.  About 40-45%  of  all  cotton  procured  during  the  year 
is  shipped  from  procurement  centers  to  cotton  mills  in  the 
fourth  quarter.  This  will  make  it  possible  to  free  appropriate 
warehouse  facilities  for  receipt  of  regular  cotton  consignments. 
It  follows  from  the  above  that  one  of  the  important  causes 
of  the  irregularity  in  cotton  shipments  is  the  increased  out- 
shipping  of  raw  cotton  from  procurement  centers  to  cotton 
mills  during  the  harvest  due  to  the  shortage  of  warehouse 
facilities  both  of  procurement  centers  and  cotton  mills.  In 
the  fourth  and  first  quarters  mills  operate  on  three  shifts, 
and  for  the  rest  of  the  year  one  and  two  shifts.  This  exerts 
a  negative  influence  on  the  utilization  of  production  capacity 
of  mills,  labor,  electic  poi^r,  etc.  In  addition,  irregular 
operations  of  cotton  mills  through  the  year  has  a  negative 
influence  on  the  operatiers  of  rail  transport.  Due  to  the 
seasonal  nature  of  cotton  shipments  reserve  freight  cars  and 
locomotives  are  necessary,  and  it  is  Imperative  to  increase 
the  traffic  capacity  of  railroad  lines.  In  1955  the  24-hour 
load  during  the  initial  period  of  seasonal  cotton  shipments 
on  the  Tashkent  railroad  was  110,000  tons  or  2444  cars  cal¬ 
culated  at  four-axles  (four-axle  car  load  —  45  tons).  Corres¬ 
pondingly,  for  the  preceding  period  the  average  daily  load 
was  12,837  tons  or  285  cars.  The  difference  in  daily  load 
was  2,444  -  2^?  =  2159  cars  or  97,155  tons.  The  use  period 
for  reserve  facilities  comes  frem  freight  car  turnover  with 


A 
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cotton  flbet  at  average  cotton  haul  distance  of  2700  km  and 
average  dally  mileage  of  260  km,  dnd  loaded  cotton  freight, 
car  turnover  will  be: 

=  20.7  di^ys. 

>v.’i 

Taking  Into  consideration  resetVe  tLoe  the  period  for 
reserve  use  can  be  counted  as  21  dayj^-.  Hence  the  maximum 
reserve  value  for  providing  cotton  shipments  will  be  97,155«  . 
*21  s  2,040,255  tons  of  freight, car  load  capacity,  with  11.25 
tons  per-axle  load.  If  we  consider  that  the  accumulation  of 
reserve  begins  three  months . before  the  beginning  of  the  seas¬ 
on,  the  duration  of 'the  existence  Of  raserve.  ^11  be  30  X  3 
+  21  =  111  days.  Then  average  anniial- value  for  boxcar  re¬ 
serve  for  handling  cotton  shlpmerlts' will  be: 


2040255»111 

— 4  :j  'i5  5  '  . 

=  1,235,488. 


155,115  tcHis,  car-days  will  be: 
Boxcar  reserve  value  will  be: 


215>21*109  ^ 
235^488  _  nnn/. 

365  “ 


cars.  In  cash  expression:  3384*3,740  rubles  **  12,656,000 
rubles,  where  3, 740  rubles  —  price  per  four-axle  car  without 
brake  platform.  Consequently,  after  cutting  down  the  uneven¬ 
ness  in  cotton  shipments  there  will  be  no  necessity  for  a  re¬ 
serve  of  freight  cars.  A  decrease  in  the  irregularity  of 
cotton  shipments  will  make  it  possible  to  shift  cotton  clean¬ 
ing  mills  to  two- shift  operations,  due  to  which  the  produc¬ 
tion  capacity  of  mills  will  be  utilized  evennly  throughout 
the  year.  This  is  of  great  economic  importance,  since  rhyth¬ 
mic  operations  by  cotton- cleaning  mills  during  the  course  of 
the  year  will  make  it  possible  to  process  more  taw  cotton  and 
will  save  on  capital  investments  necessary  for  building  new 
mills.  Calculations  point  out  that  due  to  rhythmic  operations 
of  cotton-cleaning  mills  it  is  possible  to  process  a  supple¬ 
mentary  1.4  million  tons  of  raw  cotton  per  year. 

E^dical  technical  reconstruction  of  railroads,  improve¬ 
ment  of  rail  operations  will  make  it  possible  to  cut  shipping 
costs  in  the  economy  to  a  great  extent.  During  the  period  of 
the  stepped-up  building  of  consminism  the  importance  of  truck 
transport  in  the  republic's  economy  increases  sharply.  The 
rapid  development  in  industry,  agriculture,  new  railroad  con¬ 
struction,  tremendous  freight  and  passenger  service  by  rail 
—  all  of  this  is  possible  with  well-organized  transport  links 
between  industrial  and  agricultural  regions,  railroad  stations 
and  river  landings  with  the  peripheral  areas  and  all  regions 
in  the  republic  with  each  other.  This  will  require  the  fur¬ 
ther  development  of  motor  vehicle  transport.  The  basic  trend 
in  the  development  of  motor  vehicle  transport  is  the  radical 
reconstruction  of  motor  vehicle  transport  and  the  road  sys- 


tern  will  lead  to  technical  progress,  expansion  of  the  road 
system  by  improving  roads  ^  maximum  mechanization  of  road 
building  operations,  extensive  centralization  of  truck  ship¬ 
ments  by  ger^ral  use  truck  firms,  eilimination  of  small  motor 
pools  by  amalgamation  and  development  of  auto  repair  facility 
ies,  specialization  of  trucks  in  use.  J  Ah  increase  In  the 
number  of  trucks  in  the  republic  should  progress  in  two  dir¬ 
ections:  large  7-10  ton  trucks  and  more v  aod  U5  ton  trucks 
and  Under.  The  further  industrial  deveioDmeht  pf  the  repub¬ 
lic^  extensive  application  of  the  4hdtistrial  method  in  con¬ 
struction  Of  industrial  ahd  civil  ittj^tallations^  and  the  work¬ 
ing  of  quarries  require  Iqrge-capacity  thicks,  particularly 
dump  trucks.  These  will  be  Utid  in  thO  mining:  metallurgi¬ 
cal  and  conistruction  industry:  Tha.  usi  of  such  machines  will 
heighten  the  question  of  increasing  the  strength  of  road 
structures.  At  present  bnly  35%  or  these  structures  permit 
the  passage  of  heavy  tinickl.  For  the  more  efficient  Utiliz¬ 
ation  of  heavy  trucks  the  extensive  use  of  :  truck  And  trailer 
rigs  with  semi-trailers  is  essential.  With  this  the  load  on 
bridges  and  other  structures  is  cut  almost  in  half.  The 
condition  of  roads  milst  be  taken  into  consideration  in  devel¬ 
oping  motor  vehicle  transport  in  our  republic.  At  present 
third  class  roads  make  up"  74%  of  the  total  road  system.  These 
roads  link  alr.;ost  all  farm  areas  with  industrial  centers. 

Large  freight  traffic  originates  in  regions  served  by  these 
roads.  The  operation  of  heavy  trucks  on  third  class  roads 
is  almost  impossible  and  the  condition  of  bridges  axid  other 
structures  will  not  allow  this.  Therefore  the  specific  nat¬ 
ure  of  the  road  system  in  the  republic  requires  trucks  adap¬ 
ted  to  the  conditions  of  the  Uzbek  republic.  Such  vehicles 
could  not  only  haul  freight  but  also  could  be  used  for  haul¬ 
ing  trailers  and  could  travel  poorer  roads.  For  this  the 
trucks  should  have  at  least  two  drive  axles.  Experience  has 
shown  that  not  always  and  not  everywhere  is  it  necessary  to 
haul  several  tons  of  freight.  Frequently  small  consignment 
shipments  are  transported  of  0.3,  0.7  and  0.8  tons,  in  the 
shipment  of  which  the  carrying  capacity  of  trucks  is  used 
inefficiently.  In  order  to  achieve  a  more  efficient  utili- 
ation  of  trucks  and  maximum  satisfaction  of  the  needs  of 
the  economy  for  shipping  with  minimum  expenditure,  small 
0.8-1. 5  ton  trucks  must  be  furnished.  The  climatic  conditions 
of  Uzbekistan  require  rapid  shipment  of  milk,  meat  and  other 
perishable  goods.  Special  refrigerator  trucks  must  be 
furnished. _  Analysis  of  the  development  of  productive  forces 
in  the  republic  for  the  future  indicates  that  motor  vehicle 
transport  will  play  the  major  role  in  suburban  passenger 
service  and  will  be  Important  in  interurban  service*  In 
large  cities  80-100  seat  buses  should  be  put  in  operation, 
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in  oblast  and  rayon  cities  —  50-70  seats,  interurban  service 

—  40-60  seats*  An  increase  in  motor:  .vehicles  in  the  repub-' 
lie  should  be  Ccenbined  with  efficient  utilization.  The  pri¬ 
mary  means  of  Improving  motor  vehicre  operations  is  a  sharp 
increase  in  the  ratio  of  public  motor  vehicle  transport.  In 
recent  years,  that  is  after" the  reorganization  of  the  admin¬ 
istration  Of  industry  and  cohStruttipn,  dwarf  motor  pools 
gradually  were  anialgamated  into  large  units.  Tliis  was  of 
great  economic  significance,  but  nevertheless  up  to  the  pres¬ 
ent  day  small  motor  pools  contli^e  toi‘ exist.  In  1959  the 
total  number  of  motor  pools  wasJ/cCifc  by  more  than  150  units 

in  comparison  with  1958:  while  .(ihits  with  Up  to  10  vehicles 
were  cut  by  more  than  350  units^in  the  s  me  period.  In 
1958-1959  more  than  2000  truckb  were  transferred  to  the  public 
truck  transport  system.  The ‘freight  volume  of  general  use 
truck' transport  in  the  last 'thtee  years  increased  from  490,4 
million  ton/km  to  639,7  milTioh  t/km,  or  30%,  The  ratio  of 
general  use  truck  transport  in  total  motor  vehicle  service 
during  the  first  year  of  the  CeVen  Year  Plan  was  27.2%,  and 
in  freight  turnover  —  30%.  The  interests  of  the  national 
economy,  in  view  of  the  continually  growing  voltc.^  of  freight 
shipments,  require  that  freight  be  hauled  not  by  departmental 
trucks  but  by  public  use  trucks;  shipping  costs  will  average 
40%  less.  In  increasing  the  ratioi  of  general  use  motor  vehi¬ 
cle  transport  in  hauling  freight  an  important  part  was  played 
by  the  sovnarkhozes,  which  in  1960^  wete  joined  into  a  single 
Uzbek  sovnarkhoz.  This  should  aid. a  further  amalgamation  of 
small  motor  pools  and  increase  the  ratio  of  public  use 
vehicles,  since  even  the  sovnaidchozes  had  small  motor  pools. 

In  1958  the  Tashkent  SovnarfchoZ  had  174  motor  pools,  the 
Fergana  —  99,  Samari<and  —  55,  Bukhara  —  51  and  ICarakalpak 
—31,  while  the  average  number  of* vehicles  per  motor  pool 
ranged  from  six  to  fourteen, It  would  be  advisable  to 
merge  existing  small  motor  pools  with  motor  pools  of  the  Uz¬ 
bek  sovnarkhoz  and  organize  locally  transport  organizations 
which  could  handle  not  only  sovnarkhoz.  enterprises  but  other 
institutions  as  v/ell.  In  each  oblast  in  the  republic,  depend¬ 
ing  on  the  volume  of  freight,  it  is  necessary  to  create  motor 
vehicle  transport  organizations  with  local  truck  complements. 
For  the  efficient  utilization  of  motor  vehicles  it  is  neces¬ 
sary  to  combine  amalgamation  of  motor  pools  with  a  transition 
to  cost-accounting.  At  present  not  all  motor  pools  in  the 
sovnarkhoz  have  shifted  to  cost  accounting.  In  1958  .the 
number  of  motor  pools  shifted  to  cost  accounting  in  the 
Tashkent  sovnarkhoz  totalled  10,  in  Fergana  —  8,  Samarkand 

—  11,  and  in  the  Bukhara  and  ICarakalpak  sovnarkhozes  not 
a  single  one.*® 

The  industrial  and  agricultural  development  of  the 
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repulalic  makes  it  feasible  to  spepialize  vehicles  by  nature  of 
the  job  done.  Specialization  of  trucks  will  increase  vehicle 
productivity,  will  speed  up  goods  delivery  and  decrease  ship¬ 
ping  costs.  Proceeding  from  the  cheiracteristics  and  specific 
nature  of  the  jobs  of  each  region*  it  is  necessary  to  hfive 
specialized  trucks  in  large  motdr . pbpls.  Hotor  pools  in  cotton 
growing  areas  should  have  trucks\|pr  the  bulk  chipment  of 
raw  cotton,  construction,  areas  -4  abp|>ait  carriers,  cement  and 
concrete  carriers,  in  lar^ei; cities  ' rOtrigera tor  t fucks  and 

tank  trucks  for  hauling  pelt ro letim  p inducts.  On  the  basis  of 
motor  pool  amalgamation,  truck  speeialitation  and  ah  increase 
in  the  ratio  of  public  use  i^tor  venicle  transport  an  extended 
development  of  centralized  freight  shiptbents  will  be  of  great 
benefit  to  the  ecOnomy.  Right /npW  thbre  is  relatively  little 
centralized  shipping.  Oentralieed  shipments  Would  not  only 
cut  shipping  costs  but  would  Increase  labor  productivity, 
which  is,  extremely  important  during  the  fperiod  of  the  creation 
of  a  material-technical  basis  for  communism.  Centralized 
shipments  have  a  great  future,  for  they  will  improve  the  qual¬ 
ity  of  freight  operations  and  client  service.  -  For  the  devel¬ 
opment  of  centralized  shipping  for  public  use  trucking  capital 
Investment  is  not  required,  but  we  must  overcome  the  depart¬ 
mental  approach  to  the  utilization  of  trucks  and  achieve  in¬ 
telligent  operational  leadership.  Centralized  shipments  in¬ 
clude  certain  Industrial  goods  as  well  as  cotton.  However, 
within  the  cities  of  Tashkent,  Samarkand,  Andizhan  and  others 
a  large  quantity  of  goods  bielonging  to  offices,  enterprises, 
trade  organizations',  etc.  are  carried.  A  large  number  of  trucks 
are  Involved  in  the  hauls,  and  they  are  frequently  utilized 
inefficiently.  Therefore  a  significnat  portion  of  hauls  in 
large  cities  should  be  centralized.  This  would  produce  great 
savings  and  would  cut  down  the  required  number  of  trucks. 

An  increase  in  the  number  of  motor  vehicles  in  the 
republic  brings  up  the  problem  of  repair  facilities.  In  1959- 
1965  motor  vehicles  will  increase  617,,  including  trucks  — * 

48%,  buses  by  more  than  210%,  passenger  cars  —  80%,  etc.l' 

In  1958  there  were  13.7  vehicles  per  repair  facility,  in 
1959-1960  14.8.  In  amalgamating  the  motor  vehicle  repair 
facilities  it  would  be  advisable  to  go  on  the  assumption  that 
in  a  5-6  month  term  of  service  a  truck  averages  300-350,000 
km  and  one  time  in  the  shop  for  major  repairs, Efficient 
displacement  of  repair' enterprises  is  determined  by  the  num¬ 
ber  of  motor  vehicles  in  each  area;  the  capacity  of  auto 
repair  enterprises  should  satisfy  the  requirements  for  motor 
pools  in  the  region  for  major  repairs.  This  will  make  it  pos¬ 
sible  to  eliminate  long  motor  vehicle  hauls  between  oblasts 
for  repairs.  In  the  future  Tashkent skaya  Oblast  will  con¬ 
tinue  to  contain  a  great  number  of  motor  vehicles,  and  there- 
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fore  the  oblast  should  have  two  auto  repair  plants,  in  Tash¬ 
kent  and  Altnalyk,  for  4000  and  1000  major  repair  jobs  per 
year  respectively.  The  lower  Amu-Daf'ya  should  have  an  auto 
repair  plant  in  Mukus  for  1500,  Bukhara  for  1000,  for  Surkhan- 
dar'inskaya  and  Bukharskaya,  Saiiarkand  should  have  a  plant 
for  2OO0  for  Samarkandskaya  Oblast  and  Leninsk  for  3000  major 
repair  and  unit  jobs  per  year  for  the  Fer'^ana  Valley.  Re^ 
quirements  for  bus  repairs  are  determined  by  the  calculation 
that  the  average  yearly  mileage  on  tl^sds  40,000  km,  while 
280,000  km  are  needed.^'b  write  .off  a  bUa,  dbn's'equently  more 
that  900  major  and  unit'  repair  jobs  will  lie.  hdeded  by  1965. 

It  is  well  known  that  each  .state  office,  enterprise  and  minis¬ 
try  alongside  trucks,  jhad  . passenger  cars  which,  were  talso 
used  inefficiently.  The  problem  of  the  efficiehf  use  of 
passenger  vehicles  was  raid'd 'at  the  20tth  Pairty  Congr^ss^V. 
'Clear  wastefulness  is  being 'allowed  in  ..the  use  of  pa'S^scngef 
vehlclies.  It  is  necessary  to  make  a  | decisive  shift  ta.  social¬ 
ist  initiative  in  this  matter,  eliminating  the  practice  of 
assigning  cars  to  individuals,  establishi^  a  strictly  limi¬ 
ted  number  of  personal  automobiles. The  use  of  passerjger 
cars  by  various  ministries,  departments,  officer,  enterprises 
as  taxis  doubtlessly  aided  in  improving  the  fulfillment  of 
the  requirements  of  the  public  for  this  type  of  transport. 

A  further  population  growth  and  standard  of  living  will  re¬ 
quire  an  increase  in  the  number  of  taxis.  In  the  Seven  Year 
Plan  alone  the  number  of  taxis  will  increase  250%.  For  this 
the  extensive  incorporation  of  taxi  dispatchers  with  the  aid 
of  radio  is  necessary.  This  will  greatly  improve  the  quality 
of  taxi  service.  The  further  development  of  motor  vehicle 
transport  is  organically  connected  with  an  improvement  in  the 
technical  condition  of  roads.  The  primary  types  of  roads, in 
the  republic  will  be  gravel  blacktops  and  gravel  non-blacktops 
made  by  mixing  Dzharkuragan  petroleum  or  liquid  asphalt. 

The  availability  in  the  republic  of  large  quantities  of  gravel 
and  the  capability  of  handling  traffic  the  year  around  on 
gravel  roads,  as  well  as  the  advantages  of  gravel,  over  stone 
make  its  extensive  use  necessary.  During  the  years  of  Soviet 
authority  motor  vehicle  transport  Increased  greatly,  but  the 
rate  of  growth  of  industry  and  agr  iculture  in  the  republic 
require  the  reconstruction  of  existing  roads,  an  increase  in 
their  le^th  with  maximum  mechanization  of  road  construction 
and  efficient  utilization  of  road  building  machinery.  For 
removing  dirt  and  transferring  it  short  distances  excavators 
are  used,  graders  and  bulldozers  for  evening  the'  surface, 
tamping  machihes  for  packing  the  roadbed,  ditch- cleaning 
machines  for  cleani]^  ditches,  asphalt- laying  equipment  for 
laying' asphalt,  mobile  concrete  mixers  for  preparing  asphalt- 
concrete.  In  addition,  it  is  necessary  to  make  wide,  use ,, of 


scrapers,  tarailers,  truck  cranes,  graders,  mechanical  loaders 
and  other  modern  machinery.  "Ihe  republic's  road  system  should 
develop  particularly  in  the  Southwest  region  of  the  republic 
due  to  the  discovery  of  rich  gas  deposits,  farming  and  irri¬ 
gation  of  new  land  on  the  Karshi  Steppe  on  the  one  hand  and 
relatively  poor  condition  of  the  road  system  on  the  other. 

The  presence  of  stone  road-building  materials  in  the  south¬ 
west  region  will  aid  in  speeding  Up  the  reconstruction  of  the 
road  system.  For  Sukhandar'inskaya  Oblast  of  great  impcrtance 
is  the  reconstruction  of  the  Karshi- Samarkand  Road,  81  km 
long,  Karshl-Kassan  —  30  km,  Shakhrisyaba-Mirakt  —  2o  km, 
Kassan-Mubarek-Kagan  —  110'  km,  Chirakehi-Kassah  97  km. 

These  roads  interconnect  ^jbr  industrial  and  agricultural 
centers  by  direct  route  and  Will  aid  . in  the  farming  of  the 
Karshi  Steppe.  The  reconstruction  of  .the  republic  highway 
Kars  hi- Samarkand  (will  greatly  improve  economic  links  between 
the  two  neighboring  bblasts.  the  road  system  of  Samarkand- 
skaya  Oblast  also  neeos  to/  be'  developed.  First  of  all  it  is 
necessary  to  reconstruct  fhfe  fulldwing  important  oblast  roads: 
OzhiimauKattakurgan^  50  km  long,  Kitan'-Kushrabaid-Nurata  — 

130  kmi  Khatyrchi-Lyangar  --  50  km,  Dzhitak-Farish  —  67  km, 
Kermine-lkirata  —  49  km,  etc.  DUring  the  Seven  Year  Plan 
kolkhoz  roads  in  Samarkanaskaya  Oblast  also  should  be  recon¬ 
structed.  Kolkhoz  roads  with  a  great  intensity  of  traffic 
should  be  gravel.  Such  kolkhoz  and  sovkhoi  roads  as  Karadar'ya- 
Ishtykhan  —  24  km  long,  Urgut-kolkhoz  imeni  Stalin  —  10  km, 
Narimanoyo-kolkhoz  imeni  Engel's  —  6  km,  Samaricand-*?lem- 
sovkhoz  No  1  —  8  km  and  many  others  should  be  reconstructed 
in  coming  years. 

A  distinguishing  feature  in  the  development  of  toads 
is  their  extension  through  improved  roads  and  the  mechaniza¬ 
tion  of  earth-moving  operations.  During  the  Seven  Year  Plan 
2250  km  of  roads  of  republic,  oblast  and  local  impoi'cance  are 
to  be  built  and  reconstructed,  as  well  as  1500  km  of  kolkhoz 
roads.  In  view  of  the  discovery  of  a  gas  deposit  in  Gazli, 
in  1958  construction  began  on  the  Bukhara-Gazli  road  — 

125  km  long.  This  road  is  extremely  Important  for  transforming 
Gazli  into  a  major  town,  supply  of  the  necessary  materials, 
gas  extraction,  etc.  In  1959  an  earth  roadbed  was  built  on 
the  Bukhara-Gazli  Road.  Constantly  increasing  commerce  in 
Tamdynskiy  Rayon  requires  the  gradual  changeover  of  the 
Kenimekh-Tamdy  Road,  200  km  long,  from  one  type  of  surface  to 
another.  The  reconstruction  of  such  roads  in  Bukharskaya 
Oblast  as  Navoy-Kenimekh,  28  km  long,  Kalkanata-Nurata— 

30  km,  Kenimekh-Yangikurgan  —  22  km,  Wavoy-Kalkanata  — 

6  km,  Kzyltepe-Kuyumazar  —  24  km,  Kenimekh-Nurata  —  5  km  and 
others  will  further  to  a  great  degree  an  improvement  in  the 
road  system  of  the  oblast.  An  extension  of  improved  roads 
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in  other  oblasts  in  the  republic  will  make  it  possible  to 
make  better  use  of  vehicles  and  handle  the  increased  freight 
volume.  The  great  part  of  freight  turnover  by  vehicle  will 
be  handled  on'  improved  roads.  During  the  first  year  of  the 
Seven  Year  Plan  the  Tashkent-Angren-Kokand  Main  Highway  was 
opened,  248  km  in  length.  The  construction  of  this  main 
highway  began  in  1S56,  The  highway  was  built  simultaneously 
from  bbth  ends.  Work  was  done  under  mountain  conditions  and 
involved  rock  work.  On  the  section  where,  the  hignwaiy  crossed 
the  Syr»Dar'ya^  a  combined  ferroconcrete  bridge  was  built. 

On  certain  sections  the  road  went  up  to  an  elevation  of 
2250  m  above  sea  level.  The  Tashkent-A|igren-Kokand  Main 
Highway  is  very  impott'ant  in  the  republic's  economy.  First 
of  all  it  joins  Tashkent  and  the  Angren  mining-industrial 
region  with  the  Fergana  Valley  by  the  shortest  route  and 
cut  the  distance  for  hauling  freight.  The  distance  for  ra.il 
shipping  goods  between  Tashkent  and  Kokand  is  342  km,  whild 
by  highway  it  is  210, 

shipment  from  Tashkent  tp  Fergana  by  rail  spent  an 
average  of  40-50  hours  in  transit‘d  while  on  trucks  —  no  more 
than  12  hours.  This  is  particularly  important  in  hauling  • 
urgent  industrial  and  highly  perishable  goods,  as  well  as'' 
passengers,  i^ny  employees  of  planning  organs  erf  -in 'think¬ 
ing  that  since  shipping  costs  on  the  Tashkent  Rail'fbad  are 
0,37  k  per  t/km,  while  on  trucks  no  more  than  6^5  k  per  t/km, 
it  is  better  to  handle  freight  be  rail.  The  cost  of  hauling 
freight  by  rail  is  determined,  taking  into  consideration 
many  factors,  including  the  length  of  hauls  —  500-600  km. 

In  hauling  goods  by  fail  for  short  distances  (20-30  km)  the 
cost  of  shipping  will  be  higher  than  with  trucks.  Therefore, 
on  the  Tashkent -Kokand  main  line  the  cost  of  trucking,  as 
calculations  have  shown,  ^11  be  slightly  higher  than  the 
cost  of  rail  ahipping,  but  the  period  required  for  the  goods 
to  be  delivered  is  much  less. 

Of  the  economic  regions  in  the  republic  the  Karakal- 
pak  economic  region,  by  level  of  development  of  productive 
forces,  as  a  whole  and  the  road  system  in  particular,  is 
far  down  on  the  listv  The  low  level  of  road  system  increas¬ 
es  not  only  shipping  costs  but  production  costs.  Differ¬ 
ing  from  many  oblasts,  on  the  lower  Atnu-Dar'ya  we  have  river 
transport  which,  like' trucking,  plays  an  important  role  in 
inter-oblast  shipping.  In  determining  shipments  between 
river  and  truck  transport  under  lower  Amu-Dar'ya  conditions, 
it  is  necessary  to  compare  the  cost  of  shipping  on  these  two 
types  of  transport*  The  sphere  of  use  of  truck  and  river 
transport  and  their  further  development  require  the  total  sol 
ution  to  transport  problems*  The  total  development  of  riyer 
and  truck  transport  require  the  reconstruction  of  roads  on 
approaches  to  river  landings,  specialization  of  trucks,  de- 
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pending  on  the  type  of  goods  being  transported,  reconstruc¬ 
tion  of  river  landings,  clear-cut  organization  of  river  traf¬ 
fic,  The  proportionate  and  total  development  of  these  types 
of  transport  will  make  it  possible  to  carry  out  mixed  truck 
and  river  shipments  on  the  lower  Amu-Dar'ya.  The  lower  Amu- 
Dar'ya  has  consistent  interregional  economic  ties  with  the 
Urals,  Kazakhstan,  Siberia  and  the  Central  part  of  the  count¬ 
ry,  The  maintenance  of  these. ties  via  Aral'sk  aids  in  more 
efficient  transport*reconbm|ic  ties  of  these  regions,  iiixed 
shipments  via  Afals'k  require  the  j^urther  development  of 
truck-river  shipments  on  tihe  basis  of  the  reconstruction  of 
the  road  systems  and  river  fleet,  ike  development  of  the 
econony  of  the  Kara  Kalpak  economic  teg  Ion  during  the  Sexl'eh 
Year  Plan  requires  an  imptovenient  in  the  road  system.  For 
the  efficient  utilization  of  tieuck  transpottj  as  well  as  for 
raising  the  economic  And, ^Itutal  leVel  of  the  population 
it  is  essential  immediatetv  td  begin  reconstruction  of  ex¬ 
isting  roads  And  replace  '^Bridges*  by  pipes.  With  a  short¬ 
age  of  road-Building  materials  on  the  lower  Amu-Dar*ya,  of 
great  importance  is  sequence  in  rebuilding  existing  roads. 
Results  of  studies  carried  out  by  the  Council  for  Studying 
the  Productive  Forces  of  the  Republic  of  the  AS  Uzbek  SSR, 
indicated  the  advisability  of  rebuilding  first  of  all  the 
most  important  roads  of  the  lower  Amu-Dar'ya,  which  join 
groups  of  kolkhozes  and  the  major  industrial  enterprises  with 
rayon  seats,  railroad  stations  and  river  landings ; Biybazar- 
Biruni,  Turtkul'-Biruni,  Biruni-Ferry  crossing,  Urgench- 
Chalysh-ferry  crossing,  Urgench-Khiva,  Urgench-Shavat,  Ur- 
gench-Koshkupyr,  Urgench-Yangiaryk,  Urgench-Khazarasp, 
Urgench-Yangibazar,  Gurlen-Mangeit,  Shavat-Koshkupyr-Khiva- 
Yangiaryk-IQiazarasp,  Kipchak-Takhiatash,  Khodzheyli-Kungrad, 
Mangit-Kipchak,  Tashauz-Dzhumurtau,  etc.  There  is  no  ques¬ 
tion  about  the  fact  that  these  roads  will  handle  most  of  the 
truck  transport  on  the  lower  Amu-Dar'ya,  Due  to  poor  qual¬ 
ity  of  roads  almost  all  motor  pools  along  the,  Amu-Dar'ya 
consume  too  much  fuel.  On  the  left  bank  of  the  Lower  Amu- 
Dar'ya  deposits  of  limestone- coquila  and  limestone-sandstone 
are  to  be  found  in  the  vicinity  of  Khodzheyli,  Shumanay  II 
and  Kungrad  (two  deposits).  The  strength  of  the  rock  mat¬ 
erials  in  these  deposits  —  heterogeneous,  changing  within 
the  limits  of  one  and  the  same  geological  section  from  40- 
1000  kg/sq  cm,  with  predominance  of  weak  materials  (less 
than  2000  kg/sq  cm).  Supplies  of  road-building  materials 
on  the  right  bank  are  in  a  worse  condition.  Here  basic  de- 
poats  are  the  limestone-coquila  and  limestone-sandstone 
around  Nukus  (three  deposits),  limestone-sandstone 
the  bank  of  the  Amu-Dar'ya,  90  km  downstream  from  bJukus, 
and  Burlytau  (30  km  to  the  west  of  Kegeyli)  and  siliceous 
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limestones  at  Bel'tau  (25  km  to  the  north  of  Takhtakupyr), 

The  strength  of  the  materials  in  these  deposits  (excluding 
Bel'tau)  also  differs  within  the  limits  of  one  and  the  same 
geological  section  and,  for  the  most  part,  does  not  meet  the 
requirements  of  road  .buildix^.  Deposits  of  strong  stone  mat¬ 
erials  of  both  sedimentary  rocks  (limestones)  as  .  well  as  ig¬ 
neous  (granodiqrites,  etc,)  at  Sultan-Uiz-Dag  and  its  spurs 
Dzhumurtau  and  Aktau  are  located  on  the  bank  of  the  Amu-Dar'- 
ya  100-120  km  below  Kukus,  ; The  strongest  building  materials, 
suitable  for  rbkd  cover,  are  found  in  tremendous,  quantities 
at  Dzhumurtau.  Mechanized  quarrying  at  Dzhumurtau  will  aid 
in  improving  the  condition  of  roads  along  the  lower  Amu^. 
Dar'ya.  During  the  years  of  Soviet  authority .Tashkent  was 
transformed  not  only  into  a  major  administrative  but  a ls;0  in¬ 
dustrial  center.  At  present  large  modern  plailts  and  combines 
are  operating  in  the  city,  closely  connected  with  truck'alid 
rail  transport.  Tashkent  industry ^furnishes  a  considerable 
percentage  of  the  republic's  production.  Every  residential 
districti  every  industrial  and  commercial, center,  and  all  ; 
schools  are  all  inter-connected,  as  well  as  with  all  other 
rayons  by  urban  transit.  In  order  to  satisfy  the  require¬ 
ments  qf  the  public  for  urban  transit,  in  the  city  there  are 
11  streetcar,  8  trolleybus  and  43  bus  lines,  as  well  as  pas¬ 
senger  and  freight  taxis.  An  increase  in  Tashkent  traffic 
is  influenced  greatly  by  the  construction  of  apartment 
houses  at  Chilanzar,  Aktepe  and  other  districts  in  the  city. 
For  this  purpose  in  1959  two  million  tons  of  inert  materials 
were  broughtto  Tashkent  froth  the  Kuylyuk  Quarry,  .  In  addi¬ 
tion,  the  continually  developing  commercial  network  in  the 
city  and  the  production  relations  of  industrial  enterprises 
in  the  city  with  other  economic  regions  in  the.;country  and 
republics,  as  well  as  the  oblast,  aid  in  increasing  the  role 
of  motor  vehicle  transport,  acting  as  a  connecting  link  be¬ 
tween  railroad  stations  and  industrial  enterprises.  Due  to 
the  rapid  development  of  industry  in  Tashkent,  the  economic 
relations  of  its  plants  and  combines  not  only  with  regions 
outside  the  republic  but  with  regions  in  Tashkentskaya  Ob¬ 
last,  have  increased  rapidly.  At  present  many  industrial 
enterprises  receive  raw  materials  from  Tashkentskaya  Oblast 
and  ship  their  products  to  the  same  areas.  At  the  Tashkent 
Cot ton- cleaning  Mill  raw  cotton  is  received  from  two  pro¬ 
curement  centers  in  Verkhnechirchikskiy  and  Orkzhonikidzev- 
skiy  rayons,  from  seven  procurement  centers  in  Srednechir- 
chikskiy  Rayon,  The  jute-kenaf  mill  receives  fiber  from 
Nizhnechirchikskiy  and  Verkhnechirchikskiy  rayons,  brew¬ 
eries  No  2  and  3  receive  barley  from  the  Karasuyskaya  Grain 
Procurement  Center,  and  waste  products  are  sent  to  Yangi5nal' 
skiy  Rayon  for  livestock  feed;  the  electric  cable  plant  sends 
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its  products  to  almost  all  rayons  in  the  oblast;  the  dairy  in 
Chilanzar  receives  its  dairy  products  from  Ordzhonikidzevskiy , 
Chnazskiy,  Verkhnechirchikskiy,  Srednechirchikskiy  and 
Akkurganskiy  rayons.  Concentrated  feeds  (cot ton-ca^eV  husks) 
are  hauled  from  the  Yangiyul'  skiy  Oil  Mill  by  truck  to,  con- 
svimers  in  Ordzhonikidzevskiy,  Verkhnechifdhikskiy  and  other 
rayons  in  the  oblast;  oxygen  in  cy).iinders  is  shipped  from  the 
Chirchik  ElectroteiClmical  Combine  to  almost  all  rayons  in 
the  oblast  by  trudk,  etc.  At  present  freight  flow  is  con¬ 
centrated  on  the  approaches  to  Tashkent  from  four  primary 
highways:  Chirchik)  Khilkdvskiy)  Great  Uzbek  and  Chin^ent. 

The  freight  flow  is  parti<kilariy  large  on  the  Great  Uzbek  and 
Khilkovskiy  highways;  intensity  of  traffic  in  the  city 

is  increasing  through  the  maintinandC  bf  commercial  relations 
between  the  rdirbni^  bf  end  bbl^bfe.via  Tashkent.  Each  year  the 
cot  ton- cleaning  mill  Ibcat^a.  near  the  railroad  station  Veliko- 
Alekaeyevskaya  ships  to  the  cotton  mill  in  Keles  some  of  the 
unprocessed  raw  cotton  along  the  Great  Uzbek  Highway  through 
Tashkent,  Wool  is  hauled  from  the  southern  rayons  of  the 
oblast  along  the  same  route  to  the  wool  washing  mill  in  Kel¬ 
es,  throught  Tashkent. 

Production  economic  relations  between  industrial  en¬ 
terprises  of  Tashkent  and  the  rayons  of  Tashkentskaya  Oblast 
on  the  one  hand  and  commercial  relations  among  the  rayons 
of  the  oblast  through  Tashkent  on  the  other  constitute  the 
main  cause  of  increased  freight  flow  both  on  the  approaches 
to  the  city  and  in  the  city  itself.  In  addition  ah  increase 
in  traffic  within  the  city  is  influenced  by  many  plants  loc¬ 
ated  direct^  in  the  city.  Such  plants  as  Motor  Vehicle  Re¬ 
pair  Plant  No  2,  Gazoapparat,  imeni  Il'ich,  ?od”yemnik  and 
many  others  (a  total  of  17)  are  located  in  the  city  itself, 
although  many  of  them  ha^e  no  potential  for  territorial  ex¬ 
pansion  and  are  very  unsanitary.  At  present  Tashkent  con¬ 
tains  a  number  of  incohvenjent  features  and  is  overloaded  in 
the  organization  of  interurban  and  suburban  bus  service. 

Buses  from  Tashkent  now  operate  on  31  interurban  and  sub¬ 
urban  lines.  Each  line  has  from  2-6  departures  and  more  per 
day.  Bus  stations  are  concentrated  within  the  city.  These 
interurban  and  suburban  bus  lines  begin  in  Tashkent,  over¬ 
lap  with  urban  transit  and  cause  excess  traffic.  With  a 
rise  in  the  standard  pf  living,  population  growth  both  in 
cities  and  the  oblast  rayons,  the  addition  of  new  buses  in 
the  future,  etc,,  interurban  and  suburban  passenger  service 
will  increase.  Not  only  the  number  of  lines  but  the  number 
of  departures  will  increase.  A  study  of  the  development  of 
the  productive  forces  in  Tashkentskaya  Oblast  in  the  Seven 
Year  Plan  indicates  that  production-economic  ties  between 
industrial  enterprises  in  the  city  of  Tashkent  and  rayons 
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in  the  oblast  will  develop  due  to  the  fact  that'  although  dur¬ 
ing  the  Seven,  Year  Flan  newj^  lairge  enterprises  will  not  be 
built  in  Tashkent^  many  existing  planta  and  combines  will  be 
reconstructed  and  new  industrial  installations  will  appear 
in  a  number  of  rayons  of  Tashkent skaya  Oblast.  All  of  this 
will  greatly  increase  the  traffic  in  the  city  itself,  will 
create  a  number  of  ^Convenances  in  urban  transit,  vdiich 
frequently  leads  to  accidentsV  For  the  efficient  organiza¬ 
tion  of  urban  transit  and  production-dconomic  relations  be¬ 
tween  the  industrial  enterprises  of  Tashkent  and  the  rayons 
of  the  oblast,  we  need  a  belt  highway  around  the  city. 

According  to  figures  by  the  State  Planning  Institute 
Uzgiproavtodor,  freight  turnover  on  a  belt  highway  around  the 
city  would  be  in  the  futuj%  more  then  16.5  million  tons. 

The  construction  of  a  belt  highway  around  Tashkent,  with  as¬ 
phalt  surface,  is  extremely  important  for  tha  Tepublic' s 
economy.  The  number  of  trucks  passing  through  the  city  will 
decrease  sharply,  the  number  of  trucks  hauling  goods  in  and 
out  Will  decrease,  and  urban  transit  will  be  lightened.  In 
addition,  things  will  be  more'  convenient  for  consignees  and 
shippers,  suburban  and  interurban  bus  traffic  will  be  iiip;|ire 
efficient,  passenger  service  will  be  improved  at  bus  stations, 
as  will  the  sanitary  conditions  in  the  city.  In  connection 
with  the  building  of  a  belt  highway  around  Tashkent, < the  . 
necessity  arises  of  building  new  bus  stations,;  which  should 
be  placed  where  highways  intersect  the  belt  highWay.  Worthy 
of  serious  attention  is  the  proposal  by  Uzgiproavtodor,  for 
the  construction  of  a  bus  station  at  the  intersection  of  the 
Great  Uzbek  Highway  and  the  Belt  Highway,  near  the  54th  Sta¬ 
tion  and  double-track  of  the  Tashkent  main  line  for  bus 
lines  running  between  Tashkent,  Samarkand  and  other  cities 
in  this  direction.  For  bus  lines  from  Tashkent  to  Angren, 
Kokand  and  the  Fergana  Valley  we  must  build  a  bus  station 
at  the  intersection  of  the  Tashkent-Akhangaran  Highway  and 
the  Belt  Highway,  etc.  Production-economic  ties  will  be 
maintained  along  the  Belt  Highway  among  all  rayons  of  the 
oblast,  between  the  industrial  enterprises  of  Tashkent  and 
the  rayons  of  the  oblast,  the  railroad  stations  Tashkent 
Freight,  Shumilova,  Salar,  Khamza,  Kzyltukumachi  and  the  city's 
industrial  enterprises.  In  addition,  almost  all  interurban 
and  suburban  bus  service  will  be  maintained  along  the  Belt 
Highway,  The  total  length  of  the  Belt  Highway  around  Tash¬ 
kent  will  be  54  km,  including  6  km  of  the  Chimkent  Highway- 
Tashkent-Kibray,  2,5  km  of  the  Tashkent-Kibray-Chirchik  High¬ 
way,  14  km  of  the  Chirchik-Kuybyshev  Highway,  10  km  of  the 
Kuybyshev-Great  Uzbek  Highway,  4  km  of  the  Great  Uzbek  High¬ 
way-  Tashkent,  Chimkent,  In  order  to  lighten  the  load  of 
urban  transport  and  to  ease  transport  for  factories  in  the 
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city,  considering  the  impossibility  of  their  territorial 
expansion,  it  is  essential  to  take  these  industrial  enterpri¬ 
ses  outside  Of  the  city  ari4  place  them  near  the  Belt  Highway, 
which  Will  cut  plant  shipping  icbSts.  At  present  the  con¬ 
struction  of  the  Belt  Highi^ay  hAs  be^un  in  the  area  of  Sta¬ 
tion  54  of  the  Tashkent  Railroad  as  far  as  Kuylyuk.  The 
highway  Will  continue  to  the  Tashkent-Akhangaran  Highway. 

Here  Sections  of  the  Belt  highway  ^ll  pass  between  the  Kol- 
khoa  imeni.^danov  and  the  Chirchik  kiver.  further  on  the 
highway  will  paSs  through  Qtdahoriikidzevskly  Rayon  and  then 
cross  the  Salar-Barrazh  Railroad  section,,  run  as  far  as  Dendro- 
park  and  cross  the  Chimkent  dl^nWay,  as  far  as  station 
number  53,  beyond  Oktyabi’tkiy  Rayon,  ahdi  past  Aict-eb  will 
connect  with  the  starting "point,  that  is. station  54  of  the 
Tashkent  Main  Line.  ‘ 

Consequently,  the  Belt  Highway  arOund  Tashkent  Will 
make  it  possible  to  improve  truck  transport  greatly.  An  im¬ 
provement  of  economic  ties  within  the  oblast  and  the  construc¬ 
tion  of  the  Belt  Highway  around  Tashkent  will  cut  shipping 
costs  in  the  economy.  The  developing  economy  of  the  Republic 
not  only  requires  the  construction  of  hard  surface  roads 
in  Uzbekistan  itself,  but  also  roads  connecting  adjoining 
republics.  Uzbekistan,  particularly  Tashkentskaya  Oblast, 
has  close  transport-economic  relations  with  Yuzhno-Kazakh- 
stanskaya  Oblast  of  the  Kazakh  SSR  and  the  northern  region 
of  the  Kirgiz  SSR.  In. order  to  improve  the  economic  rela¬ 
tions  between  these  regions  the  Alma-Ata- Frunze-Tashkent- 
Samarkand  Highway  was  built,  along  the  route  of  the  exist¬ 
ing  Chimkent  and  Khilkov  routes,  connecting  Begovat  and 
Uratyube.  For  a  further  improvement  of  transport-econom¬ 
ic  ties  between  Uzbekistan  and  neighboring  Central  Asian 
republics,  we  must  accelerate  the  reconstruction  of  roads 
of  All-union  importance:  Zakhmatabad-Fyandzhikent-Samarkand- 
Bukhara-Farab-Chardzhou,  Termez-Stalinabad,  Osh-Andizhan- 
Kokand-Leninabad-Ursat'yevskaya.  All  of  this  will  increase 
the  network  of  improved  roads  on  which  truck  and  trailer  rigs 
can  be  used,  and  which  can  be  travelled  the  year  round,  a 
condition  which  is  important  for  expanding  the  use  of 
truck  transport.  All  of  these  measures  for  developing  mot¬ 
or  vehicle  transport  will  aid  in  handling  the  increasing 
volume  of  freight  and  passenger  service  (Table  4l). 

It  can  be  seen  from  Table  41  that  during  the  Seven 
Year  Plan  not  only  freight  and  passenger  service  will  in*» 
crease,  but  also  the  number  of  motor  vehicles,  particularly 
passenger  cars.  Right  now  there  are  20.3  passenger  cars  in 
Uzbekistan  for  every  10,000  persons,  while  in  Iran  there 
are  l3.3,  Burma  6.2,  Inaia  1.42,  etc.  In  1965  the  number 
will  rise  to  30.3.  The  further  development  of  motor  vehic- 
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Le  transport  and  extension  of  the  improved  road  system  will 
further  a  strengthening  of  the  republic's  economy,  raising 
the  standard  of  living,  decreasing  shipping  costs,  and  finally 
increasirig  labor  productivity.  Future  river  transport  will 
be  more  important  in  the  economy  of  the  Amu-Dar'ya  region. 

It  is  essential  to  consider  the  specific  features  of  the 
Amu-Dar'ya,  the  obsolete  fleet,  the  large  amounts  of  water 
taken  from  the  Amu-Dar'ya  for  irrigation  and  the  construction 
of  a  number  of  dams.  The  development  of  river  transport  should 
be  directed  primarily  toward  meeting  the  needs  of  regions 
adjoining  the  river  for  interoblast  and  intraoblast  goods 
shipment.  The  development  of  river  transport  will  be  in¬ 
fluenced  greatly  in  the  future  by  the  great  removal  of  water 
frbm  the  Amu-Dat'ya  for  irrigating  the  Karshl  Steppe  and 
other  irrigated  regions.  Water  removal  will  cause  a  drop  in 
the  water  level.  This  requires  the  use  of  vessels  with 
shallower  draughts.  The  Ktim  Canal  and  the  planned  Amu- 
Bukhara  Canal  will  begin  nqfS  alohg  the  Idwet  Amu-Dar'ya  but 
along  the  middle  course  Aiid^thd  tipper  reaches  of  the  river. 

This  iheans  that  on  sections 'where  more  freight  is  shipped, 
the  watet  level  will  drop.  The  development  of  river  trans¬ 
port  will  also  be  Influenced  greatly  by  the  irregular  river 
bottom,  which  makes  uneven  depths  in  the  navigation  sec¬ 
tion.  The  closed  nature  0f  the  river  basins  makes  it  im¬ 
possible  to  link  the  republit  with  the  touhtry's  river  or 
sea  basins.  Construction  of  four  dams  planned  by  SoyuzmOr- 
proyekt  —  Kelifsksya,  Kzylayakskaya,  Tuyarau3runskaya  and 
Takhiatashskaya  —  will  fonn  three  navigable  sections  on 
the  river  —  the  upper  Kzylayak,  Kzylayak-Tuyamuyun  and  Tu« 
yamuyun-Takhiatash.  On  these  sections  freight  operations 
can  be  handled  by  the  existing  fleet.  In  order  to  exit  to 
the  Kara  Rum  Canal  SoyusOTorproyekt  has  planned  the  construc¬ 
tion  of  locks  on  the  Kzylayakskaya  0am,  which  will  increase 
freight  shipments  along  the  canal  and  will  improve  econom¬ 
ic  intercourse  with  regions  along  the  river  and  canal.  Can¬ 
als  should  be  used  not  only  for  irrigating  kolkhoz  and  sov¬ 
khoz  fields,  but  also  for  transport  purposes,  which  will  be 
of  -great  benefit  to  the  economy.  Utilization  of  the  pro¬ 
posed  Amu- Bukhara  Canal  for  navigation  will  aid  in  the  rapid 
development  of  production  in  the  region  along  the  canal,  an 
increase  in  intraregional  economic  ties  and  a  decrease  in 
shipping  costs,  since  the  cost  of  trucking  in  comparison 
with  canal  transport  is  two  to  three  times  as  high.  Org¬ 
anization  of  navigation  on  the  canals  does  not  require  large 
capital  investment.  It  is  sufficient  to  build  a  small  land-t¬ 


ing  near  kolkhozes  or  sovkhozes  and  purchase  60  and  90-hn„ 
tugs  for  hauling  cargo  through  the  canals, 
of  the  Amu- Bukhara  Canal  will  Tt  1° 

struct  ion  of  an  exit  lock  fi-'om  the  canal  to  the  Amu-Dar  ya. 
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This  is  important  due  to  the  fact  that  many  vessels  plying 
the  river  and  having  shallow  draughts,  can  enter  and  exit 
from  the  canal  without  transfering  cargo.  Although  the  build¬ 
ing  of  a  canal  with  an  exit  lock  will  increase  its  cost,  ex¬ 
perience  has  shown  that  a  decrease  in  operating  costs,  in¬ 
volved  in  transshipping  freight  from  canal  to  truck  and  then 
to  river  boat  and  back,  will  increase  the  effectiveness  of 
capital  investment  in  gilding  the  danal.  In  the  future  the 
Amu-Dar'ya  will  be  use^  hot  only  for  transport  but  alsd  for 
irrigation.  In  view  of  the  specific  conditions  of  the  river 
the  volume  of  river  transport  freight  shipments  will  increase 
during  the  Seven  Year  Plan  at  a  rate  much' slower  than  the 
USSR  as  a  whole. 

River  transport  freight  turnover  during  the  Seven  Year 
Plan  will  increase  from  0.29  billion  t/km  in  1958  to  0,56 
billion  in  1965,  Development  of  productive  forces  in  the 
Amu-Dar'ya  basin  will  constitute  the  primary  factor  for  in- • 
creasing  freight  shipments  on  the  Amu-Dar'ya .and  the  Sda  Of 
Aral.  In  1959-1965  freight  shipments-  for  the  Central  Asian 
State  Steamship  Lines  will  increase  16%,  and  freight  turn¬ 
over  —  297„  During  the  first  year  of  the  Seven  Year  Plani 
freight  turnover  increased  6%  over  1958,  while  an  important  ■ 
part  of  shipments  as  formerly  is  occupied  by  grain,  cotton, 
metal  products  and  machinery,  mineral  fertilizers,  petroleum 
products,  mineral  building  materials  and  consumer  goods. 

The  basic  role  in  effecting  interoblast  water  shipments  will 
be  played  by  the  Amu-Dar'ya  and  the  Sea  of  Aral,  In  1959 
the  volume  of  interoblast  freight  shipments  totalled  1,501,- 
400  tons  or  247.  more  than  1958,  Such  an  increase  in  freight 
shipments  is  due  to  the  development  of  agriculture  in  the 
Amu-Dar'ya  basin,  the  changeover  of  short  rail  hauls  to 
river  transport  and  a  more  efficient  distribution  of  freight 
flow  between  rail  and  river  transport.  In  order  to  handle 
the  increasing  volume  of  freight  shipments,  maximum  mechan¬ 
ization  of  loading-unloading  operations  and  transshipping 
operations  is  necessary,  as  well  as  the  addition  of  more 
economical  vessels  to  the  self-propelled  and  tug  fleet.  We 
should  note  that  the  tug  fleet  of  the  Central  Asian  Lines, 
built  in  1935-39  for  the  Amu-Dar'ya,  is  not  appropriate  in 
draught  to  the  depths  and  habits  of  the  river.  This  lack 
of  correspondence  is  felt  particularly  sharply  during  the 
busy  fall  and  spring,  when  products  of  harvest  are  hauled. 
During  this  period  the  river  depths  are  barely  90  cm, 
whereby  tugs  draw  as  much  as  1,2  m.  This  leads  to  acci¬ 
dents,  a  slowing  down  in  ship  movement,  untimely  wearing  out 
of  vessels  and  an  increase  in  shipping  costs.  During  the 
high  water  period,  when  depths  are  sufficient,  but  the  cur¬ 
rent  is  strong,  the  underpowered  fleet  cannot  haul  full  bar- 
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geS)  a  factor  vihich  cuts  down  the  . speed  of  movement  and  all 
fleet  utilization  indices.  Considering  the  specific  features 
of  the  Arau-Dar'ya,  it  is  essential  to  moderize  the  fleet  for 
maintaining  navigation  on  the  river,  particularly  in  sections 
where  the  river  depth  is  the  least.  Since  vessels  with  metal 
hulls  have  deeper  draughts,  in  our  opinion  it  is  advisable 
to  make  hulls  of  lighter  plastic  alloys.  The  Amu-Dar'ya  and 
Sea  of  Aral  will  play  an  important  part  in  supplying  the 
lower  Amu-Dar'  ya  witn  Siberian  ..lumber  and  grain,  hauling  cot¬ 
ton  to  the  central  industrial  regions  *v  An  improved  fleet 
will  be  necessary  for  handling  waterways  freight  shipments. 

The  lack  of  correspondence  between  the  present  fleet  and 
what  is  necessary  Will  1^4  even  greater  throught  the  construc¬ 
tion  of  the  KdraKum  Canal,  since,  4.0  cu  km  of  v;ater;  flowed 
from  the  Amu-Dar *.ya  to  this  canal  in  1959  (first  unit)  and 
5.0  cu  km  in  1960  (2n(i  unit)  4  Water  ai  vers  ion  from  the  river 
to  the  canal  will  dectease  river  depths.  The  draught  of  ves¬ 
sels  will  remain  the  same.  Consequently,  it  is  already  nec¬ 
essary  to  begin  a  gradual  modernization  of  the  fleet,  partic¬ 
ularly  the  tug  fleet,  replacing  steam  with  diesel.  This  will 
increase  capacity  and  decrease  shipping  costs,  as  well  as  mak'^. 
it  possible  to  maintain  navigation.  For  this  it  will  be  nec¬ 
essary  to  increase  work  on  deepening  fhe  river  and  shoring 
the  banks.  Navigation  on  the  river  is  also  influenced  by  the 
amount  Of  silt  in  the  river.  The  Axnu-Dar'ya  is  one  of  the 
most  heavily  silted  rivers  in  the  world.  The  quantity  of 
suspended  particles  in  various  rivers  is  as  follows  (one  gm/ 
cu  m  of  water):  Amu-Dar*ya  —  3200,  Indus  --  2500,  Ganges  — 
1980,  Syr-Dar'ya  —  1920,  Nile  —  800,  Mississippi  —  630, 

Volga  —  120,  The  Amu-Dar'ya  deposits  much  silt  in  its  del¬ 
ta,  which  forms  salt-water  marshes.  The  total  amount  of  silt 
deposited  in  the  delta  is  150  million  cu  m  per  year.  The 
figures  testify  to  the  necessity  of  extensive  projects  for 
maintaining  navigation  on  the  Amu-Dar'ya,  Of  importance  in 
organizing  river  freight  operations  is  a  deepening  and  straight¬ 
ening  of  the  channel  bed.  The  river  on  the  Chardzhou-Karatau 
section  is  characterized  by  changeableness  of  bed,  and  a 
large  number  of  limiting  posts.  During  the  period  of  sharp 
fluctuations  of  water  horizons,  at  certain  spots  the  depths 
drop  during  the  course  of  a  few  hours  from  110  cm  to  50-60, 
Particularly  difficult  for  navigation  is  the  Chalysh-Sharlauk 
section.  In  order  to  maintain  guaranteed  depths  it  is  im¬ 
portant  to  carry  out  a  great  volume  of  channel  work  —  bed 
deepening  and  straightening.  Right  now  guaranteed  depths 
of  110  cm  must  be  maintained  on  the  Chardzhou-Karatau  sec¬ 
tion  and  120  cm  between  Karatau  and  the  estuary,  A  serious 
problem  for  navigation  in  the  basin  is  the  hauling  of  barges 
on  the  Bara  Landing-Uchsay  section,  where  the  river  fleet 
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must  pass  about  25  km  along  the  sea  coast,  whereby  with  winds 
at  more  than  3,  vessels  going  to  Uchsay  must  wait  for  calm 
weather.  In  the  distant  future  large  water  diversion  from  the 
Amu-Dar'ya  at  the  Kara  Kum  and  Amu- Bukhara  canals  will  make 
navigation  difficult  along  the, river  and  Sea  of  Aral.  Th 
fore,  for  the  development  of  'the  Sea  of  Aral  navigation  and 
the  Amu-Dar'ya,  it  is  extremely ; important  to  solve.,  the  r  rob- 
lem  of  maintaining  the  water  level  in  them.  The  expansion  of 
land  under  cultivation  alohg  the  lower  Amu-Dar'ya,  Chardzhou- 
skaya  Oblast  ahd  the  farming  of  the;  Karshi  Steppe  will  lead 
to  an  increase  in  irrigated  farm  Ihhds.  This  will  require 
removal  of  large  amount  of  water  from  the  river.  In'  the^  fut¬ 
ure  the  Syr-Dar'ya  will  continue  to  be  used  for  irrigation. 

As  a  result  of  building  the  Ka3n:akkum  and  Farkhad  dams  a  de¬ 
crease  in  waterflow  to  the  Sea  of  Aral  from  the  Syr-Dar'ya  has 
already  begun.  This  decrease  will  continue  as  a  result'  of 
irrigating  the  Golodnaya  Steppe  ahd  the  imminent  construction 
of  the  Chardar'ya  and  Narynskaya  dams. 

Due  to  the  large  amounts  of  water  which  have  begun  to  be 
removed  from  the  S3nr"  and  Amu-Dar'ya,  runoff  to  the  sea  will 
decrease  greatly.  The  water  level  in  the  sea  will  drop.  A. 
decrease  in  river  runoff  in  the  near  future  can  be  repres¬ 
ented  as  follows :20  1)  Water  removal  from  the  Syr-Dar'ya 
will  be  10,6  cu  km  in  the  future;  2)  From  the  Amu-Dar'ya 
to  the  Kara  Kum  Canal  —  I,  II,  III  units  —  12  cu  km; 

3)  From  the  Amu-Dar'ya  to  the  Amu- Bukhara  Canal,  1st  unit, 
by  1970  —  4.0  cu  km.  Between  1959  and  1970  removal  of 
water  from. the  annual  Amu-Dar'ya  runoff  may  reach  15  cu  km, 
and  the  Syr-Dar'ya  —  10.6  ^  km.  Water  removal  from  the 
Amu-Dar'ya  to  the  Kara  Kum^l  and  Amu-Bukhara  Canal  would  de¬ 
crease  river  depths.  This  will  have  a  negative  effect  on 
navigation  and  will  require  fleet  modernization  and  channel 
dredging  operations  on  a  large  scale.  Water  diversion  from 
the  Amu-Dar'ya  V7ill  make  large  volume  freight  shipments  dif¬ 
ficult,  particularly  in  mixed  rail-water  service  via  Aral'sk. 
In  our  opinion  the  Amu-Dar'ya  will  be  used  for  hauling  freight 
within  the  Central  Asian  basin  and  will  be  quite  important 
in  the  econoray  of  the  basin,  as  well  as  in  the  organization 
of  mixed  rail-water  shipments.  Navigation  on  the  Syr-Dar'ya 
is  not  important  in  the  republic's  economy.  In  1959  the 
volume  of  freight  shipments  on  the  Syr-Dar'ya  totalled 
31,500  tons,  and  passenger  service  was  much  less.  The  flfft 
consists  of  four  self-propelled  and  five  tug-dravm  units. 
Republic  river  transport,  in  view  of  the  closed  nature  of 
the  river  basins  and  large  amounts  of  water  removed  from  the 
Amu-  and  Syr-Dar'ya  as  well  as  the  construction  of  dams,  will 
play  an  important  part  in  intraoblast  and  interoblast  goods 
shipments.  During  the  rapid  development  of  the  economy 
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air  transport  will  offer  passenger  service,  as  is  provided 
in  the  plan  figures  for  the  development  of  the  USSR  national 
economy  for  1^^1965.  Further  addition  to  the  air  fleet  of 
high  speed  large**capacity  planes  will  make  it  possible  to 
cut  air  fares  for  passenger  service  and  greatly  increase  the 
volume  of  such  service.  During,  the.  Seven  Year  Plan  air  trans¬ 
portation  will  develop  even  morW  rapidly  in  the  USSR  as  a 
whole,  and  in  oiir  republic  in  particular.  During  the  :ftrst 
year  bf  the  SeVen  Year  Plan,  that  is  .iji  1959,  the  ikikus- 
Krasnpvodsk  line  began  operations.  Formerly  two  days  were 
required  tb  fly  from  Nbkus  to  Moscow,  now  six  hours:  in 
Kfasnovodsk  passengers  are  transfered  to  a  TU- 1048  let  air¬ 
liner,  making  the  KrasnoVodsk-Moscow  run.  The  chpital  of 
our  republic  is  becbthing  a  major  center  for  jet  passenger 
traffic.  In  the  first  yeAii  bf  the  Seven  Year  Plan  four  daily 
TU-104  flights  were .  introduce^  bn  the  Tashkent-Moscow  run. 
These  planes  will  also  make  four  flights  a  day  between  Tash¬ 
kent  and  Tbilisi.  Three  times  a  week  high-speed  planes  fly 
between  Tashkent  and  Novosibirsk.  TU-104B  flights,  accom¬ 
odating  100  passengers,  are  being  inaugurated  between  Tash¬ 
kent  and  Alma-Ata.  Here  the  air  ticket  does  not  cost  more 
than  a  rail  ticket. 

The  first  year  of  the  Seven  Year  Plan  was  set  off  by  the 
building  of  the  fast  TU-114  turboprop  plane.  It  has  no 
equal  anywhere  in  the  world  for  passenger  capacity,  cargo 
capacity  and  cruising  range.  This  new  plane  is  extremely 
economical.  It  is  designed  for  carrying  passengers,  mail 
and  baggage  on  domestic  and  intercontinental  routes.  Dur¬ 
ing  the  first  years  of  the  Seven  Year  Plan  the  Central  Asian 
civil  air  fleet  will  receive  new  planes,  particularly  IL-18 
turboprop  planes,  which  operate  on  the  Tashkent- Baku,  Alma- 
Ata-  Tashkent-Adler  routes,  etc.  In  1965  the  republic's  air¬ 
ports  will  handle  seven  times  as  many  passengers  as  in  1958. 
Cargo  volume  will  also  increase.  During  the  Seven  Year  Plan 
the  helicopter  will  be  used  extensively  in  the  republic's 
economy.  The  MI-6  helicopter  is  unequalled  throughout  the 
world.  It  can  carry  60-70  passengers,  can  be  used  for 
transfering  motor  vehicles,  tractors,  cotton  harvesting 
machinery,  scrapers  and  other  equipment.  In  the  near  future 
the  cost  per  passenger-km  in  the  12-passenger  turboprop  heli¬ 
copter,  according  to  Velizhev,  can  be  cut  in  two  in  compar¬ 
ison  with  the  Pobeda  car.  The  use  of  helicopters  for  car¬ 
rying  passengers,  particularly  from  oblast  to  rayon  seats, 
will  greatly  improve  both  production  and  operations  links. 

Such  a  feature  bf  helicopters  requires  their  use  for  carrying 
passengers  in  suburban  and  local  service.  This  will  .lighten 
the  load  on  rail  transport.  At  present  many  airports  in  the 
republic  have  dirt  runways,  which  makes  it  impossible  for 
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planes  to  land  and  take  off  during  atinospheric  precipitation* 
The  temporary  shutdown  of  air  operations  cannot  but  exert  a 
negative  influence  on  the  productive  activities  of  regions, 
particularly  remote  ones.  In  addition,  the  organization  of 
freight  and  passenger  service  between  oblast  and  rayon  seats 
durlt^  poor  weather  involves  great  difficult ires  and  incon¬ 
veniences.  Often  bad  weather  is  the  cause  of  temporary  shut¬ 
down  of  bus  and  truck  service.  The  rapidity  in  carrying  pas¬ 
sengers  to  their  destinatioi^,  low  cost,  independence  of  the 
conditions  of  roads  and' aiirports^;  convenience  for  passengers 
—  all  of  these  qualities  are  possessed  by  helicopters,  which 
link  all  areas  in  the  republic.;  At  the  beginning  of  1960 
regular  helicopter  service  was  begun  between  Tashkent  and  Bos- 
tandykskiy  Rayon,  TashkentrKdloypn' ^the  Farkhad  Sovkhoz). 

It  is  necessary  to  inaugurate  a'£:r  service  in  each  oblast 
along  the  following  lines:  Tjashjkent-Angren,  Tashkent- Yangi^ 
yer,  Samarkand-Farish,  Samarkand- Dzhizak,  Urgench- Khiva, 
Nulais-Khodzheyli,  etc.  Helicopters  ate  so  economical  that 
they  can  be  used  as  air  taxis  in  large  cities.  The  import¬ 
ance  of  air  transport  in  the  republic's  economy  during  the 
Seven  Year  Plan  will  increase  greatly,  and  it  will  become 
one  of  the  primary  forms  of  local  passenger  service. 

Pipelines  have  a  great  future.  Pipelines  have  been  laid 
exclusively  in  the  Fergana  Valley, ,  where  oil  is  produced  and 
there  are  two  refineries  —  the  Fergana  and  Vannovskiy. 

The  main  oil  pipeline,  Assake-Vannovskaya  (76)km)  and  the 
Mayli-Suassake  (76,5  km)  and  Khartum-Kharabek  (14  km)  lead- 
ins  constitutes  the  republic's  pipeline  transport  facilities. 
Crude  oil  is  pumped  through  these  lines  from  Che  oilfields 
to  the  refineries.  The  volume  is  not  large. 

The  present  level  of  the  development  of  industry,  trans¬ 
port  and  agriculture,  as  well  as  automation  and  mechanization 
of  production  processes,  are  unthinkable  without  the  exten¬ 
sive  application  of  clear  and  black  petroleum  products,  since 
the  growing  requirements  in  all  branches  of  the  economy,  of 
motors,  machine  tools  and  all  types  of  machinery  for  lubri¬ 
cants  and  oils  are  satisfied  with  products  obtained  from  pe¬ 
troleum  and  the  products  of  its  refining.  Technical  progress 
in  all  branches  of  the  economy  involves  a  sharp  increase  in 
the  production  of  motors  and  machinery.  The  radical  techni¬ 
cal  reconstruction  of  transport,  achieved  during  the  Seven 
Year  Plan,  requires  an  increase  in  gasoline,  diesel  fuel  and 
jet  fuel  production.  Without  extensive  total  mechanization 
it  will  be  impossible  to  produce  3,8  million  tons  of  raw 
cotton  in  1965.  Seeding  machines,  cultivators,  tractors, 
cotton  harvesting  machinery  and  other  equipment,  as  well  as 
all  types  of  motors  used  in  irrigation  operations  and  pump¬ 
ing  stations  require  an  Increase  in  diesel  fuel  production 
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and  othei;  petroletun  products.  The  farming  of  the  Karshi 
Steppe  will  also  require  an  increase  in  petroleum  product 
production,  since  bulldozers,  excavators,  graders  and  other 
equipment  operate  on  petroleum  products.  In  order  to  satisfy 
the  requirements  of  industry,  transport  and  agriculture  in 
1959-1965,  republic  oil  refihing  wilt  increase  by  more  than 
1307.  in  comparison  with  1958.  ^he  deyeiopaient  of  pipelines 
in  the  republic  is  also  required  by  the  gas  industry.  The 
basis  of  the  development  of  the  gas  and  chemical  industries, .  . 
as  well  as  the  laying  of  gas  lines  in  the  republic,  is  the 
Bukhara  gas  fields,  which  are  the  largest  in  the  USSR»  In 
recent  years  six  gas  fields  haye  teeh  discovered  in. the  repub¬ 
lic  *—  Dzharkak,  Kataulbazar,  Satytash,  Setelantepe,  Gazli  and 
Southern  Hubarek.  The  republic  contains  three  geological 
gas  and  oil  areas;  Bukhara-Khiva,  Fergana  and  Surkhandar'ya. 
The  gas  pipeline  system  is  developing  rapidly  (Table  42). 

It  is  clear  from  Table  42  that  in  three  years  more  than 
800  km  of  gas  pipelines  were  laid  in  the  republic,  the  net¬ 
work  of  Which  will  grow  significantly  in  the  future.  During 
the  Seven  Year  Plan  industrial  enterprises  are  being  shifted 
to  gas.  By  I  January  1961  78  industrial  enterprises  in  the 
republic  had  been  shifted  to  gas,  which  has  a  number  of  ad¬ 
vantages  over  coal:  high  calory  Content  —  10,000  large  cal¬ 
ories  per  cu  m  (coal  —  5450  per  kg),  more  transportable,  more 
convenient  for  combustion  —  produces  no  ash,  smoke,  dust. 

The  economic  effectiveness  of  gas  as  a  fuel,  in  compsrisbn 
with  coal,  ocTiCists  also  in  the  fact  that  the  cost  of  extrac- 
tin  1000  cu  m  of  gas  at  the  Dzharkak  fields  is  0.61  rubles, 
while  the  cost  of  extracting  one  ton  of  coal  in  Azigren  Is 
6.20  rubles.  Labor  expended  for  extracting  1000  cu  m  of  gas 
(rated  at  conditional  fuel)  is  more  than  20  times  less  than 
labor  expended  for  extracting  coal.  In  addition,  a  major 
advantage  of  gas  over  coal  is  the  fact  that  capital  invest¬ 
ment  necessary  for  prospecting,  extraction,  and  transport, 
building  warehouses,  etc.,  exceeds  capital  investment  in 
extracting  natural  gas  by  more  than  100%.  Tremendous  reserves 
of  natural  gas  and  high  technical-economic  indices  of  its 
utilization  make  imperative  the  extensive  gasification  of 
Industry,  agriculture  and  municipal-communal  units.  The  ec¬ 
onomic  effectiveness  of  replaceing  coal  by  gas  should  be  de¬ 
termined  proceeding  from  the  interests  of  the  economy.  In 
determining  the  profitableness  of  shifting  from  coal  to  gas 
at  existing  plants  and  ccxnbines,  in  our  opinion  it  is  essen¬ 
tial  to  compare  the  following  economic  indices:  a)  cost  of 
coal  and  gas  extraction;  b)  labor  expenditure  for  extraction 
of  coal  and  gas;  c)  capital  investment  in  extracting  (includ¬ 
ing  geological  survey  and  prospecting  work)  and  transport 
industry;  d)  costs  of  coal  storage;  e)  fuel  consumption  nec- 
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Table  42 


IHLpelineB  in  1958-1960 
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Legend:  ;■&  — ,  gas  pipelines  b  —  I^dxl>iabad- Fergana 
c  —  Sevemyy'Sokb- Fergana  d  —  Severiiyy-kokand  e  — 
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g  —  Dzharkak- Tashkent  h  —year  of  first  operation 
i  •?-  lengthy  km  j  —  pipe  diametery  mm  k  --  capa¬ 
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eatery  for  hatlling  coal  and:  gas;  £)  time  spent  in  transport- 
ii^  "coal  and  gas;  g)  increase  in  the  production  capacity 
of  industrial  enterprises,  i^roceeding  from  these  econom¬ 
ic  indices  we  can  determine  the  economic  effectiveness  of 
shifting  industrial  enterprises  to  gas.  The  transfer  of 
industrial  enterprises  to  gas  will  provide  great  savings 
to  the  economy.  The  economic  effectiveness  of  gasification 
of  industrial  enterprises’  consists  in  increasing  the  pro¬ 
duction  capacity  of  enterprises  and  savings  in  expenditures. 
In  determining  the  economic  effectiveness  of  shifting  in¬ 
dustrial  enterprises,  it. Is  essential  to  consider  the 
one-time  savings  obtained  through  eliminating  a  number  of 
expenses,  and  savings  in  annual  operating  expenses.  The  , 
one-time  savlr%s  are  obtained  through  the  following:  a) 
cutting  down  the  number  of  freight  cars’  engaged  in  coal 
hauling  operation^;,  b)  cutting  down  the  number  jf  locomot¬ 
ives  hauling  coal;  c)  cutting,  down  expenses  for  loading 
and  unloading  coal:  d)  cutting  down  expenses  in  urban 
coal  deliveries;  e)  cutting  down  capital  investment  re- 


qulred  for  building  coal  storage  facilities;  f)  cutting  down 
the  amount  of  wages  for  workers  employed  at  coal  sheds;  g) 
lightening  the  load  on  railroad  sections,  due  to  which  it  is 
possible  to  run  a  greater  number  of  trains  without  additional 
capital  investment  for  increasing  the  traffic  capacity  of 
various  rail  sections.  Due  to  a  decrease  in  the  volume  of 
coal  hauling  switching  operjations  at  large  stations  will 
decrease,  which  will  to  a  great  extent  make  it  possible  to 
handle  the  increasing  volume  shipments  without  additional 
capital  investment  necessary  for  ddding  to  sidings  at  stations 
and  developing  switching  facilities.  In  addition,  we  must 
consider  that  the  transfer  of  industrial  enterprises  to  gas 
aids  in  increasing  their  production  capacity,  A  shift  ox 
the  Chirchik  Electrochemical  Combine  to  natural  gas  will  in¬ 
crease  ttiineral  fertilizer  production  by  approximately  207®, 
cut  electric  poorer  consumption  by  more  than  helf  and  decrease 
the  cost  of  fertilized  by  20-257»»  Annual  savings  in  operat¬ 
ing  tests  are  obtained  chdought  the  low  cost  of  transfering 
gas  by  pipeline,  m 

The  presence  of  tremendous  reserves  of  cheap  natural  gas 
and  its  advantages  over  other  types  of  fuel,  the  transfer  of 
Industrial  enterprises  to  natural  gas,  the  gasification  of 
coimnunal-household  needs  and  of  agriculture  makes  a  great 
development  of  gas  pipelines  in  the  republic  essential.  Dur¬ 
ing  the  Seven  Year  flan  alone  6700  km  of  lines  are  to  be 
laid  in  the  republic.  In  1958  construction  began  on  a  625 
km  main  with  a  720  mm  diameter  from  Dzharkak- Samarkand- Tash¬ 
kent,  completed  in  January  1961,  This  was  the  first  main 
line  gas  pipeline  in  the  republic.  In  1961  the  Gazli-Kagan 
line  will  be  laid,  which,  hooked  up  to  the  Dzharkak- Tashkent 
line,  will  increase  the  capacity  of  the  latter.  In  1961 
construction  is  to  begin  on  a  gas  main  with  1020  mm  diameter 
pipes  between  Gazli  and  Chelyabinsk,  and  in  1963  —  Gazli- 
Sverdlovsk;  completion  of  the  former  is  slated  for  1963,  and 
for  the  latter  —  1965.  On  the  Lower  Amu-Dar'ya  lead-off 
lines  will  be  laid  from  these  mains.  Uzbek  gas  will  be  sent 
to  neighboring  republics.  The  Dzharkak- Tashkent  gas  main  will 
be  extended  to  Alma-Ata  via  Frunze.  During  the  Seven  Year 
Plan  gas  lines  will  be  laid  in  the  Fergana  Valley  also.  Con¬ 
struction  has  already  been  completed  on  gas  lines  from  the 
Sevem3ry  Sokh  beds  to  Fergana,  Kokand,  as  well  as  from  Fer¬ 
gana  to  the  Kuvasay  Cement  Plant,  The  Dzharkak- TasWeent 

main  is  to  be  hooked  up  to  the  Izbaskent-Fergana-Ursat 'yev- 
skaya  pipeline,  which  will  make  it  possible  to  create  a  sin¬ 
gle  gas  line  network  in  the  republic  and  effect  a  circular 
network  of  gas  mains.  In  1965-1967  a  gas  main  is  to  be  built 
from  the  Phibarek  gas  deposit  to  Tashkent,  with  a  lead-off  to 
Stalinabad,  Due  to  the  development  of  gas  lines  all  large 
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cities  in  the  republic  will  receive,  natural  gas,  which  will 
make  it  possible  to  shift  industrial  cities  to  gas.  However, 
this  does  not  completely  solve  the  problem  of  shifting  the 
republic's  economy  to  gas.  It  is  necessary  to  introduce  gas 
to  agriculture.  Therefore,  in  solving  the  problem  of  the  nec¬ 
essity  of  building  gas  mains  from  gas  deposits  to  industrial 
regions  it  is  imperative  to  consider  the  requirements  of  ad¬ 
joining,  farm  regions  for  gas*-  Proceeding  not  only  from  the 
requirements  of  industrial  cities  but  considering  th^  needs  of 
farming  regions  for  gas^  it  is  essential  to  select  a  j^ipe  di¬ 
ameter  and  determine  the  capacity  qf  compressor^  pvimp  stations. 
For  gasification  of  rayon  seat^. and  villages  it  is  advisable 
to  lay  lead-off  pipelines  from  gas  mains  of  300-400  mm  dia¬ 
meter  thin-walled  pipe.|  For  example,  from  the  Otharkak- Tash¬ 
kent  main  lead-off  pipes  should  be  laid  to  the  rayon  seats  of 
Payaryk,  Zaamin,  Dzhizak  and  others.  This  naturally  will 
require  an  increased  capacity  of  compressor;  pump  stations. 

Gas  in  these  regions  will  be  used  primarily  for  satisfying 
communal-hpusehold  needs,  drying;  raw  cotton,  for  existing 
small  Industrial  enterprises,  etc. 

The  economic  effectiveness  of  gas  utilization  fbr  commun¬ 
al  and. household  needs  consists  in  the  fact  that  the  effic¬ 
iency  of  gas  ranges  greatly  exceeds  that  of  household^  stoves, 
primus  stoves,  etc.,  using,  other  fuels.  Gasification  is  of 
great  social  importance.  The  experience  of  other  regions  in 
the  country  indicates  that  supply  of  gas  to  the  public  con¬ 
stitutes  a  major  factor  in  easing  household  chores,  making  it 
possible  to  save  time  for  cultural  pursuits.  For  continuous 
supply  and  decrease  in  the  seasonal  nature  of  gas  supply  to 
large  industrial  centers  —  Tashkent,  Samarkand,  Fergana, 
Andizhan  —  it  is  essential  to  build  underground  gas  reser¬ 
voirs.  The  creation  of  a  single  gas  transport  system  in  the 
republic  on  the  basis  of  gasification  of  the  economy  and  con¬ 
st  niction  of  underground  gas  tanks  will  make  it  possible  to 
improve  maneuverability  in  distributing  gas  to  consumers  and 
provide  synchronization  of  gas  lines  and  gas  fields.  Calcul¬ 
ations  indicate  that  at  least  13,000  km  of  gas  lines  should 
be  built  for  supplying  the  republic's  economy  (including  rural 
areas).  Gas  pipelines  have  a  number  of  advantages  over  other 
forms  of  transport:  a)  the  possibility  of  building  pipelines 
by  the  shortest  route.  This  will  make  it  possible  to  decrease 
the  volume  of  transport  operations;  b)  continuous  operation 
under  all  climatic  conditions;  c)  low  operating  expenses; 
d)  possibility  of  maximum  automation  and  mechanization  of  the 
transport  process;  e)  high  degree  of  hermetization  and  ex¬ 
tremely  low  loss  ratio;  f)  decreased  metal  consumption,  lab¬ 
or,  fuel  and  capital  investment  for  gas  lines.  Capital  in¬ 
vestment  for  gas  lines  is  paid  off  in  a  short  period  of  time. 


since  pipelines  produce  tremendous  savings  in  the  economy. 
Below  we  include  economic  indices  of  gas  pipelines.  Accord¬ 
ing  to  figures  by  the  Central  Scientific  Research  Institute 
of  Rail  Transport23  capital  investment  in  rail  oil  ship¬ 
ments  (including  expenditures  for  increasing  the  traffic  cap¬ 
acity  and  rolling  stock)  is  calculated  at,  7. 3-8*0  per  t/km, 
for  gas  lines  4.6  k  per  thousand  Cu  m.  The  cost  of  ship¬ 
ping  1000  "  ■  —  "  ‘  —  ■ 

1.2  rubles 
Angren  coa 

rubles.  In  pipelines  metal  consumption  per  km  averages  80- 
130  t,  or  10-40  g  per  t/km  and  by  rail  an  extra  10-20  g 
per  t/km.  Metal  consumption  for  building  gas  pipelines  will 
be  decreased  thrOUght  the  use  of  thin-Walled  pipe  with  a  di¬ 
ameter  of  up  to  lOzo  mm*  Which 'will  greatly  Increase  their 
capacity.  Consequently!  gas  pipelines  have  a  number  of  ad¬ 
vantages  over  other  forms  of ^transport! end  they  have  a  fine 
future  in  our  republic. 

It  follows  from  the  above  that  the  interests  of  develop¬ 
ing  industry  and  agriculture  require  the  radical  technical 
reconstruction  of  transpotrt  and  the  construction  of  new  rail¬ 
roads  on  routes  from  Uzbekistan  and  Kazakhstan,  as  well  as  in 
the  republic  itself*  The  extensive  use  of  diesel  locomotives 
on  main  line  and  switching  operations,  the  laying  of  secohd 
tracks  and  heavy  rails,  the  building  of  mechanized  loading 
facilities  and  container  areas,  the  development  of  refrig¬ 
eration  facilities  and  maximum  mechanization  of  heavy  and 
labor-consuning  jobs  will  make  it  possible  to  cut  shipping 
costs  in  the  economy.  The  development  and  reconstruction  of 
the  road  system,  considering  an  increase  in  motor  vehicle 
transport,  passenger  and  freight  service  will  supply  the  re¬ 
quirements  of  the  economy  for  motor  vehicle  transport.  The 
necessity  of  centralized  shipping  for  a  wide  range  of  goods 
on  the  basis  of  a  further  amalgamation  of  small  motor  pools, 
the  need  for  an  improved  specialization  in  truck  use,  as  well 
as  amalgamation  of  motor  vehicle  repair  facilities  are  dic¬ 
tated  by  a  great  increase  in  motor  vehicle  transport.  The 
addition  of  modern  aircraft  and  helicopters  on  the  one  hand 
and  a  continually  rising  standard  of  living  on  the  other  make 
air  transport  a  populcr  means  of  passenger  service.  The  rap¬ 
id  development  of  industry  and  agriculture  are  furthered  by 
gasification  of  the  economy.  The  laying  of  gas  pipelines, 
the  total  length  of  these  lines  and  their  capacity  should 
satisfy  the  requirements  of  the  economy  for  this  type  of 
fuel. 


^  m  ot  natural  gas  by  7UO  ,mm  gas  line  ouu  Km  is 
24.  while  the  cost  of  shipping  an  equal  amount  of 
1^^  on  the  Tashkent  Road  the  same  distance  is  3.36 
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CONCLUSION 


Transport  plays  a  great  role  in  the  Uzbek  economy. 

The  rapid  growth  of  industry  and  agriculture  was  accompanied 
not  only  by  the  development  of  transport,  but  by  an  increase 
in  freight  and  passenger  volume.-  During  the  period  of  restor¬ 
ation  transport  was  that  branch  of  the  economy  the  restoration 
of  which,  was  an  essential  condition  for  developing  industry 
and  agriculture,  while  during  .the  pre-war  five  year  plans  it 
became, one  of  the  deciding  factors  in  creating  a  material- 
technical  basis  for  socialism  in  the  republic.  The  formation 
of  a  material-technical  basis-  for  socialism,  industrialization 
and  collectivization  of  the  country,  reconstruction. of  the 
national  economy,  creation  and  development  of  new  branches  of 
industry  —  ferrous  and  non-ferrous  metallurgy,  machine- 
building,,,  power  engineering,  the  development  of  light  indus¬ 
try,  the  processing  and  extracting  industries,  100^  literacy  — 
all  required  the  establisliment  of  solid  and  reliable  -trans¬ 
port  ties, between  the  republic  and  the  highly-developed  regions 
of  the  country,  importation  to  Uzbekistan  of  large  quantities 
of  industrial  -<Toods  —  coal  and  coke,  ferrous  metals,  motor 
vehicles,  machine  tools,  industrial  equipment,  lumber  and 
petroleum  products,  highly  skilled  workers,  textile  and  farm 
machinery,  etc.  The  creation  of  the  mater ial-technical 
basis  for  socialism  required  the  great  develonment  of  rail, 
motor  vehicle,  river  and  air  transport.  This  caused  a  neces¬ 
sity  for  rebuilding  rail  and  river  transport  in  the  republic 
and  the  creation  of  formerly  non— existant  motor  vehicle  and 
air  transport.  New  railroads  and  second  tracks  built  during 
the  course  of  socialist  construction,  the  reconstruction  of 
already  existing  roads,  the  radical  improvement  of  the  road 
system,  the  development  of  river  and  air  transport  in  Uzbek¬ 
istan,  the  laying  of  oil  pipelines  made  it  possible  to 
develop  major  industrial  centers  and  bring  new  regions  into 
socialist  construction.  Transport  aided  in  farming  new  e.reas, 
raising  the  standard  of  living,  played  a  great  role  in  estab¬ 
lishing  firm  economic  ties  between  city  and  country ,  industry 
and  agriculture  and,  finally,  aided  in  raising  the  standard 
of  living  of  the  Uzbek  nation. 

During  the  period  of  restoration  and  the  further  de¬ 
velopment  of  the  economy  transport  handled  a  gre-?.t  volume  of 
shipping.  Shinping  on  the  Tashkent  Railroad  between  1940 
and' 1950  Increased  170/.,  in  trucking  —  1920/.  Such  an  in¬ 
crease  in  freight  turnover  is  possible  due  to  tne  highly 
developed  industry  and  agriculture,  rail  and  truck  transport. 


furnished  with  modern,  progressive  equipment.  The  planned  and 
proportional  development  of  industry  and  agriculture  in  the 
republic  required  the  complex  development  of  all  types  of 
transport.  In  Uzbekistan  the  development  of  all  types  of 
transport  fills  the  needs  of  the  economy  for  shipping  without 
interruption.  Although  we  have  achieved  great  success  in 
developing  transport  in  Uzbekistan,  continually  developing 
industry  and  agriculture  require  the  further  development  of 
the  transport  network.  The  lower  Amu-Dar*ya  needs  a  bridge 
across  the  river  near  Nukus,  Dzhumurtau-Tashauz,  Nulcus-Chimbay- 
Sultan-Ulz-Dag  Rail  Lines,  the  reconstruction  of  the  existing 
road  system  and  the  building  of  new  roads..  The  southwest  of 
the  republlcls  poorly  develpped  in  a  transport  respect.  An 
increase  in  railroad  construction  in  this  region  is  dictated 
by  the  farming  of  the  Karshi,  St^PPSi  the  requirements  for 
the  development  of  new  oil  fields  and  other  mineral  deposits, 
the  working  of  large  stone  quarries,  in  the  exploitation  of 
which  the  neighboring  Tadzhik  and  Turkmen  republics  are 
interested.  Rail  transport  in  Uzbekistan  will  be  furnished 
new  equipment  for  maximum  satisfaction  of  the  requirements 
of  the  economy  fbr  shipping  during  the  period  of  the  stepped- 
up  building  of  communism.  At  the  large  freight  yards  Tash¬ 
kent-Freight  and  Kokand  it  is  essential  to  build  mechanized 
sloping  freightyards  equipped  with  electric  switch  central¬ 
ization,  the  laying  of  a  second  track  on  the  Kagan-Ursat*yev-* 
skaya,  Ursat'yevskaya-Kokand,  Kzyltukumachi-Angren  sections, 
the  installation  of  automatic  block  systems  on  many  sections, 
as  well  as  semi-automatic  block  systems,  the  laying  of 
ferroconcrete  ties  and  sturdy  rails,  the  building  of  mechan¬ 
ized  freight  operations  areas  and  freight  storage  areas, 
etc. 

The  skeleton  of  the  existing  railroad  system  was  built 
at  the  end  of  the  19th-begi'nning  of  the  20th  century,  when 
freight  and  passenger  service  was  on  a  small  scale.  Industry 
and  agriculture  were  not  yet  developed,  s-nd  many  regions  in 
the  republic  vjere  little  inhabited.  Due  to  the  rapid  develop¬ 
ment  of  productive  forces  shipping  has  increased  greatly, 
and  existing  rail  routes  to  thp  European  part  of  the  USSR  and 
Kazalchstan  were  insufficient.  A  forecast  of  the  development 
of  productive  forces  in  the  USSR  as  a  whole  and  the  eastern 
areas  in  particular  points  out  that  freight  shipments  will 
increase  greatly.  This  brings  home  hard  the  problem  of  the 
necessity  of  building  new  railroads  on  routes  from  Uzbekistan 
to  the  European  part  of  the  USSR  and  Kazakhstan.  The  impor¬ 
tance  of  trucking  during  the  period  of  the  stepped-up  building 
of  Communism  has  grown  sharply.  The  development  of  the  chem¬ 
ical  and  gas  industry,  electric  power  engineering  and  the 
petroleum  industry,  cotton  farming  and  farm  machine  building. 
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the  great  scope  of  housing,  communal,  irrigation  and  indus¬ 
trial  construction  require  that  large  quantities  of  goods  be 
hauled  by  tTUickSi  The  interests  of  the  development  of  the 
economy  of  Uzbekistan  require  the  amalgamation  of  small  motor 
pools,  the  addition  of  large  and  small  trucks,  the  extensive 
application  of  centralized  shipping  operations,  specializatiai 
in  vehicles,  development  of  repair  facilities,  extension  of 
the  first-class  railroad  system,  etc.  During  the  all-out 
building  of  Communism  air  transport  throughout  the  republic 
will  be  developed  significantly.  Long-distance  passenger 
service  will  be  handled  by  comfortable,  fast,  large- capacity 
passenger  planes,  the  IL-14  in  local  service  and  helicopters 
in  suburban  service.  The  furnishing  of  new  equipment  and 
building  of  new  roads  will  aid  in  cutting  transport  costs 
in  the  national  economy  and  will  aid  in  accS.erating  the  rate 
of  the  all-out  building  of  Communism. 
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